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| AT THE ROYAL AIR FORCE DISPLAY. 


THE ROYAL ENCLOSURE :—Their Majesties the King and Queen, accompanied by the King and Queen of Spain, 
and attended by the Ladies and Gentlemen of the Households in Waiting, honoured with their presencevAd Raval AB Apprce 
Display, at the London Aerodrome, at Hendon, on July 3. The Royal Party from left to right are :—Sir John Salmond, 
Air Officer Commanding-in-Chief, Air Defences of Great Britain, Her Majesty the Queen, Sir SAY Axomy, Agenetary of 
State for Air, His Majesty the King, Sir Hugh Trenchard, Chief of the Air Staff, His Majesty the King GE ILEINGIS 
Royal Highness the Duke of York, Her Majesty the Queen of Spain, and Sir Philip Sassoon, Under Secretary of State for Air. 
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The Aeroplane 


Aircraft of all Types. 


V. ROE & Co., Ltd., 

manufacture a range 

of machines which 
cover practically every fly= 
ing requirement. Backed 
by an unequalled experi- 
ence in the manufacture 
of the world’s best aircraft, 
AVRO_- machines _ are 
recognised as pre-eminent 
either for 
training pur- ' 
poses or for 
private or 
commercial 
use, 


A. V. ROE & Co., Ltd., 
are always willing to 
design and manufacture 
machines for special pur- 
poses. Their works at 
Manchester and Hamble, 
equipped for the produc- 
tion of all types of aircraft, 
are at the service of 
clients. A descriptive cata- 
logue show- 
ing the range 
of AVRO 
machines 
will be sent 
on request. 
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Saturday, July 3, was an ideal Pageant day from the spec- 
tator’s point of view, though, perhaps, not so pleasing to the 
pilots. The sun was hot and brilliant, in spite of its being 
the last day of Henley Regatta, and everybody was able to 
turn out in their prettiest clothes. And there were enough 
clouds about to give people’s eyes a rest once in a while. 
jut the same brilliant sun and clouds together with a fairly 
strong North-East wind made the air very bumpy and so the 
formations were not so close nor as regular as they were in 
the previous year when there was a beautifully level grey 
sky without a bump in it. 

Nevertheless the flying was quite up to the best R.A.F. 
standard and in many ways it was more interesting than any 
previous show because we were able to display the fact that 
we have got some few really up-to-date aeroplanes. The per- 
formance was nothing like so much a review of past grandeur 
as have been most of the previous Pageants, wherein relics 
of the so-called Great War did most of the flying. 

A MILbp GRUMBLE. 

In spite of this the Display lacked something in compari- 
son with preceding Displays. There were fewer events, but 
they took longer. And, though everything was run off with 
clockwork regularity, there were longish waits between events, 
owing apparently to some of the performances getting 
through rather sooner than was expected, or owing to the 
need for keeping the aerodrome clear while machines got 
into position for the next event. 

Those intervals might very well have been filled in by comic 
relief of some sort. There was no crazy flying to entertain 
the crowd, but the Auto-Giro and the Pterodactyl each pro- 
vided combined interest and amusement enough to prevent 
people from becoming bored during the waits. 

What ought to have been quite one of the most interest- 
ing shows, the Fly-Past of the new and_ experimental 
machines, was spoiled by the way in which it was arranged. 
The Royal Box being at the top of the hill, instead of down 
by the R.A.F. Club enclosure where it bas been in previous 
years, the machines did not fly in a Southerly direction close 
along the lines of the fencing as hitherto, but came in from 
the South of ihe Royal Box and from behind it, right across 
the middle of the aerodrome, where they were much less im 
pressive and much less spectacular and much less visible 
than they have been in the past. 

As a matter of fact they might just as well have been made 
to fly from North to South where the King and his guests 
in the Royal Enclosure could see them coming all the length 

of the aerodrome, and could see them pass to the left. That 
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ON THE ROYAL AIR FORCE DISPLAY. 


would have been very much better than having them come in 
from the back and almost over the heads of the said guests, 
who, if they were sufficiently interested to watch each machine 
coming by, must have had severe cricks in their distinguished 
necks. 


THE CAR TROUBLE AGAIN. 

The crowd at Hendon seemed bigger than ever, and there 
were certainly many hundreds of cars more than at any pre- 
vious Pageant. All this part of the show was excellently 
managed. The cars were parked by the R.A.F. themselves, 
without atiy interference by the police, so everything went 
quite smoothly. But there was a good deal of difficulty about 
getting out, because Colindale Avenue was very wisely re- 
served for foot passengers going to the tube station and to 
the ’buses and trams on the Kdgware Road. The difficulty 
of getting away with cars was caused entirely by outside 
circumstances. 

The road round by Mill Hill was blocked by road-making opera- 
tions, so all the traffic had either to go up Hendon Hill to 
the South-East, or round by Montrose Avenue, to the North- 
West and into the Hdgware Road, where, after turning South, 
all the way down from the end of Montrose Avenue to Colin- 
dale Avenue the pace of the lines of cars was regulated by 
the loading of trams and ’buses near the end of Colindale 
Avenue out of the trai depot. 

The police authorities, as stupid as ever, instead of allowing 
the cars to pass the stationary trams and ’buses on the 
right-hand side, wasted the time of some hundreds of 
patient and good-natured police constables who had to stand 
between the tramlines keeping the right-hand side of the 
road absolutely empty of traffic, although there was 
hardly any traffic going out of London at that time of the 
day. Hven after one got past Colindale Avenue, one’s speed 
was still limited by the trams and ’buses and the line of 
policemen, and it was not till one got past the Welsh Harp 
that the trafiic was able to open out and spread over the roa:l 
and accelerate. 

The London policeman individually is one of the most 
sensible people in the World. But the particular Department 
which regulates traffic of this sort always seems to make a 
mess of it. 7 

THE DISPLAY THAT WAS WASTED. 
Officially the Display began at noon. And by that time 


there was already quite a large ciowd both on foot and in 
cars. 

The first thing to happen was the start of what is called 
a Long Distance Reliability Trial. 


Three squadrons of night 


PART OF THE CROWD. 


A view looking down the hill towards the Amusement Park. 
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bombers, No. 7 from Bircham Newton under Wing Cdr. 
Blount, No. 9 from Manston under Wing Cdr. Gaskell- 
Blackburn and No. 58 from Worthy Down under Sq. Ldr. 
Harris, all on Vickers Virginias (Napier Lions), and No. 99 
from Bircham Newton under Sq. Ldr. Ryan on Handley Page 
Hyderabads (Napier Lions) started off to circumnavigate most 
of the South and South-East of England in formation. 

One imagines that it must have been as much a trial of 
patiefice as anything else, for the personnel of the squadrons 
had to leave before the show began and finished at about 
18.30 hours when the show was all over. ‘The result was that 
the vast majority of the enormous crowd missed seeing whai 
might have been one of the most impressive events in the 
programme, namely, the start and the landing of the big 
bombers. 

One cannot help thinking that for the purposes of demon- 
strating our Air Power to the British taxpayer these machines 
might have been put to a better purpose. Especially as these 
squadrons do journeys of this sort about twice a week. 
~ The first formation home were the Hyderabads of 99 Squad- 
ron. No. 7 Squadron was second, 9 was third, and 58 was 
fourth. 

THE CO-OPERATORS. 

The second happening was the usual demonstration on 
Bristol Fighters by Army Co-operation Squadrons of picking 
up messages from the ground and delivering answers. 

The winning Squadron was No. 13 from Andover, com- 
manded by Sq. idr. Durston; with No. 4 Squadron, Farn- 
Lorough, under Sq. Ldr. Slessor, second; and No. 16 Squad- 
ron, Old Sarum, under Sq. Ldr. Coryton, third. Presumably 
Bristol Fighters will take part in this competition for a good 
matly years to come, seeing that a replacement type has not 
yet appeared. 

AYROBATICS. 

After that came the lunch interval, from 13.00 hours to 
14.30, during which a display of aerobatic flying was given. 
Hig. Off. Atcherley of 23 Sqdn. (Henlow) flew a Gloucester 
Gamecock (Bristol Jupiter engine); Flg. Off. Waghorn of No. 
17 Sqdn., Hawkinge, flew a Sopwith Snipe (B.R.II engine) ; 
Fig. Off. Rhind of No, 111 Sqdn. flew an Armstrong-Whit- 
worth Siskin (Armstrong-Siddeley Jaguar engine); Pit. 
Off. Armour of No. 111 Sqdn. flew another Armstrong-Siskin- 
Jaguar and two R.A.E. pilots (unnamed) flew the Gorcock 
and Hornbill respectively. 

All showed themselves to be thoroughly competent pilots. 
Their slow rolls and loops and spins and so forth were all 
executed with impeccable accuracy. And they all demon- 
strated that the standard of flying in the R.A.F. is being 
thoroughly maintained. All the pilots, as may be noted, 
were of quite junior rank, without war decorations, and may 
be*taken as typical of the younger generation of pilots. 
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Mr. Atcherley did at least one very pretty feat. After a dive 
he drove his machine practically vertically upwards, did a 
complete spin while on the upward path and flew off the 
spin horizontally. One has seen an American pilot do two 
upward spins in that way and then fly out horizontally from 
the top of the second spin, but one gathered that it was not 
standard practice even in America. Mr. Atcherley’s rolling 
at a low level was particularly neat. 


THE FIGHTER SQUADRONS. 

After lunch came the first event of the programme proper, 
Group Evolutions by Fighting Squadrons. These Squadrons 
were No. 19, Duxford, Sq. dr. Jones, on Gloucester Grebes 
(Armstrong-Siddeley Jaguars); No. 23, Henlow, Sq. Ldr 
Collishaw, on Gloucester Gamecocks (Bristol Jupiters); No 
29, Duxford, Sq. Ldr. Neville on Gloucester Grebes (Arm- 
strong-Siddeley Jaguars); No. 32, Kenley, Sq. Ldr. Lale, on 
Gloucester Grebes (Armstrong-Siddeley Jaguars); No. 41, 
Northolt, Sq. Ldr. F. Sowrey, on Armstrong-Whitworth Sis- 
kins (Armstrong-Siddeley Jaguars); and No. 56, Biggin Hill, 
Sq. Ldr. Vincent, on Gloucester Grebes (Armstrong-Siddeley 
Jaguars). 

The Squadrons were divided into two wings of three squad- 
rons each and as each squadron consisted of nine machines 
there were 54 machines,in the air at once, which is one be- 
lieves a record for R.A.F. Pageants. The flying of these 
squadrons was excellent. They kept formation well in spite 
of the bumpy air, and the effect of the fifty-four machines all 
in the air at once was quite impressive. 

DEMONSTRATING THE DIRECTORATES. 

Event No. 2 was a Handicap Race of about twenty miles 
open to the Directorates of the Air Ministry on any Service 
type of single-engined aeroplane. This race is an excellent 
idea, for it demonstrates, not merely to the British Public, 
but also to the Flying Officers of the R.A.F., that the people 
who sit on office stools in the Air Ministry, can also fly. The 
ranks of the pilots are also interesting as showing that quite 
senior officers can still hold their own in the air. 

The race was won by Sq. Idr. Cox, of the Directorate of 
Organisation and Staff Duties, on a Hawker Woodcock 
(Bristol Jupiter). The second was Flt. Lt. Waring, of the 
Directorate of Operations and Intelligence, on an Armstrong- 
Whitworth Siskin (Armstrong-Siddeley Jaguar). ‘The third 
was Air Commodore Longmore, of the Directorate of Equip- 
ment, on a Fairey Flycatcher (Armstrong-Siddeley Jaguar). 
The other competitors were Wing Commander Sholto 


Douglas, of the Directorate of Training, on a Hawker Wood- 
cock (Bristol Jupiter), Sq. dr. Benge, of the Directorate of 
Personal Services, on another Hawker Woodcock, and Sq. 
Ldr. Sir Quentin Brand, of the Directorate of Technical De- 
velopment, on a Gloucester Gamecock (Bristol Jupiter). 


FORMATION FLYING.—Assorted attitudes of the various Single-seat Fighter formations, 
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Air Commodore Longmore was one of the first three naval 
officers who eyer flew and was flying quite well when ‘Tur 
A®ROPLANE came into existence in 1911, and he is in the first 
flight among hunting men and as a point-to-point rider. So 
really his show as an aeroplane pilot is quite remarkable. 
The flying in this event was remarkably good all the way 
round. The pilots took their corners with all the dash and 
skill of professional racing pilots. 

THr BiG PARADE. 

Event No. 3 was, from the technical point of view, actually 
the most interesting of the day, because, for the first time on 
record, we really had some new machines to show which were 
not already well-known to everybody concerned with aviation. 
Moreover we were able to demonstrate that if we do not hold 
World’s records for speed we have at any rate four single- 
seat machines of the very highest class, which one believes 
may be claimed to be the fastest fighters in the World. 

It is quite worth while to give a catalogue of the sixteen 
machines which appeared with a few brief comments on each. 

No. r was Captain G. T. R. Hill’s Pterodactyl with its 
34 h.p. Bristol Cherub engine. Regular readers of THE 
AEROPLANE know just about as much as there is to know about 
the Pterodactyl. One may repeat that the word means 
“ Wing-fingered.’’? ‘The machine looks like the pre-historic 
flying animal of that name. And its controls are in the tips 
of its:wings and are rather like fingers. 

It certainly is a very interesting production. In the air 
it is as comic as an Avro flown by Flt. Lt. Noakes. And it 
does demonstrate that it is absolutely controllable and unstall- 
able. But there are plenty of ways of making an aeroplane of 
normal appearance equally so. 

One cannot believe that a machine of this particular ty pe 
can be developed for high-speed fighting. But it does strike 
one that it has immense possibilities for flying-boats of large 
size, in that the rudders under the wings might be made 
in the form of wing-tip floats, and the general design would 
do away with the heavy after part of the hull and the negative 
tail-plane which wastes so much power in flying-boats, though 
it is the one thing which makes them flyable. 

Pit. Lt. Chick certainly got as much fun out of flying the 
machine as the spectators did out of watching it. 

PROGRESS. 

No. 2 was the Blackburn Sprat, fitted with a Rolls-Royce 
Faleon III engine of 270 h.p., an extremely neat training 
machine which can be used either with floats as a seaplane or 
with a wheel undercarriage for deck landing. It showed 
itself to be a real flying machine, answering its controls 
beautifully. 
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EXHIBITIONERS.—The flight of 19 Squadron (Gloucester Grebes, Jaguar engines) which bombed the Tank, 
and (Gloucester Gamecocks, Jupiter engines) of 23 Squadron landing. 


No. 3 was the Vickers Vendace, also with a Falcon III 
engine. ‘This is the opposite number to the Sprat and showed 
that 1t also has a very good performance. 

When one recalls the queer things on which our naval 
aviators had to learn sea-flying in the past, one realises that 
on the training side at any rate in these two machines real 
progress is being made. 

THE SPEED FIGHTERS. 

No.-4 was the Gloucester Gorcock with Napier Lion VIII 
This is one of the four new 
single-seat fighters, and a very nice job it is. It does not 
look as fast as does its three rivals. But that can only be 
proved on actual test. It is certainly a splendidly made 
machine and handles well. 

No. 5 was the Hawker Hornbill with a Rolls-Royce Condor 
IV of 7oo h.p. It is the first speed machine to have a direct- 
drive Condor in it. With such a big engine one hardly ex- 
pects manoeuvrability, though one can expect speed, and 
in the Hornbill one certainly gets it. But Flt. Lt. Saint who 
was flying the machine showed that it could do most of the 
things to which scout pilots are accustomed. In fact he 
gave a brief display of aerobatics which was about on a par 
with that given by slower machines during the lunch interval. 

No. 6 was the Avro Avenger, Napier Lion VIII engine of 
525 h.p. The Avenger is one of the cleanest jobs one has 
yet seen. And it is also certainly one of the fastest machines. 
Mr. Chadwick, Mr. Parrott and everybody concerned with 
it may well be proud of it. 

No. 7 was the Fairey Firefly with the Fairey Felix (or 
Curtiss D.12) engine of 430 h.p. The Firefly embodies every- 
thing which is best in the Curtiss and Fairey design and 
construction. Its lines are simply lovely and in the air 
it is a perfect picture of what a speed aeroplane should be. 

The Firefly, the Avenger and the Hornbill are believed to bo 
the World’s fastest fighting machines. Most of the R.A.F. 
people with whom one has talked seem to assume that the 
Firefly is the fastest. But the makers of the Avenger and 
the Hornbill each believe that their machine is just as fast 
faster. And each seems to be ready to back his 
opinion. 

Mr. Fairey, who is always ready to show reason for the 
faith that is in him, has made an open offer for the Firefly 
to race any of the other speed machines carrying its full 
nulitary equipment over a 200-mile course for a stake of 
41,000 a side. One hopes that such a contest will be 
arranged and that the Air Ministry’s technical experts will 
not stand in the way of such a thoroughly sporting event, 
for one believes that both the Hawker people and the Avro 
people will be willing to put up the money for a match. 
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SQUADRON FORMATION.— Gloucester Grebes in the standard Squadron Formation of the R.A.F. Three Ve2cs 
In Vee form—known as ‘“ Vic’ formation, for purposes of radio-telephony. 
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FLYING PAST.—Lefi to right, the Avro Avenger (Napier eagine); the Fairey Firefly (Curtiss engine); and the 


Gloucester Gorcock 


It would be all together for the good of the Air Force to 
have a definite proot of what the new fighters will actually 
do under something like Service conditions. And it will also 
be possible to see w rae it is possible with 430 h.p. to equal 
or beat 525 h.p. and 7oo h.p. 

It is well to remember in any case that the Curtiss D.12, 
as fitted to the Firefly, is now regarded as an obsolete engine 
in the States, and is being replaced by the Curtiss V.1409, 
which gives considerably more horse-power for rather less 
area and rather less weight 

MORE AND NEW CO-OPERATORS. 

No. 8 was the pee ee Atlas with Armstrong- 
Siddeley Jaguar 1V engine of 385 h. p. This is an Army Co- 
operation machine. It has done quite a good deal of flying 
lately, both in its complete military form as the Atlas and 
in a more or less civilian form as the Ajax, in which shape it 
competed in the King’s Cup Race last year and showed a 
ee fine turn of speed. 


Army Co-operation machine. It 
ote its "descent from the good old Bristol Fighter but 
it is an entirely new creation of Capt. Frank Barnwell’s 
throughout, and in the air it eens to be a very attractive 
flving machine. Its detail design, based on the need for 
access to Air Ministry gadgets, is Bee, interesting. 

No. ro was the de Havil land Hy ena with an Armstrong- 
Siddeley Jaguar IV engine of 385 h.p. ‘This machine flew 
very well indeed during the Dress Rehearsal on Friday, but 
in taking off for the Parade on Saturday apparently the 
engine cut out and it landed on the far side of the railwav 
‘bank, fortunately without doing any damage so far as one 
could gather. It has a good deal of the look of a D.H.oa 
with a radial engine put into its nose. 

No. 11 was the Vicke srs Vespa, Jupiter VI engine, 425 eps 
In this Mr, Pierson has ende: He ee to give the pilot good 
visibility by staggering his lower plane a long way back 
and putting it a good bit below the fuselage, in the manner 
of the old Bristol Fighter. And he has brought the upper 
plane close to the top of the fuselage and has cut it away 


SAMPL ES AT THE PAGEANT, —Top row, 
Ajax (Siddeley Jaguar); and the Cierva Auto-Giro. 


the Avro Ava (two Rolls-Royce Condors) ; 


Bottom row, 


(Napier engine), 
to make room for the pilot’s head. The machine is quite a 
good constructional job of work and seems to fly well. 

These four machines are the latest effort to replace the 
Bristol Fighter. Whether they will ever get the all-round 
performance of the Bristol Fighter, when loaded down with 
all the gadgets on which the Air Ministry experts insist in 
these days, remains to be proved. 

Certainly they are all very much faster than the old 
Bristols. But for Army Co-operation work speed is not 
everything. When a machine has to pick up messages from a 
small field in a narrow valley, climb and manceuyrability are 
worth a great deal more than mere speed. So in this case 
the fastest machine may not necessarily be the best for the 
purpose. 

Day BOMBERS. 

No, 12 was the Fairey Fox with Fairey-Felix-Curtiss engine 
f 430 h.p. The Fox deserves to go down to history as one 
of the machines which has altered, and almost revolutionised, 
our aviation. 

After Mr. Fairey imported the D.12 engine and Curtiss 
ideas of fuselage shapes and wing sections and so forth in 
1923 One wrote an article “ On Improving the Breed ”’ of 
British aircraft and suggested that he might perform the 
same service for British aeroplanes as was performed by the 
unknown sportsman who imported a Turkoman horse after 
one of the Crusades and produced the British thoroughbred. 
That article made one frightfully unpopular, and attempts 
were made by interested parties to get the Aircraft Trade to 
cancel their advertisements in THE A®ROPLANE and thus 
ruin the paper. 

But one had the courage of one’s convictions and Satur- 
day’s Pageant proved that not only were one’s opinions right 
but that by emphasising the need for improvement in our 
designs one was actually doing a service to British aviation 
in general and to the Royal Air Force in particular. One 
has always had a particular affection for the Fox ever since 
one saw the first outlines of her, and the first mock-up of 
the fuselage. And now one fee ‘Is that everything one has 
thought and said about the machine is more than justified. 


fie Arma ones Whitworth 


the Hill Pterodactyl; and the Armstrong-Whit- 


worth Argosy. 
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“One of the most remarkable 
performances ever put up by 
aircraft of any nationality 


Thus ‘Flight’ of 24th June, 1926, describes 
the flight by four Royal Air Force Fairey 
machines, each fitted with a single 
Napier engine, under the command of Wing 
Commander C.W.H. Pulford, from Cairo to 
Cape Town and back to Cairo and England. 
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Attention is called to the fact that— 


The Napier engines were standard, being taken from Stores as 
for ordinary Service use. 


The number of engine miles flown was 56,000. 
No engine was changed during the whole flight. 
No mechanical trouble of any description was experienced. 


Machines flew in formation and kept to prearranged schedule 
times throughout. 


Flight carried out through tropical heat, rain and sand storms. 


For the first time on such a flight no difficulty was experienced in 
leaving high altitude aerodromes in rarefied air with fully loaded 
machines, 


Where reliability and 
efficiency is the first 
consideration, install the— 


NAPIER 


The finest Aero Engine in the World 
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THE BIG FELLOWS.—The Avro Ava (two Condors) and the Armstrong-Whitworth Argosy (three Jaguars). 


When the Fox made her first public appearance at the 
Andover At Home about a year ago a very experienced war 
pilot said that she was the first real aeroplane that he had 
seen since the German Albatros during the War. Some pilots 
said that she was too fast for the ordinary pilot to handle 
Sir Hugh Trenchard, overruling all opposition, simply ordered 
a squadron of Foxes and said that the pilots had to learn to 


fly them. And to-day a squadron of Foxes is in process of 
formation. 
The Air Ministry decreed that the Fox should be a day 


bomber because she is able to carry the same load of bombs 
as does the Fairey Fawn, and owing to her speed she carries 
them the same distance in not much more than half the time, 
so that the effective range as a bomber is just as great as that 
of the Fawn. But personally one believes that she is almost 
the ideal two-seater fighter. 

Stripped of bomb racks and equipped simply as a fighting 
machine a squadron of Foxes would be very nasty for anv 
single-seat fighters to tackle. And in fact the only single- 
seaters which could ever reach the Foxes are our own new 
single-seaters and perhaps two American machines and about 
two French machines of the same class. 

No. 13 was the Hawker Horsley, Rolls-Royce Condor III en- 
gine of 670 h.p., also a day bomber. The Horsley is another 
machine for which one has an immense respect. She is very 
fast near the ground but she is designed primarily for high- 
altitude flying to get her best performance in relation to other 
machines at 20,000 feet or so. She is so beautifully propor- 
tioned that at a distance she looks like quite a small machine. 
Mr. Camm her Geese proved, in the Horsley, that he is 
quite in the front rank of designers. And of course with Mr. 
Fred Sigrist to look after construction and production the 
Horsley is bound to be a success. 

THE BIGGEST BOMBER. 

No. 14 was the Avro Ava with two Rolls-Royce Condor III 
engines of 670 h.p. She is labelled as a ‘“‘ night bomber and 
coastal torpedo land plane.” This is quite one of the most 
successful machines ever built in this country. 

During the dress rehearsal on Friday, something went 
peas with a water-joint and, as an onlooker remarked, “ all 
the bath-water feil out.’’ Anyhow the port engine dis- 
appeared in a cloud of steam when the machine was a few 
hundred feet up in the air in a most awkward position 
just turning down-wind over the Royal Enclosure. 

Fit. Lt. Webster, who was the pilot, took the machine down- 
wind with the starboard engine only, turned her against 
the engine head to wind over Colindale Avenue, and then, 
finding that she was too high ie glide into the aerodrome in 
the ordinary way, put the machine over onto her starboard 


wing-tip and did a side-slip exactly like that of a school Avro. 
Then when he was low enough he flattened out and proceeded 
to do a ‘‘ swish-tail ’’ landing, also like a school Avro; and 
stopped within a few yards of touching the ground. 

It was a wonderful piece of piloting in itself, but even the 
most wonderful pilot could not have brought it off unless he 
had been handling a wonderful machine. One does not ex- 
pect a machine with over 1,300 horse power and a speed of 
something over 120 miles an hour to behave like a school 
lite. But that was exactly what the Ava did. 

Of course she was flying dead light at the time. Her full 
load is one believes something over 2,000 lbs. dead weight of 
bombs more than that of most standard big bombers. So 
here we certainly do seem to have-quite an exceptional aero- 
plane. 

One gathers that, besides Mr. Chadwick and Mr. Parrott, Mr. 
A. V. Roe himself has had quite a good deal to do with 
the design of the Ava and one is glad to see that his ability 
as a designer has so long outlasted his pioneering period. In 
fact the Ava almost suggests that he is starting a new period 
of pioneering. 

THE BIGGEST PASSENGER MACHINE. 


No. 15 was the Armstrong-Whitworth Argosy, the new three- 
Jaguar machine designed for use by Imperial Airways Ltd. 
Pilots who have flown the machine say that she is singularly 
nice to handle and that she gets off very easily. 

Her seating capacity is for twenty passengers. But her 
weight-carrying capacity is considerably more than is repre- 
sented by the weight of twenty people. That is the worst 
carrying. passengers. No machine can ever carry its full 
weight “of load, because passengers cannot be packed close 
enough. 

The Argosy is, one believes, intended for use on the Cairo- 
Karachi route, and she is built largely of steel with fabric 
covering. One hopes that she will be used on European 
routes first just by way of demonstrating to our Continental 
competitors that we are adv ancing in our notions of passenger 
machines. 

THE WHIRLIGIG. 
No. 16, 


and last, was the Cierva Auto-Giro built by A. V. 
Roe and Co. Ltd., with a Clerget engine of 130 h. = The 
machine was flown by Flg. Off. Frank Courtney, R.A.F. Re- 


serve. When all the mere ordinary aeroplanes had returned 
to earth he and Fit. Lt. Chick on the Pterodactyl executed a 
little pas-de-deux in the air which was really the most enter- 
taining part of the programme. 

One young woman described the machines as “‘the two prac- 
tical jokes.’”’ And they certainly looked like it. One’s eye 
can become acustomed to anything, and possibly one may be- 


GOING STRONG.—The Armstrong- Whitworth Argosy (three Jaguars), 


built for Imperial Airways Ltd. 
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“THE PRACTICAL JOKES.’’—The Hill 


Pterodactyl chasing the Cierva Auto-Ciro at the R.A.F. Pageant. 


Scientists regard them either as epoch-making inventions or as interesting intellectual exercises, whereas the more 


practical aviator still regards them as practical jokes. 


accustomed to Auto-Giros and Peterodactyls. But un- 
fortunately if one of them is right the other must be wrong 
unless somebody, even more ingenious, can produce a ptero- 
ee auto-giro with controllers at the ends of its gyrating 

lades so as to do away with what Capt. Hill must regard 
as the entirely unnecessary taii and ailerons of the Auto- 
Giro. 

The idea is rather terrible to contemplate. And personally 
one believes that when somebody really takes the slotted 
wing in hand and makes a production job of it we shall get 
along quite well with our rigid wings and ordinary tail sur- 
faces. Meantime one was grateful for the comic relief pro- 
vided by this part of the performance. 

WHat WE HAVE Got. 

At any rate that Parade did demonstrate a few things 
which were worth while. Firstly it showed that we have got 
first-class single-seat fighters equal to or surpassing the best 
in the World. Secondly it showed that we have two-seater 
co-operation and bombing machines which are far in advance 
of anything that we have had hitherto. And thirdly it showed 
that we have got at least one extraordinarily fine heavy 
bomber and something which is an advance in the way of 
passenger-carriers. So at any rate we are that much to the 


j 
gC Oa, 


come 


THE TJaNK-BOMBING. 


Hivent No. 4 was a demonstration of Low Bombing by the 


Who is right? 


flight which won the Challenge Cup presented by Capt. the 
Hon. F. H., Guest, former Secretary of State for Airs ihe 
winners were a flight of No. 19 Fighter Squadren commanded 
by Sq. Ldr. H. W. Jones, M.C., at Duxford and mounted 
on Gloster Grebes with Jaguar engines. Sq. Ldr. Jones had 
injured his hand some time before so was unable to demon- 
state his own particular methods of low bombing. which caused 
such a sensation last year. 

This year the target was a moving tank or rather an iron- 
clad mock-up of one, and it was towed across the aerodrome 
by a wire atatied to a balloon winch. Owing to the neces- 
sity for keeping the wire out of the way of machines which 
were landing the target was towed across the North-East 
corner of the aerodrome instead of being planted straight in 
the middle as was the immobile target last year. Conse- 
quently the display was neither so visible nor so emotioning. 
\t the same time, owing to the course taken by the machines 
there was rather less chance of a bomb- -dropping mechanisii 
making a mistake and giving an imitation of Bombing the 
Baker as No. 32 Squadron did at Kenley a few weeks ago. 

In bombing of this kindnobomb-sights are used, and the bombs 
are released from a height of about 50 feet at the judgment 
of the pilot. In spite of this, and of the fact that the tank 


was moving at just about the pace of a real live tank, No. 19’s 
four machines got four direct hits on the tank, w hich reached 
home with a distinct list to port. 


One mentions this because 


appears in the pictures, 


THE COMIC RELIEF OF THE DAY.—Some attitudes of Flt, Lt. Chick’s on the Hill Pterodactyl. 
only a kinematograph could do justice to 
ludicrous squatting motion when 


Queer as it 
its quaint wallowing movements and _ its m7 
landing, 
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A.D.C. AIRCRAFT, LTD. 


Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. 
Designers and Ccnstructors of ‘‘MARTINSYDE” Types of Aircraft. 
Designers and Con:tructcrs of “CIRRUS” Aero Engines, 

120/140 hp. ““AIRDISCO” Aero Engines. 

300/330 h.p. “‘NIMBUS” Aero Engines. 


ENGINES rrom 27 HP. to 500 HP. 


The following are among the large number of various types of 
aero engines which we can offer :— 


STATIONARY. 
27/60 bop. -A.D.C. “CIRRUS” 300 h.p. HISPANO-SUIZA. 
120/140 hp. A.D.C. “AIRDISCO.” 300 hip. FalA.T. 
210 h.p. Wolseley “‘ VIPER.” 300/330 h.p. A.D.C, “NIMBUS,” 
240 h.p. Siddeley “‘ PUMA.” 300. .p. “HAGUE VIII.” 
275 h.p. ** FALCON.” 500 hep, “ATLANTIC,” etc., etc. 
ROTARY. 
80 & 110 h.p. LE RHONE 100 hp. MONOSOUPAPE. 
130 h.p. CLERGET. 200 h.paB.k.2,,ete.2 ete: 


Every engine before despatch is dismantled for inspection and after 
re-assembly is given a test run under the supervision of our qualified 
and approved inspection staff. 


§ The illustration is an 
aertal view of our Wad- 


don Depot. 


Large stocks of spare 
parts for machines and 
engines always available 


General Export Agents for 
“Lodge’’ Aero Ignition Plugs 


A.D.C, AIRCRAFT, LTD., 


REGENT HOUSE, 
89, KINGSWAY, LONDON, 


[Surrey Fly ng Services Photograph. ENGLAND. 
Telephone; - Cables: 
Regent 6240. Airdisco, London.” 
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the tank progressed for quite a long time spouting smoke 
from its roof and many people thought that this was a fake 
like the blowing up of the Set Piece. 

‘THE RADIO-TELEPHONE MANGUVRES. 

Event No. 5 was the demonstration of the Command of Air 
Manceuvres by Radio Telephony. The demonstrators were 
No. 25 Squadron from Hawkinge commanded by Sq. Ldr. 
A. H. Peck, D.S.O., M.C., and equipped with Gloucester 
Grebes (Jaguar engines). 

According to the programme the pilots were assembled on 
the aerodrome and the engines were warmed up but not run- 
ning, so that the pilots had to get into the machines and th: 
engines had to be started when the signal was given. If the 
machines had been stationed in the middle of the aerodrome 
instead of away up on the top of the Northern hill, as far 
as possible from the Royal enclosure, the start might have 
been more impressive. 

Gut when the squadron got going there was no doubt about 
its efficiency as a squadron. The orders for the various 
manceuvres were given by the Squadron Leader himself to 
the machines. Also they were picked up by a ground station 
and broadcast by means of loud speakers which were stationed 
at various points round the aerodrome, some of which would 
have been more useful if placed differently. Perhaps the 
most effective manceuvre from the public point of view was 
when the squadron, after coming over the aerodrome in squad- 
ron formation, burst into a kind of Prince of Wales Feathers 
and came back into squadron formation by half-loops. 

Of course nobody’s diction is improved by a loud speaker 
but that long-drawn-out ‘‘ Go” at the end of each order 
struck one as being particularly irritating. Its function in 
life is to do for the Air Force what the word ‘‘ Marrrch ”’ 
does for the Army, nainely to indicate that the ordered move- 
ment isto begin. Presumably it was chosen because the vowel 
sound transmits better by wireless than does any other. But 
to the unaccustomed ear it sounds very nearly as comic as 
would the alleged American Army order ‘‘ Twos into fours !— 
Git!!” if substituted for our regulation ‘‘ Form fours !— 


a 


BREAKING FORMATION.—The nine 

Gloucester Grebes (Jaguar engines) 

25 Squadron doing their “ Prince of 
Wales Feathers’ break-up. 


SS 


Quick March!’’ Anyhow, 25’s perform- 
ance was quite one of the best things of 
the day. 

THE RESERVISTS. 

Event No. 6 was a race of about ten 
miles on Bristol Fighters, open to one 
officer of each of the training centres 
which carry out the annual training of 
officers of the Reserve of Air Force 
Officers. 

The winner was 
Wakefield, the former 
the R.A.F. Rugger team, fyimg 
for the London Centre, which is 
run by the de Havilland Company. 
‘he second was Fly. Off. Berlyn of the Coventry Centre, 
which is run by Armstrong-Whitworth Aircraft Ltd., and the 
third was Flg. Off. S. C. O’Grady of the Glasgow Centre, run 
by the Beardmore Company at Renfrew. The also-rans were 
Fg. Off. Jones of the Bristol Centre and Flg. Off. S. B. Atkin- 
son of the Leeds Centre. 

Why the race was flown on Bristol Fighters when the 
majority of the training is done on D.H.9s and machines 
of various other types is difficult to explain, except on the 
hypothesis that as probably none of the pilots had flown 
sristol Fighters for years they were all on a par. 

THE Day-BOMBING SQUADRONS. 

Event No. 7 was the big event of the day, consisting of 
a group of two wings of two Bombing Squadrons of nine 
aeroplanes each. 

The four squadrons were No. 11 from Netheravon under Sq. 
Ldr. E. A. B. Rice on Fairey Fawns with Napier Lions; No. 
12 from Andover under Sq. Ldr. T. E. Salt, also on Fawns; 
No. 39 from Spittlegate under Sq. Ldr. H. V. Champion de 
Crespigny, on de Havilland gas with Liberty engines; and 
207 Squadron from Eastchurch under Sq. Ldr. J. B. Graham 
on D.H.oas with Liberty engines. 

‘The four formations did all the regular aeroplane parades 
which at previous Pageants have been done by smaller forma- 
tions. ‘They flew in line abreast and line ahead and squad- 
ron formation and Vee formation. And they crossed over and 
under one another in @pposite directions and so forth. It was 
all very pretty and very impressive, but it was not new. 

THE BOMBING OF PEACEHAVEN. 

Event No. 8 was the Set Piece. This time it was supposed 
to be an attack by fighters and day-bombers on an enemy 
aerodrome. 

The aerodrome was quite a beautiful edifice in black and 
white stripes such as would stand out from the surrounding 
landscape almost as brilliantly as did the sheds which were 
camouflaged during the late lasiented War by our leading 
Royal Academicians. In fact it looked very much more like 
one of these strange new settlements of bungalows and weirdly 


Fit. It... W. DY: 
skipper of 


THE DAY-BOMBERS.—Formations of D.H.9as on the left and right, and Fairey Fawns and D.H.9as crossing 
one another in the centre. ; 
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PROVED RELIABILITY 


ROLLS: ROYCE 


WATER-COOLED AERO ENGINES 
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SEVEN YEARS AGO Rolls-Royce Aero Engines in a Handley- 
Page Aeroplane flew from ENGLAND 
to INDIA (Karachi), (5,556 miles). 


SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew the NORTH AT- 
LANTIC (1,890 miles non-stop). 


SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew from ENGLAND 
to AUSTRALIA (11,500 miles). 


SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew from ENGLAND 
to SOUTH AFRICA (6,281 miles). 


FOUR YEARS AGO _ Rolls-Royce Aero Engines in a Fairey 
Seaplane flew across the SOUTH AT- 
LANTIC (3,800 miles). 


TWO YEARS AGO _ Rolls-Royce Aero Engines in a Fairey 
Seaplane flew ROUND AUSTRALIA 
(9,800 miles). 


TWO YEARS AGO A Rolls-Royce Aero Engine in a Fokker 
Aeroplane flew from HOLLAND to the 
EAST INDIES (10,000 miles). 

ONE YEAR AGO A Rolls-Royce Aero Engine in a Handley- 
Page Aeroplane flew from BRUSSELS to 
the BELGIAN CONGO (5,084 miles). 


Reo leles—R OY EE el MeT ED 


14/15 CONDUIT STREET, LONDON, W.1 


Telegrams: Rolhead, Piccy, London Telephone: Mayfair 6040 (4 lines) 
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HIS MAJESTY’S GREETINGS.—Left, the King receiving the French mission. 


July 7, 1926 


Centre, the King shaking hands 


with the Cape Flight. Right, the Cape Flight returning to their enclosure after being received by the King. 


painted shanties which are growing up on our various down- 
lands than it looked like an aerodrome. It looked so much 
so that it was named alternately the Alhambra, or Peacehaven. 
On the whole most people seemed to prefer to speak of the 
performance as The Bombing of Peacehaven. 

In front of the buildings stood various and sundry quaint 
aeroplanes indicating that they were ready to leap into the 
atmosphere in defence of their home. And among them some- 
body claimed to have recognised the once notorious Grahame- 
White Ganymede, a large three-engined aeroplane which was 
alleged to have cost about £80,000 to build. 

The set piece was not half so attractive as was the war- 
ship embowered in foliage last year, with its accompanying 
islands with sampans and things sculling about them and its 
attendant beer-garden. 

The attack by the Fighters of 43 Squadron from Henlow 
under Sq. Ldr. Brooke might have looked more effective if 
it had been done something on the lines of the tank bomb- 
ing last year. As it was the low bombers bombed from 
about twice the height of the tops of the sheds. And 
though their formation and flying was faultless it was not 
spectacular. 

The bombers of No. 12 Squadron under Sq. Ldr. Salt were 
also academically correct but nothing like so effective as 
the attack by assorted de Havillands which was led by Air 
Commodore Dowding some two or three years ago. And the 
““bombs ”? as usual arrived before the machines which were 
supposed to drop them. On the whole, the set piece was 
dull. And somebody will have to think of something fresh. 

THE LANDING COMPETITION. 
The last event on the programme was the Landing Com- 


eo 
BEFORE, DURING 


, AND AFTER. 


petition for Instructors. This is quite an interesting event 
to put on the programme before lunch as it is the kind of 
thing which fascinates the enthusiasts who are keen enough 
to get there early. But it is unfair to the competitors and 
to those same enthusiasts to put it at the end of the pro- 
gramme when everybody is struggling to get away home. 

Very properly the competition was won by the Central 
Flying School at Upavon, with No. 1-F.T.S. Netheravon 
second, and No. 2 F.T.S. Digby third. 

DISTINGUISHED VISITORS. 

During the afternoon the Cape Flight under Wing Cdr. 
Pulford arrived from Kenley and, having disembarked, the 
six officers and two N.C.O.’s were presented, to the King. 

Apropos the Cape Flight one feels that one ought to state, 
though it is unnecessary to explain, that the “ heart- 
interest ’? photographs which appeared in some of the daily 
papers when the flight arrived at Lee-on-Solent were taken 
and published not merely without the consent of the people 
concerned, but absolutely contrary to their wishes. 

Apparently what happened was that after the officers had 
finished with their official reception they went into the Air 
Station itself to meet their immediate friends and relatives. 
One or two Press photographers, typical of their breed in these 
days, and lacking all sense of decency, managed to sneak 
into the Station and took entirely illicit snapshots which were 
used by people whose sense of decency apparently is equiva- 
lent to that of their servants. “There is an old proverb which 
says ‘‘ What can one expect from a pig but a grunt?” So 
really these people are not so much to blame as are the 
people who are responsible for allowing them to penetrate 
into the Air Station. 


Three views of the ‘‘ Bombing of Peacehaven.” 
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THE DE HAVILLAND 


“MOTH” 


Engine 27-00 bp" CIRRw Sr’ 


THE DE HAVILLAND 
“MOTH” TWO-SEATER 
LIGHT AEROPLANE. 


Four Cylinder Air Cooled Engine 
with Dual Ignition. 


Dual Control. 


Folding Wings. 


Hand Starter in Cockpit. 
Rubber in Compression 
Undercarriage. 


Luggage Compartment. 


RANGE: 3% Hours. 
“Flight”? Photograph. 


PETROL CONSUMPTION : 
20 miles per gallon. 


SPEED RANGE: 40-90 m.p.h. 
a Between May 6th and May 

18th, seven de Havilland 
‘““Moths” covered an aggregate 


distance of 


15,275 MILES 


upon services of national 


AEROBATIC CERTIFICATE 
OF AIRWORTHINESS. 


importance. 


During the whole period there 
was no instance ot delay in 
departure, no suspicion of 
mechanical breakdown, and not 
a single motnciay landing. 
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GETTING AWAY.—The Fairey Fawns (Napier engines) starting for the big formation demonstration. 


Presumably one can hardly be accused of publishing stories 
of heart-interest if one tells a joke against the Cape Flight. 
When they arrived in England they had nothing but the 
clothes in which they stood, these consisting of tropical kit 
and shorts. And unfortunately their proper uniforms, which 
had been sent on from Cairo, failed to reach England in 
time—which was not surprising considering that they had to 
travel by French railways. 

To have appeared in their tropical kit before the King 
might have been correct, as it was proper Service kite B ntat 
would also have savoured of the heroic. ‘Therefore a day or 
two before the Pageant a sort of inspection of officers’ kit 
was held at Kenley and the Cape Flight had issued to them 
whatever garments fitted them best. Thus one officer might 
be wearing an Air Commodore’s jacket and a Squadron 
Leader’s breeches and a Flying Officer’s boots. Anyhow, 
they all turned out to parade before the King looking very 
smart and quite a credit to their borrowed tailors. 

His Majesty also received during the Pageant the French 
Aviation Mission which recently arrived at Kenley by air 
from France—minus one particular member who was brought 
down by engine failure en route and landed down-hill down- 
wind upside-down. 

It was rather a pity that the said French Mission were 
not invited to appear at Hendon in their beautiful duralumin 
Breguets, to give us another pretty little demonstration of 
flying such as was given by five French officers a couple of 
years ago. 

During the afternoon His Majesty visited the new machines 
in what is commonly called the Amusement Park, where Sir 
Geoffrey Salmond and Group Captain Cave-Brown-Cave were 
presented to him, as were Mr. Frank Courtney and Sefior de 
la Cierva. 

Flg. Off. A. N. Glover was presented to the King of Spain 
who personally expressed to him his thanks for the part he 
played in rescuing Captain Estevez and his mechanic when 
they were lost in the Arabian Desert. 

SomME HINTS FOR NEXT YEAR. 

One heard a rumour at Hendon that next year the whole 
of the Pageant is going to be run by the Home Defence Area 
on its own account, without any help from the Air Ministry 
or the High Command or anybody else. If this be true one 
hopes that our Defenders will think up something fresh; 
for, to be perfectly candid, this year’s show was just a little 


bit dull, except of course to people who had never seen 4 
real Air Pageant before. And one imagines that this can- 
not have been more than 25 per cent. of the total number of 
spectators. 

There was nothing as impressive at this Pageant as the 
fight between the Boulton and Paul Bugle and the two single- 
seat fighters last year. And there was really nothing so likely 
to impress the unitiated with the skill of the pilots as was 
the flying of the celebrated Central Flying School Snipe forma- 
tion two or three years ago. ‘There was too much mass forma- 
tion flying and too little demonstration of skill. 


A CAPTIOUS CRITIC. 

Although there was a good deal about the Display which 
justified criticism, a letter which appeared in The Daily Mail 
of July 6 from a Mr. P. B. Burgoyne deserves itself to be 
criticised because it actually misrepresents facts. 

Mr. Burgoyne’s friend who told him that he got into the 
10s. enclosure for 5s. may have been deceiving Mr, Burgoyne 
or Mr. Burgoyne may have misunderstood him. Or possibly 
there may have been a genuine mistake on the part of the 
man at the gate. But the R.A.F. personnel who were running 
that part of the show were as efficient as could be. 

Mr. Burgoyne’s statement that no provision whatever was 
made for the comfort of the crowd is sheer nonsense. Con- 
sidering that arrangements had to be made for a crowd 
which might well number over 100,000 if the day were fine 
and might be only about 20,000 if the day were wet, the staiff- 
work of the organisation was wonderful. 

If Mr. Burgoyne could not find refreshments one can only 
assume that he did not take the trouble to read either his 
programme or the enormous notices which were put up at the 
Koyal enclosure end of the ground. One of the great aero- 
plane sheds over the railway bank was excellently equipped 
with provender of various sorts. And though there was a big 
rush on the accommodation at the hotel, and one had to wait 
oneself for twenty minutes before one could get in for lunch 
at about 14.00 hours, both the waiting and the food were 
extremely good when one got there. 

It is true that the number of police on the aerodrome was 
very small. But they were only there in case of disturbance 
of any kind, such as dealing with pickpockets or drunks. 
All the rest of the running of the show was done by R.A.F. 
personnel and done very much better than it is at the average 
horse-race meeting. 


COMING HOME.—Fairey Fawns 


(Napier engines) landing after the formation display. 
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& Paul Bugle 
with Napier Lion 
Engines. Entirely 
of Metal 


Construction. 


The Boulton & Paul Bugle in combat. 
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THE RIVALS I.—The Hawker Hornbill 


(Rolls-Royce C ondor IV, 


700 h.p-), which is believed to be the fastest 


single-seat fighter. 


The cars were parked in beautiful order and if Mr. Bur- 
goyne took an hour and a-half to get out it must have been 
his own fault, for in spite of obstructions on the roads, as 
already mentioned, the cars were clear of the aerodrome inside 
of an hour. 

Mr. Burgovne says that the “‘ booth,” presumably he means 
enclosure, for Parliamentarians was very empty. If so that 
was because Parliamentarians were not sufficiently intelligent 
to go to the Display. The one person who did look into the 
M.P.s’ enclosure said that apparently the Members of Parlia- 
ment had given away their Parliamentary tickets to the most 
unattractive of their constituents, as he could not imagine 
that the people whom he saw there were really those chosen by 
British Electorate. 

\s for the Public Schools enclosure, there were about 600 
public school people there, which is considerably more than 
have appeared at any previous Pageant. 

One can only assume that Mr. P. B. Burgoyne suffers from 
chronic self-pity—as his initials might suggest. If he does 
happen across these notes and if he has any suggestions to 
make for the improvement of future Pageants one would be 
delighted to hear from him and publish his opinions. 

The R.A.F. Pageant, Display, Demonstration, or whatever 
you like to call it, has certainly taken a definite place in the 
programme of Society movements during the London Season. 
And it has also caught on with the great semi-intelligent 
section of the British Public. But people are beginning to 
learn quite a lot about flying in these days and if the R.A.I’. 
Pageant is going to continue its vast financial and educative 
success it must think of something new. It has now got t9 
the stage of being something like putting on one of the old 
Empire -Ballets of thirty years ago. And what we want 1s 


somebody who will put on a combination of a Cochran revue 


and Mr. Diaghileff’?s Russian Ballet.—c. G. G. 
THE FRENCH MISSION TO ENGLAND. 
\ French Aviation Mission, including General Niessel In- 
specteur Général de ]’Aeronautique Francaise, and Admiral 
Frochot, is at present in this country on a tour of inspection 


the Royal Air Force. 

[hey arrived at Kenley in four Breguets and one Farman 
Goliath and their tour in this country will be made in the 
Vickers Victoria 24-seater troop-carriers suitably furnished 
for the occasion. ; 


SOME BEAUTIES—AND TWO BEASTS. 

The 1926 Display as a flying show shows steady progress 
along the lines marked out by previous Displays. There has 
never been anything but good flying at the R.A.F. Pageant or 
Display, but each successive year there has been a just dis- 
cernible rise in the general standard—just a little more crisp- 
ness and accuracy in the various evolutions, accompanied by 
an increasing scale of complexity of the evolutions them- 
selves. 

But in one respect the 1926 Display shows an advance which 
is almost a break with the previous Displays. New machines 
have appeared at previous Displays, and last year, for the 
first time, machines designed and built since the Armistice 
formed some considerable proportion of those outside the 
Experimental Park which took part in the body of the 
Display. 

This year the Display was almost entirely flown on 
machines of recent design. But the experimental machines 
shown this year for the first time really gave the impression 
that at last the British Aircraft designer had been permitted 
to produce aircraft such as the R.A.F. deserve. Previously 
it has been impossible not to feel that ‘‘plus ca change plus 
cest méme chose’? when gazing upon the latest release 
from the secret list. Different the new machines always have 
been, but the newer they are the more gadgetty they have 
tended to become, and it really looked as though in but a very 
short time one would have to seek for cleanness of design 
and beauty of line only outside military aircraft. 

Bu4 this year there is a very marked change. It will be 
necessary to go far to find aeroplanes of cleaner design anc 
more delightful lines than were to be seen at Hendon last 
Saturday. The Avro Avenger, the Fairey Firefly and Fox, 
the Gloster Gorcock and the Hawker Hornbill are—to eyes 
accustomed to the officially supervised designs of the past 
few years—almost unbelievably refreshing in the obvious fit- 
ness of their form for the business for which they are in- 
tended. ; 

And although one is very entirely convinced of the value 
of the radial air-cooled engine, and of the exceedingly fine 
high performance machines that British designers have pro- 
duced, and undoubtedly will continue to produce with these 
engines, it is difficult to see how a small single-seater can 
be built with any existing air-cooled radial which will have 
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the sheer beauty of line of these recent British water-cooled 
scouts. Mr. Fedden’s new Bristol designs will go far to 
reduce the radials handicap—and, of course, sheer beauty of 
line is far from the only quality that counts—but it is a sign 
of very great importance that at last British machines have 
begun to give cleaner and more beautiful and not uglier and 
more highly trimmed with odd equipment hung about them. 
And having thus expressed one’s pleasure at the beautiful 
aircraft publicly exhibited for the first time on Saturday, one 
may be permitted to welcome the appearance of what must 
have struck most spectators as the two ugliest, because the two 
most strange and outré exhibits, the Pterodactyl and the 
Auto-Giro. 

It may safely be said that armed only with drawings, 
backed even by the most convincing calculations, and wind- 
tunnel tests and the like, the inventor of either the Ptero- 
dactyl or Auto-Giro would have had very little hope at any 
period since the War of extracting financial support from the 
Air Ministry. And quite frankly one does not blame the said 
Ministry particularly. 

3ut three or four years ago the machines themselves in 
flying order would have required a large amount of pushing 
before they were seriously considered. 

There are those who will say that neither the Pterodactyl 
or the Auto-Giro can be of any practical use for any pur- 
pose. But both of them have already been ot use—they have 
taught quite a lot of people that there is more to be learnt 
ebout flying than they had previously believed—and there 
are few lessons so valuable as that which produces the con- 
viction of ignorance. 

30th these strange 


and to our eyes ungainly—aircraft can 


=r % 


CO-OPERATION.—The Bristol Boarhound (Jupiter engine), 
The only all-steel machine in her class. 


The business end of the Avro Aven ger (Napier Lion VIII e 
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“ 


Capt. Frank Barnwell’s ‘‘ Bristol Fighter Re- 
Her speed is about 145 m.p.h. 
do things that the conventional aircraft cannot do, or cannot 
do so well. ‘That there may be other things the conventional 
type can do better may be granted—but they are at least 
a step towards the development of machines combining the 
capacity of both the normal and the—at present—abnormal 
types.—wW. H. S. 
DISP-LAYS. 
(With apologies to Those of Serious Mind.) 
If money for pleasure you spend on, 
I hope that you all went to Hendon, 


The Air Force Display 

In its usual way 

Was “A Treat one can always Depend on.” 
The long-distance night bombing host, 
Made hay while the sun shone, almost. 
Then ,three Bristol Fighters, 

All smart little blighters, 

Got letters quite quick through the post. 
Said one to his pal re the Hornbill— 
“Yon bird will knock spots off the Fawn, Bill.” 
“No doubt!” Bill replied, 

‘Have you seen its inside? 


Those fresh horses must double its corn bill! ” 


The speed-range it nad in the air, 
Appeared to be something quite rare, 
It tucked in its tail, 


And crept past like a snail, 
Then it turned and shot back 
When Pulford 
An onlooker asked, ‘ What 
We was told, ““ihey ware 
No other ’bus there is, 

That Cairos to Cape with 


like a hare 
Il) Ds; 

are these? ” 
Faireys, 


arrived with 


suct: ease. ” 


hse Bi 
ng 


ine, 525 h.p.), 


to be the fastest single-seat fighter. 
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The Sir Charles Wakefield 
Flight to Australia. 


Brie chs cnc this projected 26,000 miles 
flight commenced on the last day of June, 
the Armstrong-Siddeley Jaguar engine of 

Mr. Cobham’s D.H.50] will be lubricated by 


WAKEFIELD 
Px DRO |. 
MOTOR OIL 


It will be remembered that this world-famous 
lubricant was used on Mr. Cobham’s flight with 
Sir Sefton Brancker to Burma and back, and on 
his survey of the Cape Air Route. Most of the 
big flights have been carried out on Wakefield 
CASTROL, notably the first aeroplane flight 
across, the Atlantic, the first direct flight to 
Australia and from Cairo to the Cape, the Marchese 
di Pinedo’s 35,000 miles air tour, the trans-South 
Atlantic Flight of Commandante Franco, the 
Bristol Jupiter Endurance Test of 25,074 miles 
with a sealed engine, six out of seven Aerial 
Derbys, and every King’s Cup Race. 


All over the World, when only the best will 
stand the test, all use 


WAKEFIELD 
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the product of an all-British Firm. 


C. C. WAKEFIELD & CO., LTD., Wakefield House, Cheapside, London, E.C.2. 
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GLOSTER “GAMECOCK,” 
with Jupiter engine. 


AIR SALUTE BY 54 
PILOTS. 


WONDERFUL FLYING AT 
HENDON. 


180 AEROPLANES. 


AERIAL ACROBATICS THRILL 
A RECORD CROWD. 


In ideal weather, and before a_ record 
crowd, which included three Kings and 
Queens, the greatest aerial pageant ever 
Keen is in progress to-day at Hendon, where 
180 aeroplanes are taking part in the R.A.F 
display 

King George and Queen Mary were 
accompanied by the King and Queen of 
Spain, the King and Queen of Greece, the 
Duke of York, himself* an -R.A.F. pilot, 
Prince and Princess Arthur of Connaught, 
Prince Chichibu of Japan, the Grand Duchess 
Kira of Russia, Don Alfonso of Spain, and 
the Infanta Beatriz of Spain. 

Close to them in the Royal enclosure were 
the two great heads of tht Air Force, ‘‘ Boom”? 
Trenchard and ‘Tails Up” Salmond, In 


addition there were several members of the 


Government, hundreds of M.P.s, and scores of 
other well-known men and women. ; 

From noon onwards there did not seem to be 
»ment jin which one could not hear the rear 
ngines, either on the ground or in the air. 

sre was néver an instant’s delay Event: 
h to schedule to the gecond. 
QP 


Evening Standard, July 3rd, 1926. 
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Yelephonea 
N® 1101-2-3-4 CHELTENHAM 
N® 3635 MUSEUM LONDON 


2 AIRCRAFT Co. Lid 


GLOSTER-GREBE, 


CKWORTH WORKS AND fitted with Jupiter or Jaguar engine. 
AERODROME. 


may 
soceworthy. 


AACE, OXFORD STREET, W SERVICE EXERC 


The demonstrations, howev 
fnterludes in the series of pure 
exercises, which started with the m 
500-mile .course,of the heavy night-imsrituy_ ; ¢, 
and went on to the always interesting co7., are 
petition between «he Army Cooverat yy, H } 
squadrois in diving dowu to pick wp a meses, | Oust 
suspended on two poles. After lunchs cami, At 
the group evolutions’ of 54 single-seater | emine 


| fighters—Nos. 19, 23, 29, 32, 41, and 56| but 
TY | quadrons—easily the most impressive demon- test 

stration of air power yet seen. The six . 

Sal( 


squadrons, spreading probably over, two miles 


, of the sky, came in succession past the Royal | S!2ce 
, box, dipping in salute and then dividing into’ froin 
two wings of three squadrons, and diving | COS) 


yet again to all appearance at each other from quite 

opposite directions. The low bombing by a T! 

IN TH flight of No 19 Squadron; commanded by | D0un 
Squadron Leader H. W. G. Jones, was, as pron 

usual, full of incident, with the exciting dives ; long: 


and bomb-bursts round a moving tank. The Sir 
air manceuvres, controlled by wireless tele- know: 


‘ 
phony and carried out by No. 25 Fighter | attenc 
iN Squadron (commanded by Squadron Leader | again 
] A. He Peck), realized every expectation. The | Sufferc¢ 


_—- significance of this development has already | tempo: 
been discussed in The Times; it only remains tion 

to add that the drill was of the highest quality, 

and the loud speakers made every comman‘ 


VI @ | N : S clearly audible to the crowd. 

| T1 " slower dav’ #.irg- 

aN The Times, July 5th, 1926. 
AIR SALUTE. 


uf twu 

squadrons of nine «c.vplane 
And at this point it was interesting | 
to study the intent faces of the officers of | 
foreign Powers present in large numbers. 
Fifty-four machines monopolised our im-| we 
mediate sky—Gamecocks, Grebes, and Sis- | Tic 
kins; the greatest “number of aeroplanes | capa 
that have ever taken the sky together before | rece 


ve 
t=) 


‘ 


the public. ae 
Six bunches of nine—all beautifully to- Bee 


gether—got off the ground, went away into | feat 
the distance, and came back. Wing tip.to | dres 
tip, almost overlapping in many cases it So 
seemed, but every one of the fifty-six keep- ; sea 


ing perfect station. reas 
The layman may not perhaps appreciate | me : 


that flight evolutions in single-seater | Ro, 
fighters are much more difficult than in | the 
a bomber. The difficulty is. to keep | aga 
station When you go through an air bump | “!! 
s you frequently do, your machine is liable | ' 
to be thrown about, whereas in a heav‘er- 

of aircraft like a bomber it is 

-ly speaking, only a qu’ 

simile is that of a la- 


COCK,” "boat ip ore 
jengine. 

g ; Sunday Times, July 4th, 1926. 
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DISP-LAYS (continued). 
All those whose great wish is to try a fly, 
Should relish a trip in the Firefly, 
Before you’ve said, ‘‘ Jack.” 
It has gone there and back— 
3e it Moon, or the Stars, or some higher fly 
Frank Courtney did well on the Helicopter, 
From trying to loop you could tell ’e stopter; 
When coming to land, 
His approaching was grand— 
It was splendid to notice how well ’e dropter. 


A ptail-less conveyance we lacked tyl, 

The rummy research people backed Hyl, 
This ptime—not a meéss, 

But a splendid success, 

—One is ptold that it’s spelpt ‘ Pterodactyl.” 


The way that it floated about, 
Left one with no shadow of 
That we’re nearing the goal, 
Of that perfect control, 

Which no aeroplane should be 


doubt, 


without 


When ‘ifty-three scouts do a show, 
It seems that ‘‘reserve’”’ has to go, 
From Squadron to Squadron 

And say, ‘‘ I’m the odd one, 

I’ve come to replace poor old Joe! ” 


A Squadron commanded by Peck, 

Was drilled in the air from the “ deck,”’ 
Those Mosquitos heard, 

For they always concurred, 

And went just where he told them to tre&. 


He must be a horrible bloke, 
Whose set piece turned out 
He well knew ithe way, 

That the wind blew that day, 
When he said to the crowd, ‘* You may smoke! ” 


such a joke, 


C. AB Be 


THE ROYAL AERONAUTICAL SOCIETY. 


New Chairman.—At a meeting of the Council of the Royal 
Aeronautical Society Colonel The Master of Sempill was 
elected Chairman of the Society for the year October, 1926, 
to September, 1927. 

R.38 Memorial Prize—The R.38 Memorial Prize, offered annually for 
the best paper received by the Society on some subject of a technical 
nature in the science of Aeronautics, has been awarded this year 
to Mr. R. V. Southwell, F.R.S., A.F.R.Ae.S., for his paper entitled 
“On the Calculation of Stresses in the Hulls of Rigid Airships.’”? The 
paper will be published in the Journal of the Royal Aeronautical 
Society. 

Prizes —The regulations for the Kdward Busk Memorial Prize of 
twenty guineas, and for the R.38 Memorial Prize of twenty-five guineas, 
may be had on application to the Secretary. Entries for the former 
must-be received by Sept. 3c, and for the latter by Dec. 31. 

Associate Fellowship Examination.—Attention is again drawn to the 
Society’s examination for Associate Fellowship. ‘This examination will 
be held, provided sufficient entries are received, on Sept. 20 (Part Ij, 
and Sept. 21 (Part II). Wntries must be received by Aug. 23. 

The Society’s Aims.—A booklet has been published giving briefly the 
work and aims of the Society. From it anyone wishing to jioin the 
Society in any grade may obtain the particulars he wishes with regard 
to the qualifications necessary, rates of subscription, etc. The booklet 
will be sent post free to anyone applying for it. 

J. LAURENCE PRITCHARD, Honorary Secretary. 


A RECORD CLIMB. 

During a test flight at Buc, Capt. Stachon of the Polish Air 
Force reached a height of 19,680 feet in 14 mins. 38 secs., ou 
a Bleriot Spad 61 single-seat fighter biplane (450 h.p. Hispano- 
Suiza engine). ; 

The machine, one of a batch of 250 purchased by the Polish 
Air Foree, was a perfectly standard machine weighing 1,480 
kgs., and the climb was officially observed. , 

“This performance is claimed in France as a record climb 
but it is interesting to recall an officially recorded climb made 
in 1922 by Sq. Ldr. Haig at Martlesham Heath on the Gloster 
Bamel (450 h.p. Napier Lion engine) when he reached a 
height of 19,500 feet in 11 mins. 34 secs. Although the Bamel 
was built as a racing machine it was carrying the equivalent 
to a military load during this performance. , 

Capt. Stachon has been in charge of the reception of this 
Polish order, and from Sept. 1, 1925, to Mar. 31, 1926, he 
mmade 450 flights, of which 175 were over 14,000 feet and 14 
over 22,500 feet, in 157 flying hours. 

THE KING’S CUP RACE. 

The race for the King’s Cup radiates (in triangles) from 
Hendon, on Friday and Saturday next. The course announced 
in last week’s issue of THe AEROPLANE still holds good, but 
no doubt there will be changes before the event begins. 

I'he following is the final list of entries : 

Vickers Vixen, 450 h.p. Napier Lion. (Entrant Mr. Douglas 
Vickers. Pilot Mr. E. R. C. Scholefield.) 

Nimbus-Martinsyde, 300/330 h.p. Nimbus. (Entrant Col. 
J Barrett-Lennard. Pilot F. T. Courtney.) - — 

Martinsyde-A.D.C.1, 385 h.p. Mark III A Armstrong-Siddeley 
Jaguar. (Entrant Lt.-Col. M. O. Darby. Pilot Sq. Ldr- 
EM. W. Ge Jomes) 

D.H.51, 120 h.p. Airdisco. (Entrant Air Commodore J. G. 
Weir. Pilot Lt.-Col. The Master of Sempill.) 

Bristol Badminton, 450 h.p. Bristol Jupiter VI. (Entrant Sir 
George Stanley White. Pilot Mr. F. L. Barnard.) ; 

D.H. Moth, 27/60 h.p. Cirrus. (Entrant Capt. G. de Havil- 
land. Pilot Capt. G. de Havilland.) 

D.H. Moth, 27/60 h.p. Cirrus. (Hntrant 
Wakefield, Bart. Pilot Mr. H. S. Broad.) 

D.H. Moth, 27/60 h.p. Citrus. (Entrant His Grace The 
Duke of Sutherland. Pilot Capt. F. G. M. Sparks.) 

Nimbus-Martinsyde, 300/330 h.p. Nimbus. (Entrant Lt.- 
Col. M. O.. Darby. Pilot air, By Bere 


Sir Charles C. 


Cranwell Monoplane C.1.A.3, 33 h.p. Bristol Cherub. (En- 
trant Sq. Ldr. W. Themas. Pilot Fit. Lt. N. Comper.) 
D.H.37, 300/330 h.p. Nimbus. (Entrant A. S. Butler. Pilot 


Mr AS Ss Butler) 

D.H. Moth, 27/60 h.p. Cirrus. (Hutrant Major Gilbert 
Dennison. Pilot Capt. W. G. McDonough.) 

Martinsyde F.6, 210 h.p. Wolseley Viper. (Entrant Leslie 
Hamilton. Pilot Leslie Hamilton.) 

D.H. Moth, 27/60 h.p. Cirrus. (Entrant W. LL. Hope. 


Pilot Mr. W. ly. Hope.) 

Parnall Plover, 450 h.p. Bristol Jupiter VI. 
G. Parnall. 
D.F.C,) 

Swallow, 130 h.p. Clerget. 
Pilot Mr. Dudley Watt.) 

[N.B.—No fresh edition of the Course has been issued up 
to the time of going to press.—ED. ] 


(Entrant George 
Pilot Sir Christopher J. O. Brand, B2S2O0:, MCs 


(Entrant Mr. Dudley Watt. 
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Commandante Alan Marchese De 
Franco Cobham Pinedo 
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ANOTHER AMERICAN AIR RECORD. 

On Thursday, July x1, Major Lester D. Gardner, Editor of 
Aviation, New York, and Mrs. Gardner, arrived at Croydoua 
fom Berlin on an Imperial Airways machine, and in the 
evening he was entertained by a few friends at the Royal 
Aero Club. ; 

The event is particularly noteworthy because on Tuesday 
night Major Gardner dined with the Russian Aero Club in 
Moscow, on Wednesday night he dined with the German Aero 
Club in Berlin and on Thursday night he dined with the 
Royal Aero Club in London. Thus on three consecutive 
nights he dined respectively with the representatives of Bol- 
shevism, Republicanism and Royalism. 

Fortunately something near a couple of thousand miles 
separates the extremes, but Mr. Gardner’s performance shows 
how the size of the World is being diminished by air trans- 
port. Also it should teach us not to regard our natural 
enemies the Bolsheviks as being so very far away. In 1814 
the Russian Armies had been marching for something like 
two years before they took their dinners in Paris. , 

Just before reagqhing London Major Gafdner completed 
17,000 miles of flying since he arrived in Europe ninety days 
earlier. Out of those ninety days he had flown for about 
forty days, so that while flying his actual mileage was about 
4oo miles a day. He has covered practically every air line 
actually in Europe at least once. And, having gone by boat 
to Egypt he has flown from Cairo to Baghdad, Baghdad to 
Mosul, and thence back to Palestine. He has visited every 
capital in Europe at least once and he has landed at about 
sixty different aerodromes. 

The air line pilots all over Europe have come to regard 
Major Gardner as an outsize in mascots, for in his forty 
days’ flying he only struck three days of bad weather and 
only had one forced landing, which was due to heavy rain 
through which he and a Czech pilot agreed to try and reach 
Lerlin in spite of weather reports saying that flying was im- 
possible. ; 7 

Through all his 17,000 miles he never had an engine failure, 
which contrasts well with one’s own experience of four engine 
failures going to Berlin and back, even though one escaped 
forced landings. ‘This may be largely explained by the fact 
that throughout Middle Europe practically all the engines 
are Rolls-Royces of one kind or another while on the Im- 
perial Airways routes and on the Cairo-Baghdad routes the 
engines were Napiers. 

Major Gardner is full of enthusiasm for British aiicraft, 
more especially the big Vickers and Handley Page twin-en- 
gined machines, and the Bristol Fighter and the D.H.9a, 
of all of which he had censiderable practical experience.— 

CuGeiGe 


TO CAIRO AND BACK. 

Lt.-Col. Minchin and Mr. Mayer left Croydon, on the 
Bristol Bloodhound, (Bristol Jupiter VI), on June 30, at 
04.20 hrs, in an attempt to fly to Cairo in two days. That 
night they reached Brindisi and left next morning for Cairo 
via Athens and Sollum. 

They arrived over Sollum after dark and not recognising 
the aerodrome flew on to a place called Mutra, ten miles 
beyond Sollum, and in the desert. This caused some delay 
but they were able to leave for Cairo early next morning. ~ 

They duly arrived there at 11.50 hrs. and at 14.30 hrs. they 
started back for London, reaching Sollum on Friday night. 
Thence they flew direct over 800 miles of sea to Brindisi. 
This shows implicit confidence in the machine and the engine. 

At the moment of writing they are delayed at Brindisi by a 
broken tail skid. : ; ; 
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THE COUPE ZENITH. 

On July 3-4 the final contest for the Coupe Zenith was held 
over the course Orly—Bron(Lyon)—Orly in rainy and foggy 
weather. ‘The Coupe Zenith was presented by the Société du 
Carburateur Zenith in 1923, for three annual competitions for 
commercial aircraft, the winners being the aircraft which 
covered the complete course with the lowest petrol consump- 
tion for weight carried. 

The 1923 competition was won by M. Bossoutrot on a Far- 
man with a consumption of 475 grammes per kilogram of 
useful load transported. In 1924 this figure was reduced to 
359 grammes, the winner being M. Patin on a Caudron. 
Lad weather prevented the 1925 competition from being held. 

For the 1926 competition there were eight entries, and only 
one failed to complete the course, being lost in a fog. 

M. Drouhin, on a Farman F.70 (400 h.p. Jupiter engine) 
completed the course with a consumption figure of 253 
grammes, and at an average speed of 143.17 km.p-h., and this 
wins the third and final Coupe Zenith and 30,000 francs. 

The other prize-winners were :—2nd, M. Gauron (Caudrom 
C.128, 128 h.p. Salmson .engine), 256 grammes, 123 km.p.h.; 
3rd, M. Descamps (Albert T.E.1, 40 h.p. Salmson engine), 258 
grammes, 118 km.p.h.; 4th, MM. Lefolcalvez and Roques 
(Pander biplane, 60 h.p. Walter engine), 385 grammes, I10 
km.p.h. 

The success of the Jupiter engine in this competition is 
very interesting. Since the first competition in 1923 the 
petrol consumption of the winner has been reduced by over 53 
per cent., which goes to prove that the Jupiter engine, apart 
from establishing a very high reputation on the Continent as 
a high-performance military engine, cam now be recognised 
as a very economical commercial engine. 


MR. COBHAM’S FLIGHT. 

The flight to Australia and back by Mr. Alan Cobham and 
Mr. A. B. Elliott has unfortunately been indefinitely delayed 
by an extraordinary and serious accident to Mr. Elliott, who 
is now in a critical condition in the R.A.F. hospital at Basra. 

The accident occurred when 120 miles up the Tigris. Some 
sort of explosion took place inside the cabin, with the result 
that Mr. Elliott’s arm was broken and part of the petrol 
pipe entered his left lung. 

At the moment of writing the cause of the explosion is 
nnknown. There could not have been sufficient pressure 
in the petrol tank or pipe in question to have caused an 
explosion of such violence. It seems possible that a static 
charge of electricity may have had something to do with it 
but there was no fire. A later theory is that some native shot 
at the machine. 

Mr. Cobham left Rochester at dawn on Wednesday, June 30. 
He reached Naples the same evening and the following 
morning flew to Athens. He made no progress on July 2 
as he was indisposed. Mr. Cobham has always retained a 
private hoo-doo at Athens. 

On July 3 he flew to Alexandretta and on July 4 he flew to 
Baghdad. When the accident occurred he was on his way te 
Bandar Abbas. 

Everyone will wish Mr. Elliott a speedy and complete re- 
covery. He is very popular everywhere and is absolutely 
invaluable on a flight such as this. 

Much sympathy will go to Mr. Cobham in his anxiety for 
Mr. Elliott, fof no one knows better than the writer Mr. 
Cobham’s esteem for his engineer. It is a great disappoint- 


ment for Mr. Cobham not to be able to continue the flight, 
which has up to now been going so well, but one is certain 
that his anxiety for Mr. Elliott is even greater.—G. D. 
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TOWARDS AUSTRALIA.—Mr, Cobham and Mr. Elliott on the Short floats of their de Havilland (Jaguar engine) 


at Rochester before their start. 
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THE VICKERS VIRGINIA’ LONG DISTANCE BOMBER 


(Twin 450 hp. Napier’Lior’ Engines) 


Extract from :~ 


= ae 
| | OFFICIAL 5) REPORT. 
| Parliamentary Debates 


HOUSE OF COMMONS. 


ee ee 
VoL.192.No.18. THuRspDay, 25th Fesruary, 1926. 
a sh SE a a i eee ca 


Bf “rhe SECRETARY of STATE for AIR § | 
(Sir Samuel Hoare): . Pome iy ae 
F Last year the Air Force 
cartied out a series of remarkable 
long-di-tance flights in the neigh- 
bourhood of the British Isles. Here 
are one or two of them. On 24th § 
f September, five Vickers’ Virginias, ee 
i from No. 9 Bombing Squadron, flew 
from Manston, in Kent, to Ieuchars, 
g the most northerly air station in the 
f British Isles, and back to Manston 
in a day,a distance of 870 miles. A 
S second flight was undertaken by 
1 eight Vickers’ Virginias from Worthy 
Down, in Hampshire, again to 
3 Leuchars, on 3rd September. Although 
f the weather was very bad three of the 
H machines flew from Hampshire to 
— Edinburgh and back without landing. 


§ Lieut.-Commander BURNEY: With 
EB full service load. 


EB SirS. HOARE: Yes, with fullservice § 

: load, and as an ordinary service exer- 

& cise,and not in any way as a stunt. 
They flew a distance, of about 800 § 

&# miles, spending as much as 12% hours k 

# continuously in the air . 


LENGTH OVERALL ... 50-7. 
HEIGHT OVERALL .. 17-3. 
SPAN (SPREAD) .. 86-6. 


APPROX_FULL SPEED... 108 ».P.u. 
MINIMUM SPEED... .. €6™ ex. 

Works :~ ean WEIGHT ... 9900 LBS. 
WEYBRIDGE : USE] UL LOAD... .. é. 685 O0.1s. 


( Fue/, Crew and Armament): 


SPAN (FOLDED) .. 44-37 SURREY. TOTAL LADEN WEIGHT..16,750 1s. 


AM Enguiries to:~ 
Aviation Department, 


VICKERS HOUSE, BROADWAY. LONDON, S) 


Telegrams z 
VICKERS, SOWEST, LONDON 
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THE ROYAL AIR FORCE. 


The London Gazette. 


June 

GENERAL Dvt1tEes BRANCH.--The following are granted perm. comns. ii 
the ranks stated :—Flt. It. G. G Dawson, Flg. Off. M. C. W. C. Flint, 
M.C. (June 1). R. Pi BP. Pope, D-E.C., is granted: a S.S. comm. Vas va 
Fly. Off., with effect from and with seniority of, June 14. 

The following Plt. Offs. are promoted to the rank of Fig. Off. :— 
S. H. Hardy, G. R. Beamish, G. W Wayes (June 17). 

The following are transferred to the Stores Branch on probation, 
with effect from and with seniority of, June 24:—Flt. Lt. T. G. 
Bowler (from Sq. Ldr.), Fils. Off. G. F. P. Warren (from Flt. Lt.), 
Flg. Off C. Hanson-Abbott (from Flt. Lt.). 

Flg. Off. R. S. Carroll, A.F.C., is transferred to the Reserve, Class A, 
in this rank and is granted permission to retain the rank of Flt. Lt. 
(June 27). The following Flg. Offs. are transferred to the Reserve, 
Class A :—A. D. Drysdale, I). G. A. Kirthner, R. P. Mollard (June 28) 
Pit. Off. R. Connor resigns his S:S. commn. (June 30). Pit. Off. on 
probation C. I. Edwards relinquishes his S.S. comn. on account of 
ill-health (June 30) Blt Tt R. V.. BSramwell-Davis Gas, iReAG 
relinquishes his temp comn. on return to Army duty (June 17). 

STORES BRANCH.—H. N. Davies is granted a perm. comn. as a 
Plt. Off. on probation, with effect from and with seniority of, June 2g. 

MEDICAL BRANCH.--Flg. Off. H. W. Corner, M.B., is promoted to 
the Tank: of Pie act Whiner s4)! 

RESERVE OF AIR FORCE OFFICERS.—The following are granted comns 
in Class AA, General Duties Branch, as Plt. Offs. on probation (Jun¢ 
14) :—J. H. Simpson, R. E. Watson. 

Capt. ‘T. B. Marson, M.B.E., is granted an hony. comn. as a Wing 
Cdr. (Gime 29). 

The following officers relinquish their comns. on completion of 
service :— 

Flg. Off. W. F. Knight, Flg. Off. F. Neale, Flg. Off. A. E. Ward 
(Apr. 20) Blt. Lie BR. Ay irechamann “(May a) hle JO. "An ove Blunt 
(May 8); Fig. Off. G. BE. Muir (May 15); Flg. Off. J. W. Grose, 
Plt. Off. LL: J. Ttipp (May 22)5 Files Of; Cy > m.avessel ei (Gume 26). 
Flg. Off. H. J. Ellam is transferred from Class C to Class A 
(May 1); Flg. Off. T. J. Shaw is transferred from Class A to Class C 
(Nov. 20, 1925); Flg. Off. H. G. Herbert is transferred from Class B 
to Class C (Apr. 23) 


The Half-Yearly Promotion List. 
Air Ministry, July 2. 
ROYAI, AIR FORCE. 

The undermentioned are promoted with effect from July 1:— 

GENERAL DUTIES BRANCH.—Group Capt. to Air Commodore.—J. L. 
Forbes, O.B.E. 

Wing Cdr. to be Group Capt.—H. M. 
DEG bs 

Sq. Ldrs, to be Wing Cdrs.—R. EB. Saul, D.F.C., BE. R. Manning, 
D’S.O;, M.C:, J. 'S: -. Bradley, O.B:E., Ve S* Brown, W. B Callaway, 
ACEC Cc. (C.Durston. 

Fit. Lts. to be Sq. Ldrs.—N. S. Douglas, J. W. Woodhouse, D.S.O., 
M.C., E. R. Whitehouse, K. H. Riversdale-Elliot, R. B. Mansell, 
OBE, J. St. -G. Bayly, M.C), B. Es Harrison, AL E.C: 

Flg. Offs. to be Flt. Lts—H. C. Pyper, R. S. Greenslade, W. BM. M. 
Hurley, N. S. Paynter, F. E. Bond, E. N. TI. Edwardes, W. F. Dry, 
Ro eee Osper, Re Clb, Ladin DiC meACmn Es mE INer Olds avium 
CardneneD F.C. Aw Laing, Cle Jackson Gael Carter, = hms er 
Benstead, RS. Martia, (Gy Re | Hicks) iD) EG) 24. sha latmes Geet 
Allison, H. J. Protheroe,) J/'C, Coulson, C: Al Horn ie Darvalls Mics, 
H. A. L.. Pattison, S. Symonds, H. J. Gemmel, S. H. Potter, R. Pyne, 
DEG, . AL (€.  Britton; W.b-Cl 3. W, bs Mercer, Re) Me Milne, 
W. J. Richards, F. H. Astle, H. Norrington, E. H. Rundle, H. K. 
Goode, D:S.0:, DiE.C., J. S: Harrison, WwW: S. Allen, “G. wee Birkin-= 
shaw, F. K. Damant, D.F.C., H. Nelson. 

STORES’ BRancH.—Sq. Ldr. to be Wing Cdr.—L. Auker, O.B.E. 

Fit. Lts. to be Sq. Ldrs.—E. D. Galloway, F. BE. J. Coates, A. J. M 
Ross, M.B.E. 

Flg. Offs. to be Fit Lis.—E. Gy Mkeeping = Bee) Ler.) Wee 
Farley, H. T. H. Copeland, R. D. G. Marcrostie, M.B.E. 

STORES BRANCH (SUPPLEMENTARY List).—Flg. Off. to be Flt. Lt.— 
A. Davidson, M.C. 

ACCOUNTANT BRANCH.—Flg. Offs. to be Flt Lts.—A. J. More, A. € 
Lobley, A. D. Stonehouse. 

MEeEbIcAL BRANCH.—Wing Cdr. to be Group Capt.—A. W. Iredell. 

Sa, Ldrs. to be Wing Cdrs—W. A. S. Duck, O.B.B., A. FE. 
Panter, B.A. 

Blt; Tt. to be Hon, Sq. Ldr—EH, i. Bey Eracy. 


Appointments. 


Cave-Browne-Cave, D.S.O., 


Week ending July 5. 

GENERAL DuUTIrs Brancw.—Squadron Leaders G. H. P. Padley, 
to R.A.F. Depot, Uxbridge, on transfer to Home KEstab., 3/6. 
J. Everidge, M.C., to No. 14 Saqdn., Palestine, instead of to No. 2 
Arm. Car Coy., Palestine, as previously notified, 11/6. A. N. Galle- 
hawk, A.F.C., to No. 2 Arm. Car Coy., Palestine, 22/3. 

Flight Tieutenant A. E. Woodbridge, to No. 99 Sadn., Bircham 
Newton, 12/6. 

MEDICAL BRANCH.—Flight Lieutenants (Hon. Sq. Ldr.) C. A. Meaden, 
to No. 20 Sqdn., Duxford, 23/6. R. L. C. Fisher, M.B., to No. 
Sqdn., Kenley, 23/6. 

Flying Officers E. J. Jenkins, to Station H.Q., Bircham Newton, 
23/6. M. J. Marren, to No. 3 Sadn., Upavon, 24/6. S. F. Heatley, 
M.B., B.A., to School of T.T. (Men), Manston, 28/6. P. H. Perkins, 
to R.A.F. Depot, Uxbridge, 28/6. 

STORES BRANCH.—Flight Lieutenants D. Mitchell, to R.A.F. Depot, 
Uxbridge, on transfer to Home KEstab., 4/0; HW, Ey abe (Crocker, Ho 
A. and A.H.F., Martlesham Heath, 11/6. WH. V. Robbins, to Schooi 
of T.T. (Men), Manston, 23/6. ‘I. G. Bowler, to School of Store 
Accounting and Storekeeping, Kidbrooke, 24/6. 

Flying Officers G. F WP. Warren, to S.S.A.S., Kidbrooke, 24/6. 
C. Hanson-Abbott, to S.S.A.S., Kidbrooke, 24/6. P Alderson, to No. 2 
Sadn., Manston, 23/6 A. M. Reidy, to No. 207 Sqdn., Eastchurcl:, 
23/6. EF. R. Lines, to No. 9 Sadn., Manston, 23/6. O. G. Ridley, to 
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No. 43 Sqdn., Henlow, 7</6. H. Seidenberg, to H.Q., Inland Area, 
Stanmore, 23/6. ‘ 

Pilot Officers G. JI,. Worthington, to No. 15. Sqdn., Martlesham 
Heath, 23/6. H. M. S. Dawes, to School of T.T. (Men), Manston, 
23/6. H. N. Davies, to S.S.A.S., Kidbrooke. on appointment to @ 
Perm. Comn., 24/6. 

ACCOUNTANT BRANCH.—F lying Officers J. Freeman-Fowler, to No. 1 
F.T.S., Netheravon, 18/6. H. E. Cardwell, to No. 1 S.D., Kidbrookey 
28/6. 


The King’s Birthday Honours. 

The List of Honours and Awards published on the occasion 
of the King’s Birthday includes the following names :— 

KNIGHT.—McClean, JLjieut.-Colonel Francis Kennedy, 
A.F.C. In recognition of his services to aviation. 

ORDER OF THE BATE 
RovaL AIR FORCE. 

C.B. (Military Division).—Higgins, Air Commodore Thomas 
Charles Reginald, C.M.G., R.A.F. 

C.B. (Civil Division).—Simpson, George Clarke, Esq., 
C.B.E., L.D., D.Se., F.R.S., Director of the Meteorological 
Office. 


ORDER OF THE BRITISH EMPIRE. 
RovaL AIR FORCE. 

Military Division :—K.B.E.—Steel, Air Vice-Marshal John 
Miles, @.Bs, CiM.G.) CBE. RaAgee 

C.B.E.—Kirby, Wing Cdr. Frank Howard, V.C., O.B.Eg 
DCAM Rea. 

O.B.E.—Wombwell, Fit. Lt. Albert, R.A.F. 

M.B.E.—Amers, Flg. Off. (Honorary Flight Lieutenant) 
John Henry, R.A.F.; Dollery, Flg. Off. Charles, R°ACI 
Greenlaw, Flg. Off. Robert Ritchie, R.A.F.; Jinman, Flg. Off. 
William Henry, R.A.F. 

Roya, AIR FORCE (DECORATIONS). 

Air Force Cross.—Chick, “Fit. It. ‘John Stanley, M.Ca 
Rankin, Flt. Lt. Archibald James. 

Air Force Medal.—Hammond, 328655 Sjt. Frederick Gilders; 
Dobbs, 315008 L-AC. Ernest Arthur. 


Sir Francis McClean is the first of the Pioneers of Britisn 
Aviation to receive a title. All other titles given to person- 
ages concerned with flving have been given to serving officers 
or to business men. 

As a pioneer, Frank McClean began by having a biplane 
of the Wright type built for him by Short Brothers at Leys- 
down. Later he bought the present aerodrome at Eastchurch, 
and presented it to the Aero Club (at a nominal rent of a 
shilling a year). There he had other machines built for him 
by the Short Brothers. 

When, in ror1, the Admiralty began to take notice of flying 
Frank McClean lent three Short biplanes for the training of 
Lieuts. Samson, Longmore and Gregory, R.N., and Lieut. 
Gerrard, R.M.L.I., who were taught to fly by Mr. George 
Cockburn. Afterwards he spent a great deal of money on new 
and experimental aircraft, at a time when the Government 
refused to help development. 

On the outbreak of War in 1914 he joined the R.N.A.S., and 
served till the end of the War, and rose to the rank of Lieut.- 
Col ReACE: 

Since then he has been continually active in the cause ‘f 
Aviation, and is the main stand-bye of the Royal Aero Club. 

None has done better work for British Aviation than has 
Sir Frank McClean. He is the worst speaker and the best 
worker the Club has ever had on any of its Committees. His 
generosity to all and his loyalty to his friends have endeared 
him to everybody. His modesty and his hatred of publicity 
are the only things which have prevented him from receiving 
long ago recognition of his services to England. 

Air. Commodore Higgins was appointed Chief Staff Officer 
to the Iraq Command, R.A.F., in April, 1926. Before that he 
was Director of Training in the Department of the Air Mem- 
ber for Personnel. 

Dr. Simpson, who has been Director of the Meteorological 
Office since 1920, was born in 1878, and was educated at 
Owen’s College, Manchester, and at the University of Géttin- 
gen. He joined the Meteorological Office in 1905; was Physi- 
cist of the British Antarctic Expedition, rg10-12, and was on 
the Indian Missions Board, 1917-19. He is a Fellow of the 
Royal Society. 

Sir John Steel, who joined the R.N.A\S. from the Navy 
during the War 1914-18, was Deputy-Chief of the Air Staff and 
Director of Operations and Intelligence in the Department of 
the C.A.S., until April, 1926, when he was appointed to com- 
mand the Wessex Bombing Area, Air Defences of Great 
Britain. 

Wing Cdr. F. H. Kirby, V.C., is commanding No. 4 Stores 
Depot, R.A.F., Ickenham. He was awarded the Victoria 
Cross on Oct. 5, 1900, in South Africa. He was in the Air 
Battalion, R.E., before even the R.F.C. was formed, and is 
cne of those of the Old Army who have done so much to build 
up the proper Service Spirit in the R.A.F. 
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VERY “pioneer” flight by Europe’s premier airmen 
was made on straight Shell Aviation Spirit—unmixed 
with anything else. 


FLIGHT DESCRIPTION. | AVIATOR. | Miues. | DaTE. | PETROL, 
First Atlantic see Pee eate ou) olin 1,880 LDS Sa ell 
Alcock | | 
First London-Australia ... | Late Sir Ross| 13,500 1919 | Shell 
| Smith | 
First London-Cape oie Colonel vane O.251 1920 | Shell 
Ryneveld approx. 
First London-N. Africa ... A. Cobham | 1.300 | 1924 Shell 
First Holland- Batavia... | Van der Hoop 6,680 1924 Shell 
First North Pole Attempt | Capt. ; o— 19245) Sheil 
Amundsen 
First Greater than round | Marchese de | 34,000 | 1925 Shell 
the world... ee fe Pinedo 


ee 


Shell Petrol contains exactly the same well-balanced 
power-elements as Shell Aviation Spirit—but in 
slightly different proportions. In Shell Aviation, 
these elements are blended to suit the requirements of 
aero engines—in Shell Petrol they are blended to meet 
the needs of car and motor cycle engines. 
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Fatal Accidents. 

The Air Ministry regrets to announce that as the result of 
an accident near Abu Sueir, Egypt, to a D.H.ga of No. 4 
Flying Training School, Abu Sueir, on June 29, 1edke, (Oysip 
Noel Jardin Anderson and No. 335447 L-AC. Edward Ernest 
Gregg, the pilot of the aircraft, were killed. 

The Air Ministry regrets to announce that as the result 
of an accident at Weston Zoyland, Somerset, to a Fairey Fawn 
of No. 100 Squadron, Weston Zoyland, on July 2, Flg. Off. 
Iierbert Victor Alder, the pilot of the aircraft, was slightly 
injured and No. 349176 L-AC Frederick Williamt Miller was 
seriously injured. L-AC. Miller died of his injuries on July 3. 

The above is the official announcement of an accident that 
has already been reported in the Press, which most unfortu- 
vately also resulted in the death of the occupant of a private 
car. 

The R.A.F. Medical Branch. 

The Air Ministry announces that with the approval of His 
\Iajesty’s Government improvements have been made in the 
sonditions of service and emoluments of medical officers of 
the Royal Air Force. The Air Council attach great import- 
ance to attracting into the service the best type of medical 
man since on the capacity of the medical service depends to 
1 peculiar degree the safety and efficiency of the Air Force. 
The duties of a medical officer in the Air Force include 
not only the prevention and treatment of those ordinary 
diseases to which the personnel of any fighting service are 
liable, but the special study of the mental and physical 
stresses imposed upon the aviator in diverse circumstances 
and climates—a branch of medicine of which the civil profes- 
sion has hitherto had but little experience. 

Entry into the medical branch is by means of a short service. com- 
mission for three years on the active list extensible for five years. 
_Permanent commissions are granted by selection to officers holding 
short service commissions and so far as practicable every entrant shall 
have a fifcy per cent. chance of a permanent commission. Further, in 
order to assist short service officers who pass to the reserve after 
five years to set up in private practice the gratuity issuable on leaving 
the active list has been increased to £700, the after three 
years’ service remaining at £350 as hitherto. 

Increases of pay from 2s. to 11s. a day have been granted in all 
ranks above Flt. Lt. 

Promotion to Flt. Lt. occurs after 2 years’ satisfactory service and 
to Sq. Ldr. after 10 years’ service reducible to i 


eases. 


gratuity 


8 years in exceptional 


With a view to attracting into the service graduates who have had 
the valuable experience provided by a hospital appointment it has 
been decided subject to certain conditions to allow doctors who have 
held a resident appointment in a civil hospital for not 
less than one year—of which, however, half may have been spent in 
a non-resident appointment—to enter the Air Force with one year’s 
ante date counting for purpose of seniority, promotion, retired pay and 
retiring yratuity. 

Every officer on entry will in future receive eight weeks’ 
in the medical problems connected with 
Foree duties. 


recognised 
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With a view to enabling medical officers to take at least one general 
or specialist course at a civil or a service medical school it has been 
decided to allow study leave up to nine months in all to 
during the first 16 years of their service. ; 


The R.A.F. Dinner Club. 
The Annual Dinner of the R.A.F. Dinner Club was held at 
the Connaught Rooms on July 2, the eve of the R.A.F. 
I r Chief Marshal Sir Hugh Trenchard, Chief of 
uff, was in the Chair, with Sir Samuel Hoare, 
Secretary of State for Air, as the Guest of the evening and 
the members of the Cape Flight and two members of the 
sano Flight also as guests. Almost every senior officer of 


officers 


] A 
the Air St: 


the R.A.F. at present in England was also there, 
After dinner, Sir Hugh Trenchard, proposing the toast 
of the Secretary of State, said that he hoped that in future 


this would become the one great annual ReACk Dinner 
Squadron dinners and Unit dinners would be bound to die 
out in course of time, and he hoped that they would all 
amalgamate into this one gathering at which units and areas 
and so forth could arrange to have their own tables. 

By way of demonstrating that there is nothing new under the 
sum, the Aur Chief Marshal then quoted from “ The Chronicle of 
England by John de Wavrin, Lord of Forestel,”’ a work written 
between 1445 and 1471, which first appeared in print in 1864, the 
story of King Bladud, who built a city called Bath where he made 
baths in a Temple to the Goddess Minerva. The story has it that 
Kine Bladud made himself a pair of wings which failed so that 
he fell down on the Temple of Apollo in the City of London and 
there was dashed to pieces. Whether he flew from Bath to London is 
not stated. Another English said that Bladud reigned over 
the Britons in the 58st year after David. 

One would’ very much like to know what was the origin of the 
Bladud flying legend which crops up in quite a number of tradi- 
tional histories. It seems to be a variation of the Icarus legend, and 
into England with an early wave of Mediterranean 


scribe 


possibly 
settlers. 

Sir Samuel Hoare in reply that his secretary, Mr. Bullock, 
was of the opinion that the first syllable of the name of that early 
British king did not matter and that his real name was Dud. 
Turning to the toast, Sir Samuel said that a Minister had to do some- 
thing for his salary, so he had to speak. He thought that the 
term Air Council was a very imposing title, such as one would be 
likely to find in ‘“‘ The Clouds ”’ of Aristophanes. 

He said that he would like to know the feelings of the average 
Air Force officer about the Air Council. Probably it would be some- 
rival business 


came 


said 


thing like that of the American who wrote to a 
man: “My stenographer, being a lady, cannot take down what I 
think. 1, being a gentleman, cannot say it. But you, being neither, 


can readily divine it.” 

Concerning Civil Servants, he 
who tmust have consumed countless primeval forests in the paper 
which they ‘have used. He said that they talked a very learned 
lansuage which differed from the vernacular and he told the story 
of the travelling inspector from a department in Whitehall who put 
down in his travelling account, ‘‘ Porter, 2s.” On being told that 
the proper expression was ‘‘ Porterage,’’ he was eareful in his next 
account to put dewn “Cabbage, 2s. 6d.” when he had taken a 
taxicab. 

The R.A.F. itself, he said, was an extraordinarily English institu- 
tion. It started with the efforts of a few enthusiasts, including those 
of a young officer of the Royal Scots (referring to Sir Hugh 
Trenchard), who had the big idea of making our Empire defences 
more mobile. ‘There were old women in the clubs in Pall Mall 
who said that the young men of the country had lost their nerve 
asked whether the exploits of Wing Cdr. Pulford and 
Coningham that way. 
an epitome of the New Society of the 
which would combine theory and 

combination between brains and 


said that they were a race of men 


and he 
Sat dr 
He said that the R.A.F. was 
generations tu come, a 
practice, instinct and analysis, a 
guts, ai aristocracy of arms. 

Wing Cdr. Pulford said that he was sensible of the honour of 
dining with the Club. He and his flight had had an extra- 
ordinarily time during their flight to the Cape and back. 
He wished to pay a tribute to the ground organisation and said 
that he had had all possible help from the South African Air Force. 


pointed 


society 


good 


Sq. Ldr. Coningham said that on the flight from Cairo to Kano 
and back, more than 80 per cent. of the credit was due to the ground 
crganisation. The French did all that they could on their territory 
and they had been much helped by ex-R.A.F. officers in Nigeria. 
He said ihat a lot of the R.A.F. “ heavy artillery? (meaning senior 
officers) had served in West Africa, and that when there the Kano 
flight had tried to discover something of their previous history. 

He said that the Kano journey was the first of these flights and it 
was essential that it should be successful. After it he had been 
sent to Kenya to a Gowvernor’s conference and had had the pleasure 
of meeting the Cape Flight at one of their landing places. 

One of the most interesting things about the meeting was that this 
was the first occasion on which the flight had had to sling the 
hammocks which they had brought with them. At all the other 
stopping plac had had luxurious beds. Before getting into 
covered themselves with some anti-insect lotion 
ir that nothing could live within a mile of it. 

Wing Cdr. Pulford’s flight, he said, was 


their hammocks they 
of such evil odot 


—} more difficult than the Kano flight because 
4 of the number of landings which had been 
arranged for the machines under all sorts 
of conditions, whereas the Kano flight went 
through with the possible landings. 
He said that flights of this sort ought to be 
the normal jobs of the R.A.F. in peace time! 
=C.. iGroiae 
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Ixbridge Team, 
Mile Team (Open) 
Championships on 
‘rom right to left, 
furner, who also put up a 
record for the Individual 
Goedall, who aiso put up a 
record for the Individual 
AC. Hester; and AC. 
also won the British 
Race in 1925 and 1926. 


Three Miles; 
Ferris, 
Marathon 


who 


SR RE SS 


JuLy 7, 1926 The Aeroplane 


31 


B 


: First and second places in every 
Aerial Derby have been gained 
by machines fitted with B.T.H. 
magnetos, and, as further indi- 
cating the outstanding reliability and 
efficiency of these magnetos, it is 
interesting to record that they gave 
continuous and faultless service 
during the whole of Mr. Alan 
Cobham’s remarkable flights from 
London to Cape Town and back, 
and Croydon to Zurich and back. 
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A Service Mediterranean Cruise. 

Two R.A.F. Superniarine Southampton Fl: ing-boats (Napier 
Lion engines) left Plymouth on July 1 on a training flight to 
the Mediterranean. 

On the outward journey the itinerary will be Bordeaux, 
Marseilles, Naples, Malta, Bengazi, Sollum, Abukir; and on 
the return journey the route followed will be Sollum, Athens, 
Corfu, Malta, Naples, Marseilles, Bordeaux, Plymouth. 

Hight days will be allowed between the arrival at Abukir 
and the start for the return journey, and during this period 
opportunity will be taken to visit Cyprus. 


Air Defence. 

The Times of July 1 states :— 

It has been decided to transfer the responsibility for the inspection 
of Regular anti-aircraft units from the General Officer Commanding 
Territorial Army Air Defence Formations to the Inspector of Royal 
Artillery. . 

The Army Order which announces this change states that the 
General Officer Commanding ‘Territorial Army Air Defence Formations 
will now, under the General Officers Commanding-in-Chief the Com- 
mands concerned and the General Officer Commanding Iondon Dis- 
trict, be responsible for the training and supervision of all Terri- 
torial Army air defence formations and units. 

To enable him to carry out these duties one General Staff Officer, 
Grade 2, one Chief Engineer, and one Chief Signal Officer have been 
temporarily appointed to his headquarters, which will be established 


at Uxbridge. 
R.A.F SPORTS. 


Shooting at Bisley. 
The R.A.F. Meeting at Bisley started on June 29 and ended 
on July 2. The results were :— 


Tykos’ CHALLENGE Cup.--S.R.A.; 10 rounds rapid at 300 yards; 10 


rounds snap at 300 yards; 10 rounds deliberate at 600 yards; h.p.s., 
150 points: 1, L-AC. Pyne, Felixstowe, 111; 2, Plt. Off. J. W. Duggan, 
Sealand, 100; 3, L-AC.z. Hulse, Eastchurch, 98; 4, AC.1. Sexton, 
Henlow, 933 5, Ble. Off TW. WwW. dissett. Gosports ogo, N@ar meee: 


Eastchurch, yo; 7, F-S. 
church, 86. 

CHF oF AIR StaFF’s Cur.—S.R.A.; teams of eight; 600 yards de- 
liberate; 600 yards to Ioo yards with movement; 300 yards rapid; 300 
yards snap; ten rounds at each practice; h.p. team score, 1,600 points : 
1, Cranwell, 1,141 points; 2, Eastchurch, 1,103; 3, Manston, 1,068; 

Felixstowe, 1,929; 5, Halton, 999; 6, Sealand, 972; 7, Gosport, 971; 
8, Lee-oh-Solent, 936; 9, Upavon, 902; 10, Andover, 890; 11, Uxbridge, 
863; 12, Shrewsbury, 853; iz, Flowerdown, 799; 14, Henlow, 765; 15, 
Worthydown, 721. 

R.A.F. RIFLE CHAMPIONSHIP.—S.R.A.; two stages, each under Queen 
Mary conditions; h.ps. goo points: 1, L-AC. Wilmott, Eastchuich 
(aggregate cup and medals), 164, 159, 323: 2, Flg. Off. G. C. Oldham, 
Manston (R.A.F.R.A. bronze medal), 159, 159, 318; 2, Flt. Lt. W. BE. 
Staton, Felixstowe, 155, 162, 317; 4, Flt. Lt. A. KE. Dark, Eastchurch, 
155, 159, 314; 5, S-M. Hilliard, Halton, 155, 152, 307; 6, Sjt. Burton, 
Eastchurch, 143, 162, 305; 7, Flg. Off. Drummond, Cranwell, 151, 154, 
305; 8, AA. Williams, Cranwell, 160, 137, 297; 9, Cpl. Osborne, 
Manston, 149, 146, 295; 10, F-S. Wilson, Andover, 146, 148, 294. 

THe ROYAL AIR Force ‘raAM Fisto!l, CHAMPIONSHIP was won by 
Cranwell. 

THE INDIVIDUAI PISTOL AND REVOLVER CHAMPIONSHIPS were both won 
by Sq. Ldr. C. C. Darley (Halton), who has been permanently in- 


Suddaby, Halton, 89; 8, AC.z1. Kirby, East- 


capacitated by an aeroplane accident from using his right hand. 


HALAHAN APERTURE LIGHT CUp.—S.R.b.: 300, 500 and 600 yards; to 
rounds at each distance; h.p.s., 150 points: 1, Sjt- R J. Williams 
(Cranwell), 144; 2, Sjt. IT. Creswe!l) (Cranwell), 140; 3, Fit. ct Hie bas 
Pearce (Cranwellj, 138; 4, F-5. C. Spry (Cranwell), 236; ©, Fig. Off. 
R. S. Greenslade (Cranwell), 136; €, Cpl. Goude (Gosport), 75. 

Inter-Service Cricket. 

R.A. v. R.A.F.:—The Royal Artillery beat the Royal Air 
Force in a two-days’ match at Woolwich on June 29 and 30, 
by two wickets. The Air Force won the toss and made 210, 
Pit. Off. A. J. Holmes scoring 85 before he was caught out. 
Wing Cdr. C. H. B. Blount made 49, and Flg. Off. Croome 
32. In the second innings Flg. Off. Marson and §q. Ldr. 
Roberts each made 24. 

The Royal Artillery made 248 and 128 for eight wickets. 
Sq. Ldr. C. B. Cooke took three wickets in the first innings 
and two in the second. 


Rugby Football in Iraq. 

The following note has been received from the Iraq Aircraft 
Depot, R.A.F. :— 

Last season proved a very successful one. Twelve games were 
played, of which eleven were won and ene was lost, with a total 
score of 123 points for, and 26 points against. 

The biggest individual scorer was AC.1. Morrison with 9 tries, and 
L-AC. Collins next with 7 tries. It is worthy of note that of the 
R.A.F. side which played the Army, seven of the team were from 
LA.D., and the R.A.F. won. Further, as a Trial Match, the 1-A-D: 
played the rest of the R.A.F. and won by 9—6. 

In spite of the hard ground Rugger is becoming more and more 
popular here, and the Inter-Unit games are very reminiscent of 
R.A F. Cup matches at home—full of Vim and Vigour. 

No. 20 Squadron Re-union Dinner. 

This cheery show was held at Gatti’s on July 3, with Major 
W. H. C. Mansfield, D.S.O., as Chairman. The usual toasts 
were given, and a message was sent to No. 20 Squadron, now 
in India. 

It was resolved that the next Re-union should again take 
place on the R.A.F. Display date as and when fixed for 1927— 
this arrangement enables some members to attend both events. 

All past and present officers of No. 20 Squadron who wish 
to attend next year are asked to keep this fixture in mind, and 
those who have not already done so are requested to send 
their permanent address to the Honorary Secretary, T. A. 
Metford Lewis, Postling, Nr. Hythe, Kent. 


wp y 


THE COLLEGE OF IMPERIAL DEFENCE. 

The Prime Minister made the following statement in the 
House of Commons on June 29, in reply to a question by 
Lieut.-Col. Windsor-Clive :— 

“Tam able to give the following general and preliminary 
information in regard to the Imperial Defence College. 
The function of the College will be the training of a body 
of officers and civilian officials in the broadest aspects of 
Imperial strategy. The instructional staff will be drawn 
from the three fighting services, and the commandant will 
be nominated in turn by each service. 

‘The size of the College is being computed on a basis 
of 30 graduates per course, which includes vacancies held 
at the disposal of the Governments of 
the Dominions and India should they 
wish to avail themselves of its facili- 
ties. Arrangements are being made 
for the co-operation of the Civil Ser- 
vice in the work of the College. It 
is intended that the College shall 
begin in a small way, and gradually 
develop to its full sphere of usefulness 
in the light of experience gained in 
its working.”’ 

In reply to supplementary questions, 
the Prime Minister said that he thought 
athe College would be situated in 
London and that the cost per graduate 
per annum would be very trifling and 
would not need any further Estimate. 


£m Ee 


AN IRAQ RIFLE EIGHT.—No, 45 
(Bombing) Squadron’s Rifle Team who 
have won the Challenge Cup for Unit 
Rifle Eights for the third year in suc- 
cession. The names of the team are, 
left to right, standing, Sjt. Justice 
(1926), AC. Dundas (1926), AC. Weston 
(1924-5-6), AC. Patterson (1926). Seated, 
Fig. Off. Freeman (1925-26), Sq. Ldr. 
Summers (1924-5-6), Sq. Ldr. Lees 
(1924-5-6), Flg. Off. Du Boulay (1926). 
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AIRCRAFT DESIGNERS & CONSTRUCTORS. 9—*7744*#5" 9/5708 


Designers and Constructors of all types of aircraft including the 


PLOVER SHIP FIGHTER (Jupiter engine). 


The Parnall Plover Ship Fighter. 


London Office: EVELYN HOUSE, 62, Oxford Street, W.1. 
Telephone : Museum 4375. 


Experimental Works and Test Station: Yate Aerodrome, Gloucestershire. 
Telephone : Chipping Sodbury 50. 
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THE ARGOSY. 

On Thursday, June 24, the first of the Argosy type of three- 
engined passenger cruisers, desigited and built by the Arm- 
strong-Whitworth Aircraft Co. Ltd., was publicly demon- 
strated at the firm’s aerodrome at Whitley. é 

This particular machine has been orcered by the Air 
Ministry and appeared at the Display at Hendon. Two 
sisters now in course of erection are destined for Imperial 
Airways Ltd. 

The machine is designed to seat twenty passengers, 
arranged in two rows of ten, as it was desired that each seat 
should be alongside a window. Consequently the cabin is 
very long (29 ft. in fact) and the nose of the fuselage and 
the front engine project very far in front of the wings some- 
what to the detriment of appearance, but quite obviously 
without any other ill results. As a matter of fact, there is 
one definite advantage—the wing engines are so far behind 
the pilot that he does not suffer the overwhelming noise which 
he usually has to bear from engines in this position. 

The fuselage of the Argosy is of steel tube construction, 
and a wooden floor, which also serves as a bracing, is built 
into the structure over the cabin section Otherwise the cabin 
is fabric-covered except for the windows and doors and their 
framing. There is the usual outer cover, and there is a 
second inner cover inside. This double skin arrangement 
seems to be at least as sound proof as the usual plywood skin, 
and it is apparently quite free from any drumming. 

The wings are of normal timber construction, except that 
steel tube spars are used over the centre section. ‘The under- 
carriage is unusual for so large a machine, in that it is of 
the two-wheeled type. 

A feature which is worthy of remark is the extremely roomy 
and well-arranged cockpit. It is not possible to give any 
full account of this here—it is hoped to do this at a later 
date, but for a large machine intended for long-distance work 
the pilot’s accommodation is of vital importance. 

The Argosy flies extremely well, is surprisingly manceuvr- 
able for so large a machine, has a markedly low landing 
speed, and is capable with the maximum load permitted to 
be carried from Whitley aerodrome of keeping level on one 
out of three engines. With full load, therefore, there must b2 
an appreciable reserve with two engines running. 


SPECIFICATION, 


Spat ceseucue go ft. 7 in. Weight loaded 
Wemethy freee: OS ie, Ofek 17,500 lbs. (approx.) 
De erlodths. SAAN ee 20 ft. o in. Pay load 4,200 lbs. (approx.) 


Wing area 1,886 sq. ft. 


Max. speed 1S iealy lol 
Landing speed ... 45 m.p.h. 


AN AIR SERVICE TO THE ALBERTA GOLD FIELDS. 


A daily aeroplane service has been inaugurated by the Jack 
V. Elliot Air Service, which operates from Hudson, Ontario 
in connection with the newly-discovered Red Lake Gold 
Fields in Alberta. Hudson is two hundred and thirty miles 
east of Winnipeg, and numerous prospectors and supplies 
are entering this district as it is the recognised jumping-off 
place for those who intend “ hitting the trail’ by foot, dog- 
teams, or who wish to take advantage of the airway. 

The air service has been in operation since Mar. 1, and 
the journey to the Gold Fields, a distance of a hundred and 
forty miles, and return, is made daily. In suitable weather 
passengers and mails are carried, and the fare is $100.00, 
each way, whilst the mail rate is 25 cents for each ounce of 
letter weight. Baggage is charged for at the rate of so cents 
a pound. ; ; 

This mode of transporting prospectors to the new gold 
tush has been so well patronised, that it is intended to estab- 
lish a flying-boat service as soon as the ice breaks up on the 
lake. 


JuLy 7, 1926 


THE DUTCH AIRCRAFT INDUSTRY. . 

The Dutch journal Maasbode reports that a Royal Commis- 
sion has been appointed to report on the ways and means of 
supporting the Aircraft Industry in Holland. 

It would seem that this has not been done too soon. As 
is already known, Mr. Fokker has emigrated to the United 
States, become a naturalised American subject, and opened a 
factory known as the Fokker Aircraft Corporation at 
Hasbrouck Heights, N.J. 

He has left behind him but a skeleton of his original Dutch 
The wing building factory at Utrecht, the tube 
welding works at Veere has been closed, the sheds on 
Schiphol aerodrome are practically closed, and the main 
Amsterdam factory has few or no orders in hand. 

Owing to the size of the Dutch Air Services the home 
industry cannot exist solely on Service erders. French com- 
petition abroad, which is very often more political than com- 
mercial, has had a considerable effect in the loss of foreign 
orders. Similarly German manufacturers have, in order to 
evade the provisions of the Peace Treaty, opened factories. 
in Scandinavia, Switzerland, and Italy, and it is known that 
Italian factories have frequently offered aircraft at half the 
price quoted by the Fokker Company. 

While Mr. Fokker has probably done exceedingly well 
for himself by continually changing his nationality, the 
Dutch Industry, never as a whole a very prosperous one, is 
now in a state of absolute poverty. 

The remaining two firms, Pander and N.V.I., are in similar 
or worse straits. The N.V.I. have lost heavily every year 
since its foundation, and rumour has it that it has definitely 
closed down during the, past month. 

The Pander Company, an exceedingly prosperous firm of 
furniture manufacturers, have in the production of their two. 
very efficient light aeroplanes been able to utilise their factory 
space, machinery and experienced woodworkers without any 
great outlay in capital. But in spite of the excellence of their 
products and their comparatively low price there is no market 
for such aircraft. 

With the Dutch Industry in its present state the majority 
of the skilled workmen are being dismissed wholesale and 
no matter what may be the findings and results of the Royal 
Commission it is distressing to see that an industry that has. 
promoted so much respect throughout the aviation world 
should be in such a state of depression. 

THE U.S. AIR SERVICE BOMBING COMPETITION. 

The Third annual Aerial Machine-Gun and Bombing Com- 
petition began at Langley Field, Va., on May 5, and was 
completed on May 15. Teams from every tactical squadron 
in the country were entered in the competition and in addi- 
tion there were three teams from the Canal Zone, five teams 
from the U.S. Marine Corps at Quantico, Va., and three 
Nationak Guard teams. 

The presence of the Marine Corps provided an extra in- 
centive to the Army pilots, and competition was keen 
throughout the matches, which consisted of the following 
events :— 

Event I—Machine-gun firing with fixed guns at ground targets; 
Event II--Machine-gun firing with flexible guns at ground targets; 
Event IlI—Machine-gun firing with fixed guns at tow target; Event 
IV—Machine-gun firing with flexible guns at tow target; Event V— 
Low altitude bombing, 300 feet minimum; Event W1I—Intermediate 
altitude bombing, minimum altitude 5,000 feet; Kvent VII—High alti- 
tude bombing, minimum altitude 8,000 feet; Event VIill—Lighter-than- 
air bombing, minimum altitude 3,000 feet. 

The equipment generally was in good condition, and the 
only accidents were of a very minor nature. 

The Marines did some remarkable shooting, but the Army 
secured first place in the pursuit events. ; 

The tirst and second places in the observation and attack 
pilots’ match were both won by the 2nd Attack Group, Kelly 
Field, Texas. The Observers’ Match went to Mitchel Field, 
and the intermediate and high-altitude 
bombing to Lieuts. George and Har- 
mon, of the Office of the Chief of the 
Air Service, with 92 per cent. 


factory. 


IE 


THE CABIN OF A SUPERMARINE.— 
An interior view of the Supermarine 
Swan twin-engined commercial flying 
boat. Seated in front on the ‘starboard 
side is Mr. Mitchell, the chief designer 
of the Supermarine Company, with Mr. 
H. Biard, the firm’s chief pilot, seated 
behind. Standing at the foot of the 
companion way is Mr. F. H. Jones, of 
the Napier Company. The comfortable 
upholstery and ample head-room are 
noticeable features. The padded sides 
are presumably to guard against shocks 
while on the water and not in the air. 


i 
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ARMSTRONG. SIDDELEY 


MOTORS LIMITED 


Allied with Sir W.G.Armstrong Whitworth & Co.Ltd. 


CONSTRUCTORS OF HIGH CLASS 
AERO ENGINES 


Works and Aerodrome: Coventry. 
London: 10, Old Bond Street, W.1. 


The rise of the air cooled Jaguar has been 
due to merit and merit only. Lengthy 
experience has proved that there are fewer 
involuntary stops with the Jaguar than with 
any other engine and that its maintenance 
charges are therefore the lowest. 
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AIR TACTICS AND STRATEGY. 

In the United States Naval Institute Proceedings of May, 
1926, Lieut. Forest Sherman, U.S.N., contributes an article 
which illustrates clearly and quite convincingly the essential 
unity of the principles of war throughout all time, by show- 
ing that typical cases of successful tactics in air fighting 
during the last war were purely the result of the applica- 
tion of the known principles of military tactics to the par- 
ticular conditions. 

As an engineer and by no means a military engineer one 
can to some extent envy the military professions the posses- 
sion of a body of teachers who so assiduously stress the 
immutability and the-importance of fundamental principles. 

Nevertheless, after having read a latge number of essays 
devoted to the upholding of this doctrine, together with a 
number of somewhat acid attacks on the writers of articles 
and works dealing with the practice of military operations 
in the air because the said authors have failed to pay due 
homage to the orthodox, and in this case undoubtedly true 
doctrine, one is left with a feeling that there is more to 
be said than has hitherto been said by professors of the art 
of war concerning the particular application of the funda- 
mental principles of war to military operations carried out 
under modern conditions and with modern appliances. 

Lieut. Shernin’s article is an advance in this respect on the 
majority of those which seek to inculcate the doctrine which 
he upholds. He seeks to prove his case—and in general very 
successfully—by taking specific cases of combat in the air, 
and showing that success in each case was the result ot 
the application of known and established military principles 
to the particular circumstances. 

But, writing still as an interested outsider, one feels that 
there is more to be said by the accepted authorities upon the 
art of war in order to guide those who to some considerable 
extent provide the fighting forces with their material equip- 
ment concerning not so much the immutable fundamental 
principles of war as the details of the application of those 
principles to particular circumstances not merely in the past 
but in a conceivable future. 

It is not merely in the military art that fundamental prin- 
ciples are unchanged and unchangeable. In the art of 
structural engineering for example fundamental principles 
are to-day what they always have been and always will be. 
The strength and stiffness of a beam or a strut, the tenacity 
of a wire are governed by definite laws which are the same 
whether the strut, beam or tie was erected by a medizval 
builder of cathedrals or a modern constructor of aeroplanes. 

But between the practice of the medizeval architect and 
that of the modern structural engineer there is a great gulf 
fixed. Both, to succeed, must have complied with the funda- 
mental principles of mechanics. The difference essentially 
lies in the fact that the modern engineer has available for 
his guidance firstly a more complete knowledge and a more 
accurate statement of those fundamental principles, and 
secondly a very greatly extended choice of structural material 
and of methods of working, transporting and erecting those 
materials. b 

Principles do not change, but our knowledge of them does. 
And as our knowledge becomes more exact, methods of 
applying those principles to practical purposes in an effec- 
tive manner under all sorts of circumstances become, or 
should become, more and more susceptible of precise pre- 
diction, and less and less problems to be resolved by a pro- 
cess of pure trial and error. : 

Technique, which is the application of fundamental prin- 
ciples to particular circumstances, must be based on correct 
principles, but does not itself share the immutability of its 
foundations. A correct technique may be applied by an in- 
dividual who is totally ignorant of the fundamental basis 
upon which his practice rests. Nor is it impossible to dis- 
cover those who, possessing a sound grasp of fundamentals, 
fail to build up on this sure foundation an efficient process 
of practical application. 

The engineer or the soldier who adopts in any given con- 
ditions the correct technique will succeed, whatever may be 
his mental position in regard to first principles. And he 
who adopts a wrong technique will tail, nowever sound his 
grounding in fundamentals. 

It is perfectly obvious that modern military forces do not 
neglect technique. The whole of the training of the rank 
and file, and of junior officers is a training in technique, and 
necessarily so. Concerning that which happeris to senior 
officers in such exalted quarters as Staff Colleges and the 
like, one is profoundly ignorant, but very obviously their 
studies must be largely concerned with the application of 
principles to practice—which is also a matter of technique. 
aoe tigi oe seem to be a singular lack of writers, other 
t ose of the purely imaginative kind, who have at- 
tempted to show how the technique of applying modern 
weapons in accordance with sound principles can be de- 
veloped to the best advantage.—w. H. S. 

In other words, what is wanted is a special edition of 


Von Clausewitz interlarded with notes illustrating how the 
principles laid down by him apply specifically in detail to 
the use of aircraft in war.—c. G. G. 

Not at all. Clausewitz may stand as the authority on the 
philosophy of war, just as for instance Thomson and Tait 
stood for years as the standard authority on Natural Phil- 
osophy. 

The art of the engineer is based on Natural Philosophy. 
But one does not seek to train the engineer in any particu- 
lar branch of that profession by providing an edition of 
Thomson and Tait interlarded with notes as to the practical 
application of principles to concrete cases. One provides a 
manual of engineering—a text-book of technique—which can- 
not be permanently a standard work except in a dormant in- 
dustry. 

And a few essays on the technique of modern war is what 
is wanted.—W. H. S. 


THE CURTISS MARINE TROPHY RACE. 


On May 14 the race for the Curtiss Marine Trophy was held 
over a 73-mile course of the Anacostia Naval Air Station and 
was won by Lieut. T. P. Jeter flying a Curtiss F.6C. pursuit 
seaplane at a speed of 130.94 m.p-h. 

The Curtiss Marine Trophy was offered by Mr. Glenn Curtiss 
in 1911 to stimulate interest in seaplanes and flying-boats. 
‘The first contest was held in 1915, and except for the years 
1921, 1923, and 1925, has been competed for every year since 
the first race. 

MR. C. M. KEYS IN ENGLAND. 

Mr. C. M. Keys, Chief of the Curtiss Co. of New York, 
and of the National Air Transport of America, who is at 
present visiting this country with Mrs. Keys, was enter- 
tained at lunch on July 5 by Mr. C. R. Fairey, to meet various 
members of the Aircraft Industry. 

Mr, Farrey, before proceeding to the toast, congratulated 
Sir Frank McClean on his Knighthood. 

Proceeding, Mr. Fairey said that Mr. Keys was responsible 
for the scientific development. which won the Schneider 
Trophy. He said that the pioneers started with enthusiasm 
as almost their sole equipment. What had been lacking was 
business men with imagination to see the possibilities of 
flying and the courage to back it financially. That was what 
Mr. Keys had done. 

Mr. Fairey said that he could only see good in international 
contests. They roused enthusiasm and provided matter for 
headlines which interested the Public either as taxpayers 
who would pay for Air Votes, or as investors in aircraft firms, 
or as passengers in the Civil Service Air Lines. 

Speed was the most productive and cheapest form of re- 
search, and it influenced not only scouts but civil machines, 
for it meant reliable engines and economy of power, which 
meant safety and economy in flying. The effect of winning 
speed contests was good and it was bracing to lose so long 
as it did not become a habit. 

He hoped that we should establish with America a basis of 
trade in Schneider Trophies. And he referred to the sports- 
manship of the Americans in not claiming a walk-over im 
1924. 

He added that a recent attempt to alter the rules of the 
contest from pure speed to weight-carrying had been defeated, 
thanks to Col. O’Gorman’s oratory. The only way to im- 
prove the conditions of speed contests was by introducing a 
limit to the landing speed. Referring to unlimited landing 
speeds he said that it was easier to be brave with a slide- 
rule than with a joy-stick. Aviation would only come into 
its own when Commercial Aviation paid, and manufacturers 
could be free from military orders. 

Sir SEFTON BRANCKER said he wanted to see the real com- 
mercial aeroplane. Americans had a habit of hiding their 
brightest light under the heaviest bushels. Out of something 
over 2,000,000 miles flown last year in the States, 600,000 
tiles had been flown at night. And their new air lines would 
raise that total to 5,000,000 miles next year. 

Flying about the Continent he found a fine international 
spirit among aviation people. Apropos which he said the 
happiest moment of his life was when he received a letter 
{rom a Persian gentleman, addressed to ‘‘ The Director of 
Civilisation.” 

Mr. Keys, replying, said that America had once borrowed 
aircraft design largely from England, and he did not know 
that the time had come to start again. He and Mrs. Keys 
had come to England for a holiday. He felt embarrassed at 
being given credit for the success of the Curtiss Co. He said 
that he bought the Curtiss Co. in 1920 because he was told 
on a Friday that it was going broke on the following Tues- 
day, and it had in it five men who had useful technical know- 
ledge. His own knowledge of aviation had only grown be- 
cause in 1919 he was chosen as a member of the Commissiot 
to liquidate aircraft debts. He said that racing had been 
the greatest incentive of American development. He him- 
self always wanted a big range of speed, preferably between 
135 and 35 miles per hour. ‘ 
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mACTICS 


Such as formation control 
require a@ means of instant 
communication between 
machines. This is provided 
by the Marcont AD.5 Air- 
craft Telephone apparatus, 
specially designed to meet 
the wireless needs of small 
machines without in any 
way impairing manoeuvr- 
ability or fighting efficiency. 
The trailing aerial has been 
eliminated, its place being 
taken by a fixed aerial built 
into the structure of the 
machine. 
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THE FLYING CLUBS. 
The London Aeroplane Club. 


The flying during the week had to he restricted on account of 
the large number of machines in the vicinity of the aerodrome in 
connection with the R.A.F. Display. 

The total flying during the week was 28 tins. 

The following members were given flyi nstruction:—G. M. 
Randall, F. S. Adams, W. KE. P. Johnson, P. G. I.ucas, O. J. Marstrand, 
J; H. Saffery, B. B. Tucker, . A: Cook; Ty ©: Sharwood, FE. A. 
Rayson, A. J. Richardson, C. L. Harrison, H. R. Godfrey, E. K. 


shay als 
in 


i 


Blyth, A. EB. Leeding, H. R. Presland, S. Nesbitt, G. N. Howe, O. J. 
Tapper, M. R. Berney, Major K M. Beaumont, A. Southgate, P. O. A. 
Davison, G. Vlasto, G. W. Hall, H. R. Thomas, Miss O’Brien, J. A. 
Simson 

The following members made solo flights:—E. D. Moss, R. Malcolm, 
A. Lees, G. Wallcousins, J. Barros, N. Jones, A. H. Dalton, Sa. Ldr. 
M. BE. A. Wright, Major K. M. Beaumont, Mrs. Eliott-Lynn, S. O. 
Bradshaw, E. S. Brough, G. H. Craig 

The flying time during the month of June broke all previous 
records, the total being 192 hrs. 40 mins. This was made up as 
follows :—Dual Instruction, 3110 hrs. 30 mins.; Solo Flying by 
members, 66 hrs. 20 mins.; Joy-rides, 7 hrs. 10 mins.; Test Flying, 


8 hrs. go mins.; Total, 192 hrs. 40 mins. 

On Saturday, July 10, flying. at Stag Lane will be suspended from 
3 p.m. to 5.30 p.m. on account of the King’s Cup. Race and the 
presentation of a D.H. Moth to the Club by the Duke of Sutherland 


at Hendon Aerodrome. 


The Lancashire Aero Club. 

Report for week ending June 27. (Delayed in post.) 

Machines in use GC-EBLR and G-EBMQ. LV is out of action until 
the spare engine is returned by A.D.C. The weather has been good. 

Mr. Stack gave dual instruction to:—Messrs. Leigh 1 hr. 35 mins , 
Fallon z hr. 25 mins., Dyson 1 hr. 5 mins., Anderson 1 hr. 5 mins., 
Costa r hr., Foxcroft 55 mins., Gattrell 45 mins., Brown 45 mins., 
Agar 40 mins., Hardy 35 mins., Goodyear 35 mins., Gerrard 30 mins., 
Fleming 30 mins., Gunton 25 mins., Lowe 20 mins., Collinson 
20 mins., Fray 20 mins., Pattieaux 20 mins., Barnes 15 mins., Scott 
I5 mins. Total 7 hrs. 4o mins. 

Mr. Cantrill gave dual instruction to:—Mr. Costa Io mins. 

Mr. Scholes to:—Messrs. Crossthwaite 35 mins., Davison 30 mins, 
Leeming 25 mins., Williams 20 mins. Total 1 hr. 50 mins. 

Solo flights were made by Messrs. Leeming 1 hr. 25 mins., Michelson 
1 hr. 15 mins., Slater z hr. 5 mins., M. Lacayo ao mins., Cantrill 
15 mins., A. Goodfellow ro mins. 

Total solo, 4 hrs. 50 mins Tests, r hr. ro mins. Total duai, 
9 hrs. 40 mins. 

Total hours flown in week, 15 hrs. 40 mins. 

On Friday Mr. Leeming made the required flights for his ‘*A” 
Certificate. 

Report for week ending July 4. 

Owing to the grass remaining uncut, flying has been seriously 
curtailed. A strip has been cut by the Club, but with the wind anv 
way but up and down this, taking off and landing has been out of 
the question. However, it is understood that A. V. Roe and Co. 
Ltd. haw¥e now given instruction to the farmer and _ therefore 
normal flying should be resumed in the course of a day or so. 

One machine in use, G-EBMQ. I1.V and LR were out of action 
during engine overhaul and repair. 

The Avro Gosport has been away having minor modifications made 
to it at the Newton Heath works. 

Mr. Stack gave dual instruction to:—Messrs. Costa 1 hr. 20 mins, 
Fallon 50 mins., Shires 35 mins., Leigh 30 mins., Leeke 30 mins, 
Hardy 25 mins., Goodyear 25 mins., Parker 25 mins., Leeming 20 mius., 
Fray 20 mins., Crossthwaite 20 mins., Brown 15 mins., Coppinger 
io mins. ‘Total 5 hrs. 25 mins. 

Mr. Cantrill gave dual instruction to:—Messrs. Hardy 40 mins, 
Hall 25 mins., Jenkinson 20 mins., Crabtree 15 mins., Mrs. Balou 
10 mins. ‘Total r br. 50 mins. 

Tests, 20 mins. Joy-rides, 1 hr. 55 mins. Solo flights by :—Messrs. 
Crabtree 30 mins., Leeming ins., Goodyear 25 mius., Wilkinson 


30 mi 
25 mins., Lacayo 10 mins., Leeke 5 mins.. Total Solo, 2 hrs. 5 mins. 


Total time flown, 11 hrs. 35 mins. 


The Newcastle-upon-Tyne Aero Club Ltd. 

Report for week ending July 2. 

Total flying time, 3 hrs. 20 mins. 

Mr. R. N. Thompson flew with the following passengers :—Mrs 
V. ©. C Marcks, Mr. W. Wingfield, Mr. F Howard Phillips and 
Mr. A: Hi. Bell. 

Mr. N. S. Todd took up the following passengers :—Mr. Clark, Mr. 
M. G. Thirlwell, Mr. A. H. Bell. Mr. Todd also took Mr. J. Bell 
on a flight round the district surrounding the aerodrome, taking aerial 
photographs, which have proved to be very successful. 

Mr. J. D. Parkinson will join the Club as Instructor on July 1o, 
so it is hoped that instructional flying will be as busy as heretofore. 


Newcastle’s New Chief Pilot. 

Mr. J. D. Parkinson, who for many years has been the leading 
pilot of the Berkshire Aviation ‘Tours, has been appointed Chief 
Instructor to the Newcastle-upon-Tyne Aero Club Ltd. in suecession 
to the late Major Packman Both Mr. Parkinson and the Club are 
to be heartily congratulated on the arrangement. 

Mr. Parkinson is undoubtedly the World’s Record Passenger-Carrier, 
having. succeeded to the title after its having been held in turn 
by Mr. Alan J. Cobham and Mr. O. P. Jones. ‘They, having taken 
to more permanent occupations than joy-riding, Mr. Parkinson carried 
on for an extra couple of years and his total must by now reach 
approximately 40,000 passengers. ~One fancies that it will be some 
c onsiderable time before anyone clse reaches such figures, for none 
of the other joy-ride pilots has been at the game without intermis- 
sion for anything like so long as has Mr. Parkinson. 

In the whole of his passenger-carrying career Mr. Parkinson has 
never damaged a passenger. And for some years he has not even 


buckled a wheel or strained a wire in any of the machines which 
he has flown. 

Alchough Mr. Parkinson is an extremely skilful and clever pilot, 
his motto is always ‘‘safety first,’ and the members of the New- 
castle Club will be justified in placing absolute confidence in his 
judgment, not only of machines but as to whether cager pupils may 
be safely allowed to fly by themselves. 

On the other hand, in the Committee of the Newcastle Club Mr. 
Parkinson may be sure of finding the backing which an energetic 
instructor must have if he is to make a success of his job. The New- 
castle Club is fortunate in having among those who take a keen 
interest in ‘it some of the most important business men in Newcastle. 
And there is no finer combination of-sportsman and business man 
than is the successful Northumbrian. 

After so many years of the gypsy-like life of a joy-ride pilot, Mr. 
Parkinson is fortunate in being able to settle down to a job where 
all his abundant energy can be devoted to the technique of flying, 
without having to bother about moving from place to place. And 
undoubtedly the business experience which he has had in pushing 
the affairs of the Berkshire Aviation Tours in the various towns 
which he has visited will find much fuller scope in developing public 
interest in aviation in the Newcastle area. 

One wishes every success to the new combination.—c. G. G. 


THE R.A.F. IN PARLIAMENT. 
THE PTERODACTYL,. 

In the House of Commions on June 30, COLONEL Day asked the 
SECRETARY OF STATE FOR AIR whether he was able to make any state- 
ment on the result of the tests and experiments carried out with the 
30 h.p. Bristol Cherub aeroplane designed by Capt. G. T. R. Hill. 
Sir Samuel Hoare said that the objects of this aircraft were to 
obtain increased stability and control down to and beyond what was 
known as stalling speed. ‘Ihe Air Ministry considered that the 
results of the tests had been sufficiently promising to justify the 
purchase of the existing machine and the ordering of a further 
improved machine of the type. 


SHORT SERVICE COMMISSIONS. 

In the House of Commons on June 30, in reply to a question by 
COLONEL Day, the SECRETARY OF STATE FOR AIR said that vacancies for 
short service officers in the general duties branch of the R.A.F. were 
periodically announced in the press and candidates were selected by 
a board sitting at the Air Ministry. ‘The flow of applicants was 
generally satisfactory. 

OFFICIAIL SECRECY. 

In the House of Commons on June 28, Mr. GEORGE HARVEY asked 
the SECRETARY OF STATE FOR AIR whether, in view of recent pronounce- 
ments of his intention to foster trade abroad in British-made aircraft, 
he can see his way to relax the secrecy Regulations operating against 
the enterprise of a certain aircraft firm or firms who have con- 
structed an aeroplane or aeroplanes purely as a commercial specula- 
tion without any guarantee from the Ministry that such machine or 
machines will be purchased ? 

THE UNDER-SECRETARY OF STATE FOR AIR: Yes, Sir. I am glad to 
say that it has been found possible to relax the secrecy Regulations 
in many ways. The whole question has been discussed with the 
Society of British Aircraft Constructors, who have expressed them- 
selves as fully satisfied with the concessions which have been made. 

[Of course as a body the S.B.A.C. is always satisfied with Air 
Ministry concessions. But the individual opinions of members 
frequently differ from their corporate opinion.—c. G. G.] 


‘WHY WE ARE VERY YOUNG.” 


(With very real apologies to A. A. Milne.) 
ile 
AFTER THE PAGEANT. 
There once was a pilot who lived in a shed, 
With Su-permarines (blue) and de Havillands (red), 


All the day long he’d a wonderful view 
Of de Havillands (red) and Su-permarines (blue). 


An Expert came hurrying round, and he said, 

“Tut, tut! what old notions you have in this shed. 
Just look at that windmill that’s gone up on test, 
Don’t you find that Au-togiros answer the best?” 


The pilot looked round at the view and replied 

(When he’d seen the windmill) that he’d tried and he’d tried, 
And much the most answering things that he knew 

Were de Havillands (red) and Su-permarines (blue). 


The Expert stood frowning and shaking his head, 
And he took up his dirty felt hat as he said: 
What the pilot requires is a change. I will go 
To see some Au-togiro people I know.” 


The pilot lay there and he gazed at the view 

Of de Haviliands (red) and Su-permarines (blue), 
And he knew there was nothing he wanted instead 
Of Su-permarines (blue) and de Havillands (red), 


They rolled up their sleeves and they turned out the shed 
Of Su-permarines (blne) and de MHavillands (red), 

And they put in Au-togiros (yellow and white) 

“ And now,’ said the expert, “ we’ll soon be all right.” 


The pilot turned over to shut out the sight 

Of the whirling Au-togiros (yellow and white). 

“* How lovely,’ he thought, ‘‘to be back in a shed 
Of Su-permarines (blue) and de MHavillands (red),” 
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MR. COBHAM ON HIMSELF. 

[‘‘ My Flight to the Cape and Back.” pp. 7o+vi. By Alan 
[.. Cobham: AgE.G wea GarBlack etd ers mod. enetal 

Mr. Alan J. Cobham recently wrote an extremely good 
aud readable book called Skyways. He took an immense 
amount of trouble over this and told us much interesting and 
amusing stuff about the inside history of some of his big 
flights. : 

Unfortunately he has not repeated his former success 1n 
his new book. ‘This is perhaps natural as he told one that 
he did the whole job in a week-end. Moreover he has his 
advertisers to consider and the whole story has to be crowded 
into seventy pages. - 

Perhaps when he has more time Mr. Cobham will give us 
Skyways II, in which he will carry on with the story of his 
flights from where he left off in Skyways. Then we shall 
lear the true story of the flight to the Cape and we shall 
hear what really happened at Athens and we shall hear some- 
thing of the wonderful high-speed benzol transport work. 

As it is the book makes quite interesting reading, though 
imuch of it appears to be a reprint or a précis of the cables 
which appeared in The Daily Mail during the flight. 

The book, which is printed entirely in photogravure, 1s 
illustrated by a number of excellent photographs indifferently 
reproduced or indifferent photographs somewhat improved by 
the photogravure process. Anyhow, it is well worth one-and- 
sixpence.—G. D. 

ESCAPING FROM GERMANY. 

(“An Hscaper’s Log.” By Duncan Grinnell-Milne, M.C., 
D.F.C., late Captain, R.A.F. (John QYane, The Bodley 
Head Ltd., Vigo Street, London, W. 306 pages, 7 illns., 
3 maps. 7s. 6d. net.) | 

The title of this book implies that it is more or less the 
diary of a prisoner of war in Germany during the War rg9r4- 
18. But this is not so. It is a brisk, cheerful narration 
of the adventures of a number of captives by one of them. 

The mass of War literature published during the last ten 
years has submerged itself and from the wreckage has risen 
a few books that are really worth while. And Captain 
Grinnell-Milne’s book is one of them. A prisoner for nearly 
three years, and concerned in numerous unsuccessful attempts 
to escape, he retains his courage and his sense of humour un- 
impaired. 

His contempt for the Russian prisoners is far more pungent 
than anything he can say against his captors. In the be- 
ginning of the book he says :—‘‘I am convinced that very 
few Russians ever undertook the organisation and planning 
of an escape with any hope of getting out of Germany, but 
were solely impelled by the necessity of having some sort of 
conspiracy or intrigue which would give them that delightful 
feeling of mystery and depression characteristic of the Russian 
mind: ..:: On the other hand the Russians are excellent 
singers.” 

Later in the book, commenting on the fact that one prisoner 
of war (himself) was keeping a German officer and four men 
away from the front, he adds that parties of so to 100 Rus- 
sians were guarded by only one German. 

The patience and ingenuity shown by British prisoners of 
war in their efforts to escape is well known, but one of the 
most ingenious seems to have been the carving of rubber 
stamps, for stamping forged passes, from the soles of tennis 
shoes with a safety razor. A marvellous collection of material 
composed what they called ‘‘ escaping kit,’’ and was generally 
pooled. 

Complete German uniforms were manufactured, the badges 
being made from soft metal spoons. The greatest problem 
was a soft felt hat which they found impossible to manufac- 
ture. But woe betide any civilian workman who entered the 
camp in one. He invariably lost it. 

One of the most amusing incidents in the book concerns an 
organised search of the camp at Stroéhen by Berlin detectives. 
The author says :—‘“ From the time they entered the camp 
to the time they left, these unforttinate men were given no 
peace. lIimpeded at every turn, they were harried from one 
room to another. Contraband captured in one was but re- 
taptured by the prisoners in the next. On leaving, sur- 
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rounded by a band of cheering prisoners, several of them com- 
plained that their pockets had been picked, and their identity 
cards and police papers stolen. And the very next day several 
more prisoners escaped.”’ 

To all those who are timid of the lurid fiction of past and 
future wars and bored with the depressing meanderings ot 
decrepit warriors in the respectable press, one heartily re- 
commends this yarn.—C. M. MCA. 


VERTICAL FLIGHT. 

(‘Le Vol Vertical et la Sustentation Indépendante ”’ (Héli- 
coptéres, Gyroptéres, Avions-helicoptéres). By Com- 
mandant M. Lamé. Libraire de la Vie Technique et 
Industrielle, i4, Rue Séquier, Paris VI. Price 30 francs.] 

In this little work the author, who evidently has faith in 
the ultimate utility of aircraft of the direct-lift type, gives 
an excellent account of the earlier history of types of air- 
craft with rotating wings up to the present day and follows 
this up with a clear exposition in fairly simple mathematical 
terms of the general theory of lifting screws—or as he pre- 
fers to call them, sustentateurs. ‘This exposition covers the 
case of the screw rotating as a windmill, both in direct 
descent and in movement at an angle to the axis of rota- 
ton, and therefore covers the case of the Cierva Auto-giro. 

Accounts, usually illustrated, of all the recent helicopters 
of which one has ever heard, and of a number of others, 
together with such information as is available concerning 
their performance on trial, completes the work, which is well 
worthy of study, despite bad printing and illustrations, by 
those who are interested in aircraft of this type. 
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PAGEANTITIS. 

It is said that 120,000 people were there. Of these 119,995 
called it the Pageant. One of those who called it the Display 
was the Aviation Correspondent of The Times who is always 
meticulously accurate, and the other presumably was the 
individual who decided to alter the title as soon as the 
word ‘‘ Pageant ’’ had caught on. 

As a spectacle these Pageants seem to get duller every 
year. But as an exposition of air force it was singularly im- 
pressive, even to the ‘‘ General Public,’? which body’s atti- 
tude towards aviation is usually singularly unintelligent. And 
after all we can go to Olympia at Christmas for our circus if 
we must have one. 

The Amusement Park was chiefly amusing this year for the 
manner in which it was conducted. After all, the main ob- 
ject of the Pageant is to acquire money for the Service 
Charities, and the very least the Air Force personnel who are 
given a little brief authority can do is to give a little in 
return for people seriously interested in aviation. 

One saw several people holding responsible positions in the 
industry refused permission by a junior officer to enter the 
park. Really sometimes it would serve people right if there 
was a general strike of everyone who attends such functions. 
This is not a personal complaint, as one had little difficulty 
in getting oneself and party into the sacred enclosure. 

The Gloucester Gorcock evidently considered all this hot 
air and secrecy very foolish, for as soon as its engine way 
started it blew the fence of the Secrets Enclosure flat on the 
eround, which enabled many people to enter. Good for the 
Gorcock! May it soon go into production. 

If the Air Ministry Secrecy Department really wants to 
let itself go at these Pageants, let it parade underground in 
the tram subway opposite to the Air Ministry and march in 
formation in sealed packages to Hendon. On arrival there 
it might be made to lock itself in a disused shed where it 
could watch the Pageant in secret. Properly organised this 
might be made quite an attractive event. 

Of all the machines in the park one is bound to say that 
the most attractive one to the eye was the Fairey Firefly, 
and one admired the way it shot water, whale-like, out of 
the header tank on the top plane when the engine was 
started. If only this idea can be extended to the Auto- 
Giro the problem of keeping aerodromes properly watered 11 
the dry months of the year (if any) is solved once and for all. 

One is bound to say that one was most disappointed in 
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Mr. Frank Courtney. In view of the fact that it was Wimble- 
don week, and in view of a certain resemblance to a certain 
lawn tennis player, Mr. Courtney should have carried the 
resemblance further still. He should have been late and kept 
everyone waiting (the presence of Royalty would have en- 
hanced the value of this graceful act). On arrival he should 
have blackguarded everyone, burst into tears and refused #9 
fly, and then should have driven back to his hotel, and having 
interviewed the reporters he should have retired to bed and 
cried himself to sleep. Of such stuff are champions made. 

The Royal Aero Club is certainly to be congratulated on its 
picnic arrangements. It served a very good lunch to nearly 
a hundred people in comparative comfort. Much amusement 
was caused at tea time. When evervone was nearly boiled by 
the heat the only thing that would keep really cool was the 
kettle, which in spite of the frantic efforts of Mr. Frisbee 
and his hard-working staff, refused to boil. Eventually, after 
destroying several motor-’buses, sufficient fuel was obtained 
and the kettle boiled. 

One has every sympathy with the Haileybury schoolboys 
whose motor-’bus overturned. Presumably the bus tried 
to emulate the aircraft. 

Immediately after the Set Piece, which presumably was 
meant to be the Destruction of Peacehaven by an Air Force 
of a friendly Power (incidentally when the smoke cleared 
there was very little destruction), one made a bolt for it. 
It took only a few minutes in the Morris Oxford-and-Asquith 
to reach the aerodrome gates and one heaved a sigh of 
relief, because in former Pageants, half the battle is over 
once one is outside the gates. 

3ut the Police could not allow motorists to get off so easily. 
Instead of allowing cars to go down Colindale Avenue and 
away in comfort up the broad Edgware Road, they insisted 
ou making them turn to the left and go past the Country 
Club and up Hendon Hill, up which they had to go in single 
file. Can it be that these arrangeinents were in the hands 
of the Secrecy Department? It is up to their standard of 
intelligence.—G. D. 


ANOTHER SINGLE-SEAT FIGHTER COMPETITION. 

A single-seat fighter competition is now being held at 
Constantinople by the Turkish Government, the winner of 
the contest to be awarded a contract for fifty aircraft. Nieu- 
port, Spad, Dewoitine and Rohrbach have sent machines, but 
as usual there are no British competitors. 
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Supermarine “ Southampton” Twin Engined Flying Boat. 


(TWO 450 H.P. NAPIER LION ENGINES.) 


AS AN EXAMPLE OF WIDE RANGE OF DESIGN, CONTRAST THE 


ABOVE TWIN ENGINED MACHINE WITH THE SUPERMARINE 


NAPIER S4 MONOPLANE DESIGNED AND CONSTRUCTED FOR THE SCHNEIDER CUP RACK, 1925. 


SUPERMARINE 


ENGLAND. 
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COMMERCIAL AERONAUTICS. 


The London Terminal! Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Monday, 25; Tuesday, 27, Wednesday, 27; Thursday, 
27; Friday, 30; Saturday, 25; Sunday, 8. 
IMPERIAL AIRWAYS I,1TD.? 
London—Paris—Zurich; London—Ostend—Brussels—Cologne; London 
—Rotterdam—Amsterdaim-—Berlin : Machines 77, passengers 625, 
freight 18 tons 
AIR UNION: 


Paris—London: Machines 49, passengers 323, freight 16 tons. 

1a) Ih te 
Amsterdam—Rotterdam—IJI,ondon : Machines 22, passengers 92, freight 
2} tons 

SABENA : 
srussels—London: Machines 12, passengers 56. 

DEUTSCHE I,UFTHANSA AG. : 
Berlin—london: Machines 2, passengers 12. 

SPECIAL, : 


Machines 7, passengers 5. 

Total number of trips by British Machines, 84, carrying 630 pas- 
sengers Foreign Machines, 8&5, carrying 483 passengers. 
Comparative Figures: 

Week ending July 4° 

Machines, 169; Passengers, 1,113; Crews, 218; Total personnel, 1,331. 
Corresponding week, 1925: 

Machines, 162; Passengers, 724; Crews, 2c8; Total personnel, 932. 
Corresponding week, 1924: 

Machines, 160; Passengers, 632; Crews, 107; Total personnel, $829. 
Corresponding week, 1923: 

Machines, 120; Passengers, 571; Crews, 195; ‘Total personnel, 766. 
Corresponding week, 1922: 

Machines, 104; Passengers, 296; Crews, 156; Total personnel, 452. 
Corresponding week, 1921: 

Machines, 102; Passengers, 331; Crews, 127; Total personnel, 458. 
Corresponding week, 1920: 

Machines, 90; Passengers, 138; Crews, 110; ‘Total personnel, 248. 


Croydon Notes. 

This week will see several changes in the Civil Air Traffic 
Officers. Commander Deacon, who came up from Lympne¢ 
several years ago to organise the system now working so 
successfully in the Control Tower is to take over the command 
of Lympne Aerodrome. After Mr. Baker left Croydon Com- 
mander Deacon took temporary charge pending the arrival 
of Major I. F. Richard, who for some time past has been 
in the Aerodrome and Licensing Branch of the Air Ministry. 

Mr. Morkham, who has had a tour of duty at Lympne since 
he was last at Croydon, comes back again to Croydon. 

The new hangars on the far side of the aerodrome are tak- 
ing shape fast. The first one should be completed by the 
Autumn, and the move to the other side of the aerodrome 
will probably take place in August next year. 

One wonders what effect the mass of metal in the new 
buildings is going to haye on compass swinging. Compasses 
are going to have a pretty thin time in the future with all 
this metal work, not to mention, Loth cables and high-tension 
current for various forms of lighting. 

One is always hearing how useful is direction-finding for 
bringing machines to the neighbourhood of the aerodrome in 
bad weather. ‘The chief objection seems to be that while the 
position of a machine can be given fairly accurately when it 
is more than ten miles from the transmitting station, machines 
can never be brought right to the aerodrome. Would it not 
kelp matters if the transmitting station therefore was moved 
some ten miles away from the aerodrome? 

The air traffic this year is increasing much more steadily 
than in previous years. Usually there are leaps and bounds 
and fluctuations. This year shows a high level which in- 
creases slowly week by week. Last week Imperial Airways 
alone carried 625 passengers and 18 tons of freight. 

When Mr. G. P. Olley arrived at Croydon last Thursday on 
the Hamilton, he had among his passengers Major and Mrs. 
Lester D. Gardner. Major Gardner is well known as the 
Proprietor and Publisher of Aviation, the leading American 
air paper. He had just completed a Grand Your of all the 
Ivuropean air routes and has also travelled by air to Baghdad 
and Mosul. On stepping out of the machine he looked his 
usual cheery self and appeared to be not in the least tired. 

At the works of A.D.C. Aircraft Ltd., Mr. Perry has been 
doing his usual quota of test work On Friday he was test- 
ing the Nimbus-Martinsyde, which he will fly in the King’. 
Cup Race.—<z. D. 


A PARACHUTE TRIUMPH. 

Mr. Scholefield has to thank a parachute that he is appear- 
‘ng on this page of THr ArROPLANE and not among the Per 
sonal Notices. 

On Wednesday last week he was testing a Vickers-built 
Wibault monoplane, and for the first tinie he wore an Irvine 
parachute, regarding it rather as a nuisance. 

Apparently he got the machine into a spin on its back and 
was unable to right it. When he saw that a crash was in- 
evitable he jumped and landed en parachute in a tree and the 
machine crashed in a neighbouring field 

On dismounting from the tree Mr. Scholefield inquired of 
a passing yokel where the machine was, and the reply was 
‘“The machine’s crashed in yon meadow, and the dummy’s 
fallen:im a tree.”’ 

Considering Mr. Scholefield must weigh round about six- 
teen stone, the incident seems to indicate a veritable triumph 
of parachute-making.—G. D. 

A FINE FLIGHT. 

Mr. Dudley Travers, who is making quite a name for him- 
self as an air taximan, accomplished a good flight last Thurs- 
day on his D.H.9. 

He was asked by Imperial Airways at 2.30 p.m. if he could 
get a passenger to Cherbourg by 6 p.m. to catch the Olympic. 
He left Stag Lane at once and picked up his passenger at 
Croydon. 

He was delayed at St. Inglevert with a broken oil pipe, and 
got to-Cherbourg just in time to see the tenders leaving the 
Olympic. He flew round the ship low down, pointing to his 
passenger and tc the ship. The ship replied that it under- 
stood by giving two blasts on its hooter. Mr. Travers landed 
in a field and stopped a passing car which took the passen- 
ger to the docks, where a tender was waiting to convey him 
to the ship. 


HOLDING TIGHT. 

The Air Ministry may have been very wicked and ut- 
patriotic to buy a three-engined [Fokker monoplane, even 
with three British engines. But the act, and even the price, 
is justified by a story connected with the delivery of the 
machine. J 

On arrival at Martlesham direct from Holland it looped 
three times and then landed beautifully, and out stepped the 
pilot, Mr. Grasé, and the chief engineer of the Fokker Com- 
pany, Mr. Stephan, in bowler hats and ordinary suits. Then 
out came a mechanic, who had come over to keep an eye on 
the engines, almost in a state of nervous prostration. 

Towards the end of the journey he had heard something 
being said about doing a loop, and had objected that he was 
not strapped in,—as per recent Air Ministry regulations on 
joy-ride machines. He was told to hold onto his seat, which 
he did throughout the three loops. And when he landed 
he found that his seat was an ordinary chair resting on the 
floor,—not fastened to it. 


DOPE. 

The following letter, which has been received by Cellon 
(Richmond) Ltd., from D. Napier and Son, Ltd., is of in- 
terest :— 

Dear Sirs,—With reference to your letter of the 24th inst., we have 
now had an opportunity of looking at the Napier Lion engines which 
were fitted to the Fairey machines recently completing the flight 
from Cairo to Cape Town then back to Cairo and on to England. 

These engines have flown without change a total distance of 14,000 
miles each, they have been through tropical heat, rain and sand- 
storms, and despite the varying temperatures through which they 
have had to work the ‘‘Cerric’”’ IT.acquer looks as good as en 
the day they started. 

(S¢gd.) F. H. Jones, Publicity Manager. 
RECEIVERSHIPS. 

HASTBOURNE AVIATION Co. T.tD.—G. W. Plummer, of 127, Terminus 

Road, Eastbourne, ceased to act as Receiver on June 16, 10926. 
MORTGAGES AND CHARGES. 

Licut PLANES (LANCASHIRE) IL/rp.—Agreement to issue debenture 
dated’ June 2, 1926, to secure not more than £2,000, charged on such 
of the Company’s property, present and future, as may have been or 
may be purchased with money supplied by the President of the Air 
Council or with money 1eceived by virtue of any insurance (other 
than third party or Employers’ Liability Insurance) effected by the 
Company, and all money to be received by the Company by virtue of 
any such insurance until the same shall have been laid out by the 
Company in making good the loss or damage in respect of which it 
is received. 

Holder: President of the Air Council. 
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PERSONAL NOTICES. 


DEATHS. 

ANDERSON.—On June 29, at Abu Sueir, Egypt, as the result of 
a flying accident, Noel Jardin Anderson, Pit. Off., R.A.F. 

Mr. Anderson was a son of the Rev. Robert Anderson, of Richview 
Presbyterian Church, Belfast, and was educated at Campbell College, 
Belfast. He joined the R.A.F. in January last with a S.S. comn. 

CROSS.—On June 209, at Westgate-on-Sea, Tieut. John Cross, late 
srd_ Batt., Royal West Kent Regt. and R.F.C., aged 38 years. 

GREGG.—On June 29, at Abu Sueir, Egypt, as the result of a 
flying accident, L-AC. Edward Ernest Gregg, R.A.F. 


MARRIAGE 
BISHOP—HOWESON.—The marriage has taken place recently 
between Lt.-Col. A. C. Bishop, late Berkshire Yeomanry and R.A.F., to 
Guida, widow of Mr. Oscar Howeson. 


FORTHCOMING MARRIAGES. 

BROWN—WIDDOWSON.—The engagement is announced, and _ the 
marriage will shortly take place, between Flt. Lt. Leslie O. Brown, 
D.S.c., A.F.C., son of the late Mr. TIT. A. Brown, of Durban, South 
Africa, and Phyllis Mary, only child of the late Mr. IT. G. Widdowson 
and of Mrs. Sneath, of Helpringham, Lincolnshire. 

BURNS—SHEPHERD.—An engagement is announced between Fric 
Scott Burns, R.A.F., younger ‘son of the Rev. James Burns, M.A., and 
Mrs. Burns, of Iondon, and Kathleen Louise, younger daughter of 
Mr. and Mrs. Ernest Shepherd, of Nether Grange, Burntisland, Fife. 

FIEILD—WILSON.—The engagement is announced between Francis 
Walter Field, R.A.F., second son of the Rev. and Mrs. W. P. G. 
Field, of Brattleby Rectory, Lincoln, and formerly of Christ Church, 
Yokohama, and Kathleen Rose Ekstrand, elder daughter of Mr. and 
Mrs. John D. W. Wilson, London, formerly of Rangoon. 

LOWIS—KENNEDY.—The engagement is announced between 
Lt.-Cdr. Geoffrey Lyttelton Lowis, A.F.C., R.N. (retired), elder sur- 
viving son of the late John J.owis, Government Advocate, Rangooii, 
and of Mrs. Lowis, of the White House, Fawkham, Kent, and 
Lallie Lee, only daughter of Mr. and Mrs. Walter Gardner Kennedy, 
of 90, The Fenway, Boston, U.S.A. 

WALKER—FEILDING.—A marriage is arranged, and will take 
place at the end of July, between Mr. KE. G. Sherbrooke Walker, 
M.C., late R.A.F., son of the Rev. and Mrs. G. Sherbrooke Walker, 
of March, Cambridgeshire, and I.ady Bettie Feilding, daughter of the 
Earl of Denbigh, of Newnham Paddox, Rugby. 

BIRTHS. 

RIDLEY.—On June 26, at 55, I.ancaster Gate, Hyde Park, to Naida 
(née McAlpine), wife of Sq. Idr. Claude Alward Ridley, D.S.O., 
M.C., R.A.F.—a son. 

TEDDER.—On July 4, at :7, Bloomfield Road, N.6, to Wing Cdr. and 
Mrs. A. W. Tedde1—a son. 
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Scintilla Magnetos were fitted to the Pepe cone 


engines of the aeroplan with which Lieut.- RICHMOND, SURREY. 
Commander Byrd crossed the North Pole. 


World Flight of Colonel de Pinedo; 
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MISCELLANEOUS ADVERTISEMENTS. 


FOR SALE. | PATENTS. 

1 h.p PETROLMOTOR. CASTINGS, with cylinder bored, The Proprietors of British Patent No. 165086 for ‘‘ Inprove- 
os. od. per set. Catalogue 3d. Butler’s Stores, Littleover, | ments in or relating to Means _for Controlling the 
Decor = : Carburettors of Internal Combustion Engines ” are prepared 
esata to dispose of their Rights under this Patent. Communica 
SITUATION VACANT tions please address to Dicker and Pollak, Chartered Patent 
CHIEE INSPECTOR WANTED for well-known Aircraft ae a Sp ae Fp cccuiviona =P 
Works. State full particulars and experience, also age and siesta aha £3 0) Ne oa 
Agents, Jessel Chambers, 88, Chancery Lane, London, W.C.2 


salary ; THE AEROPLANE, I ream’s | ~% ) 
er een \ AL Dg Telephone, Holborn 6393. Telegrams, “‘ Notions, London.” 


ST ES Se REMOVAL NOTICE. 

SITUATION WANTED. THE R. F. D. COMPANY beg to announce that they have 
CHILDREN’S NURSE offers services in return for passage to | now moved to new Works at 
Egypt; would remain; full knowledge language and country ; 17, STOKE ROAD, GUILDFORD, SURREY. 
suit unaccompanied family.—Write, Megerian, c/o Mrs. | ’Grams: Airships, Guildford, 
MeWilliams, Martinholts, West Barnes ane, New Malden, *Phone : 1289 Guildford. 
Surrey. Flotation Air Bags, Rope, Wire and Canvas Work. 
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“MY UNIFORM WAS MUCH ADMIRED JAVA ATION 


BY MY FELLOW OFFICERS,” ; 
The Oldest American Aeronautical Magazine. 


The above testimonial proves the value of going 
to a Tailor who knows, by personal experience. 


Arthur Ratcliffe, | THOS. W. A. RATCLIFFE & SON®, 


Published Weekly by 


Late Flying 4, NEW LONDON STREET, E.C.3 The Gardner Publishing Co. Inc., 
Instructo wv, R.A.F 22 Fourth Avenue, 
pean New York, U.S.A. 
“ILLUSTRIERTE FLUG-WOCHE.” LESTER D. GARDNER, 
A paper devoted to the promotion of aviation in the service of President 
German economical life and of the world traffic. ‘ 
‘TECHNICAL ARTICLES ON AIRCRAFT, AIRSHIPS, AERO ENGINES, AND a 
THE SUBSIDIARY INDUSTRIES, : r 
The best information organ of the German ‘Technical Aviation Press. Subscription Rates for England $6 a year. 


Each edition contains numerous photographs, constructional draw- 
ings and sketches of a technical nature ae all over the world. 
Annual Subscription, including postage Mk. 2 26 issues per anvuim., (‘If one wants ito know eae what is doing in American 
PUBLISHED BY DR. STEIN AND “KROL 1h, aviation, one reads ‘‘Aviation.”—C. G. G.] 
Leipzig-Schcenefeld, Germany, Schmidt-Ruehl Str., 36. 
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AL AIRWAYS 


The only British Airline to the Continent. Me 


PASSENGERS AND FREIGHT. Air Port of London, 
DAILY SERVICES CROYDON. 
TO AND FROM THE CONTINENT. ‘Phone :—CROYDON 2046 (Six Lines). 
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(Scott.) 


at Hendon on Friday morning. On the left the Moth entered by Mr. Hope. In the middle Mr. Broad’s mount, 
entered by Sir Charles Wakefield, and on the right the machine flown by Mr. Sparks and entered by the Duke of 
Sutherland. 
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MARCONI WIRELESS APPARATUS ‘4 


Amundsen's flight in the airship Norge acrcss the North 


Pole and Major Franco’s aeroplane flight to South America 


have proved the immense value of Marconi wireless tele- 


graph and direction finding apparatus to long distance 
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Marcont’s Wireless Telegraph Co., Ltd., Marcont House, Strand, W.C.2. 
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THE START FOR THE KING’S CUP RACE.—The three first Moths (Cirrus engines) ready to start in the fog 
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Aircraft of all Types. 


V. RO Beda Cosel 

manufacture a range 

of machines which 
cover practically every flys 
ing requirement. Backed 
by an unequalled experi- 
ence in the manufacture 
of the world’s best aircraft, 
AVRO_~ machines are 
recognised as pre-eminent 
either for 
training pur- 
poses or for 
private or 
commercial 
use, 


A. V. ROE & Co., Ltd. 


are always. willing to 
design and manufacture 
machines for special pur- 
poses. heir works at 
Manchester and Hamble, 
equipped for the produc- 
tion of all types of aircraft, 
are at the service of 
clients. A descriptive cata- 
logue show- 
ing the range 
of AVRO 
machines 
will be sent 
on request. 


A. V. ROE & CO., LTD., Avro Works, Newton Heath, Manchester. 


London Office: 166, PICCADILLY, W.1. 


Experimental Works: 


HAMBLE, SOUTHAMPTON, 
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No outcome of a race could be more popular than was the 
winning of the King’s Cup by Hubert Broad’ on Saturday, 
July ro. For years Mr. Broad has been known by those who 
are really in touch with aviation to be one of the finest pilots 
in the World but he has never yet had the luck to win a 
really big competition. 

Twice he has been grievously disappointed in Schneider 
Trophy contests. He has done amazingly fine trans-Con- 
tinental flights, as for example his flights from London to 
Helsingfors and from London to Malta. He has been many 
times to Berlin, as well as to Prague, and several times to 
Spain. And in all these flights the remarkable feature has 
been his absolute consistency and punctuality. Also to him 
belongs the credit of having done the experimental night fly- 
ing on the London-Paris route with Mr. Biddlecombe. 

He has done all these flights without getting any publicity 
for them. On his merits he might well be a popular idol. 
But he is so quiet and retiring, and so well content to get 
on with his job and say nothing about it, that he is prac- 
tically unknown to the outside public. 

His performance on Friday and Saturday last definitely 
places him among the very first rank of pilots. These little 
light machines of comparatively low speed are naturally far 
more affected on a long flight by the wind than are big 
fast machines that simply plough through everything. Yet, 
as the table of lap times, so painstakingly prepared by Capt. 
Sayers, shows, Mr. Broad’s speed varied only, a matter of 
fifteen or twenty seconds over the various 200-mile and 
166-mile laps of the course, except for one lap of the Martle- 
sham-Cambridge course on which he lost ten minutes owing 
to one of the weights of his carburettor sticking. It was an 
astonishing exhibition of keeping a course. 

CiviI, AVIATION’S BENEFIT. 

The win is also of very great value to Civil Aviation. The 
Moth is precisely the type of machine which would popularise 
civilian flying if only it could be sold at about £400 instead of 
£800. It is the owner-pilot’s machine before anything else. 
It is cheap to run, easy to house and simple to maintain. 

If only the de Havilland Company could be sure of a 
market and could lay down an organisation for an output of 
a thousand Moths in a year, instead of having to put them 
through in half-dozens, they could be turned out at a price 
which would make them possible to hundreds of private 
owners. Besides which they would make possible the form- 
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ing of numbers of Flying Clubs to provide cheap flying for 
_sportsmen of moderate means. 

Almost exactly the same can be said of the Cirrus engine. 
Its design is as simple as the design of a Ford. But it has 
to be made of superfine material by superfine workmen, And 
being made in half-dozens instead of in hundreds its price 
is rather more than double what it ought to be if the price of 
the whole machine is to be got down to the private owner’s 
level. And the price is also double what it would be if the 
engine were made by the thousand. 

The particular Cirrus engine used by Mr. Broad was being 
run at a speed considerably over that at which the Cirrus type- 
test on the bench was done, yet it stood up perfectly to the 
flying test. During Friday night the engine was given a top 
overhaul just to make sure that everything was right. But 
everything was found to be in perfect order and the parts 
were merely put back again without anything being done to 
them. 

The fact that of the four standard-type Moths which started 
three finished the race and did over eighty miles an hour 
over courses which put them in every possible position to the 
quite strong wind which was blowing shows that the Moth is 
really a practical vehicle. Practically all the other so-called 
light aeroplanes which have ever been built have either been 
so slow that they have been useless for cross-country flying 
against a wind or else they have been designed so purely 
for speed that they would be dangerous for ordinary cross- 
country flying. The Moth has shown itself fast enough to 
compete with any ordinary wind and yet its landing speed 
is so low that it can be put down safely anywhere. 

ACCESSORIES TO THE Fact. 

Mr. Broad’s speed of ninety miles an hour throughout the 
1,400 miles of the race was done rather by his extraordinarily 
good course-keeping. than by any great excess of speed over 
the other machines. But one feels pretty sure that quite a 
high proportion of the difference was due to the fact that he 
was using a Fairey-Reed airscrew instead of an ordinary 
wooden screw. Although the Air Ministry experts appear 
even now not to be quite satisfied that the Reed airscrew is 
airworthy it has been proved beyond doubt here and on the 
Continent of Europe, as it was proved two or three years 
ago in the United States, that the Reed type of airscrew 
does defintely put several miles an hour onto the speed of any 
machine. And one imagines that on a very small low- 


Mr. Hubert Broad starting on Saturday on the De Havilland Moth (Cirrus engine, 27-60 h.p.), 
entered by Sir Charles Cheers Wakefield, Bart., M.P. - 
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STARTING AND STOPPING.—A Couple of studies of FIt. 
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Lt. Scholefield,on the Vickers Vixen, getting off and 


landing. 


powered machine like the Moth, where every little bit of 
head resistance tells so much, the advantage of having a 
Reed airscrew must be even greater than it would be on a 
bigger machine. 

Tur GIVER OF GIFTS, 

The particular Moth, G-KEBMO, flown by Mr. Broad, was 
the most noticeable machine in the race, as it was enamelled 
white with red letters on it. The beautiful enamel finish 
naturally prompted the local humorists to nickname it “ Sir 
Charles Wakefield’s Bath,” in recognition of the fact that 
the machine had been entered by Sir Charles Cheers Wake- 
field, our distinguished ex-Lord Mayor of Jondon, the founder 
of the great Castrol business. And of course the usual village 
idiot remarked as Mr. Broad crossed the finishing line, 
“Now we suppose Sir Charles cheers! ” 

There really was a feeling of genuine satisfaction on Sir 
Charles’ account. He has given so many prizes for aviation 
in the course of the last fifteen years that the Aero Club 
people seem to regard him as a sort of prize-mine of inex- 
haustible fertility. And so it is extremely pleasing to see 
Sir Charles actually winning a prize himself. One hopes that 
it may be only the precursor of many other prizes. 

Here one may mention that the beautiful white and red 
finish of the ‘‘ Bath’ was a Titanine product. It was a very 
effective and practical job. One recommends the colour- 
scheme to owner-pilots who want to get away from the un- 
pleasantly serviceable colours which have been adopted by all 
the flying clubs and schools. 

Incidentally the A.D.C. Martinsyde flown by Squadron- 
Leader Jones, which was third and also won a prize for the 
fastest time, was treated with Titanine dope. And while one 
is at it one may as well add that the winner used Pratt’s 
petrol and Castrol lubricants. Also, without troubling to 
verify the statement by telephone, one may add that the 


machine was fitted with Smith’s instruments and K.1L.G. 
plugs and B.T.H. magnetos. These winning and globe- 


trotting machines always are. It seems to be a habit. 


THE OTHER MOTHS. 

Hverybody was very sorry when Captain Geoffrey de 
Havilland was put out of action in the third lap on the first 
day. He came down near Chelmsford with a broken oil 
pipe. 

His machine was fitted with the first of the Mark II Cirrus 
engines, and was doing well over 100 miles an hour. ‘he 
engine had only been put into the machine the previous day 
and there had been no opportunity of giving the installation 


THE SECOND MAN HOME. 


The Vickers Vixen (Napier Lion engine, 450 h.p.), 


an extensive flying test to shake things into or out of place. 
The result was the broken pipe. And that reflects no dis- 
credit either on the Moth or on the engine. 

Mr. Hope’s trouble was apparently some obstruction in the 
petrol supply, but he was a pretty sick man on Friday, and, 
when he went off on his last lap very late in the day, one 
did not expect him to finish in time to be eligible to start 
on the Saturday. At any rate he had no real trouble with 
machine or engine. 

The two other men to finish, Mr. Sparks and Mr. 
McDonough, proved that the London Aeroplane Club and 
the Midland Aero Club respectively were wise in their choice 
of instructors. Hach was flying one of his Club’s Moths which 
has been used regularly both for training and for solo flying 
by members who have qualified for their certificates. 

The engines may perhaps have been specially overhauled for 
the race, but neither of them was faked in any way to get 
extra speed. The two pilots gave a splendid display of grit 
and’ determination and deserve to be congratulated on their 
performances. 

Also the London Aeroplane Club and the Midland Aero 
Club have done a service to sport by entering their machines. 
The Duke of Sutherland stood sponsor for the London 
machine and one was glad to see one’s old friend of 1910, 
Major Gilbert Dennison, not only as the entrant but as a very 
active assistant of the Birmingham machine. 

It was a pity that the other flying clubs did not do like- 
wise. But one hopes to see a regular Inter-Club flying meet- 
ing ere long. 

On the whole therefore the de Havilland Company and 
A.D.C. Aircraft Ltd. can claim that the Moth and the Cirrus 
engine have had a real triumph. And they both thoroughly 
deserve it, for those two firms had the energy and enter- 
prise and initiative to start out to develop precisely the type 
of machine which is really needed for Civil Aviation. Not 
only did they win the race but they have done a very great 
service to private flying. 


THE SECOND AND THIRD Homg. 


_ Very great credit is also due to the second man, Mr. 
Scholefield, and to his machine, the Vickers Vixen with 
Napier Ijion engine. As the time-table shows, his lap times 


were as close to one another as were those of Mr. Broad. 
The Vixen is a very big machine designed for long recon- 

naissances and general purposes, and is largely composed of 

duralumin. 


She does not strike one at first sight as being 
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piloted by Fit. Lt. Scholefield. 
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noe Royal Air Force Fairey machines each 
fitted with a single NAPIER Lion engine, 
under the command of Wing Commander 
C. W. H. Pulford, have flown from Cairo to 
Cape Town, back to Cairo and thence to 


England—14,000 miles each machine, i.e. 56,000 
miles in all. 


The whole flight was carried out in formation, 
the prearranged schedule being adhered to 
throughout. 


Although passing through tropical heat, rain and 
sand storms, on occasions leaving aerodromes 
over 6,000 feet above sea level, NO CHANGE 
OF ENGINE WAS MADE AND NO 
MECHANICAL TROUBLE EXPERIENCED. 


Mr. C. G. Colebrook, Aeronautical 
Correspondent of “The Times,’ writing on 
this flight on June 22nd, said :— 


“Both the machines and engines were perfectly standard equip- 
ment, such as are in everyday use in the Air Force, and I learned that 
neither in the case of machines nor engines have there been any 
replacements en route. The Napier Lions, which had run 56,000 
engine miles, had had no overhauls of any description, not even 
a top overhaul during the stay at Cape Town.” 
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King’s Cup Air Race won by De 
Havilland (Moth) 27-60 h.p. ‘‘Cirrus”’ 

engine, piloted by Capt. H. S. Broad, 
: entered by Sir Charles Wakefeld, Bart. 


24 Hours’ World’s Record made on 3-litre 


id class (Bentley car) sti// held on Pratts. 


Duke of York’s Trophy (Motor Boats) won 
by Miss M. B. Carstairs’ ‘‘ Newg” on Pratts. 
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RUNNING UP.—FIlt. Lt. Scholefield, who was runner-up 


anything in the way of a speed beast, but her time over the 
course shows that she is definitely fast. 

Moreover she is not by any means new. The same machine, 
G-EBIP, took part in the King’s Cup Race of two years ago— 
that which started from Martlesham Heath and finished at 
Lee-on-Solent. On that occasion, piloted by Mr. H. J. Payn, 
she covered the course at an average speed of 107 miles an 
hour, from which it would appear that her speed has been 
increased considerably since then. 

The Vixen has been sold in quite considerable numbers to 
certain foreign Powers and has given every satisfaction to 
the purchasers, so it is a good thing for British Aviation to 
see the original of the type put up such a good show in the 
King’s Cup Race. 

The third man, Sq. Ldr. Jones, on the Martinsyde A.D.C.1, 
who also did fastest time, proved himself to be a pilot of the 
first class. But he showed that when he put up fastest time 
in the King’s Cup Race on a Siskin two years ago. Also he 
proved that Mr. Handasyde’s late-in-the-War designs are still 
thoroughly up-to-date. 

AERO CLUB ORGANISATION. 

So far as the actual organisation of the race was concerned 
the practical side of it was thoroughly well done. Informa- 
tion from the turning points came in promptly and was trans- 
mitted quickly to the people there. Machines were on their 
marks in good time, and all that. But considered as an 
organised race meeting it was an absolute fiasco. 

Leaving out a few hundred people professionally concerned 
with aviation, and their immediate friends who had to pay for 
admission because they were not quite entitled to free passes, 
one does not believe that there were a hundred members of 
the general public present. No wonder that some jester re- 
ported that “ Both of the crowd had walked along to look at 
the score-board, but she didn’t seem to understand it.” 

If the late Richard T. Gates had had the opportunity of 
organising a race for a Cup presented by His Majesty the 
King he would have drawn a crowd to Hendon which would 
have made the organisers of the R.A.F. Pageant feel envious. 
With nothing more than the title ‘‘ The Aerial Derby ”’ he 
and Mr. Isaac used to draw the better part of 100,000 people 
to Hendon before the War in Igr4. 

WHat OucHT To Br. 

King’s Cup Day at Hendon ought to rival the Royal Hunt 
Cup Day at Ascot as a social attraction. And perhaps it will 
some day, if and when the Royal Aero Club is run by 
people who have a gift for attracting the public instead of 
repelling them. Why on earth the Committee does not drag 
Mr. Isaac away for a few days from his present occupation, 
whatever it may be, somewhat as Cincinnatus was dragged 
away from his plough-handles to save Rome, and get him to 
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Napier Lion engine of his Vickers Vixen before going ou t to the starting line. 
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to Mr. Broad in the Race, is here: seen running up the 


undertake the job of working the numbers and drawing a 
crowd, one cannot understand. 

The public are intensely interested in Aviation, as is shown 
hy the colossal crowds that go to the R.A.F. Pageant. And 
yet, with all the enthusiasm roused by the Pageant, only a 
week earlier, the Aero Club could only draw to Hendon fot 
the King’s Cup Race about one per thousand of the people 
who went to the R.A.F. show. If the whole thing had been 
tun by the Secrecy Department of the Air Ministry, it could 
not have been more successful in hiding itself from the pub- 
[heey 

Apart from nothing being done to attract the public, 
nothing was done to entertain the public if there had been 
any. It is true that machines were arriving off and on 
throughout both Friday and Saturday, but only those whc 
were very keen could work up the energy to go and follow 
the score board and try to visualise where the different com: 
netitors were on the course. During the first lap each day 
there was plenty doing, because the back markers were stil] 
waiting to start when the limit men were coming in at the 
end of the lap. But after midday on the second and thirc 
laps everybody was away together and there was nothing 
doing. 

It is true that on the Saturday afternoon some R.A.F 
fighting machines came over and did some rather pretty fly 
ing, but the Royal Aero Club ought not to depend on the 
charity and goodwill of the R.A.F. to entertain its specta 
tors. 

BRIGHTER AVIATION. 

The only bright spot in a couple of rather dull days wai 
the organisation on Saturday of an impromptu Handicap Rae 
over eight laps of approximately a three-mile course, will 
turning points on the top of Kingsbury Hill, round Hendo1 
Church and round the wind-sausage at the corner of thi 
Hendon sheds. 

It was really funny, and it provided the best flying tha 
one has seen since the beginning of the War. All kinds o 
queer things were dug out for it, or appeared from thi 
Upper Atmosphere. 

There was the Short Satellite, the cantilever monoplane witl 
the all-metal fuselage, commonly known as the “ Tin Bal 


loon,’’ which now belongs to the Seven Aero Club, flown b 
Vlg. Off. Boyes. There were two ordinary Moths flown Db: 
Mr. Kittel and Mr. Alan Butler. And there was Capt. di 


da 


Havilland’s own machine with the ‘‘ hotted-up ”’ Cirrus whiel 
had had its oil-pipe repaired. 

There was Air Commodore Weir’s D.H.51 with the Airdise: 
engine, flown by Colonel Sempill. There was Mr. Donoghue’ 
S.E.C.M.-Amiot side-by-side two-seater biplane with a His 


FASTEST TIME. 


Sq. Ldr. H. W. G. Jones, M.C., on the Martinsyde A.D.C.1 (Jaguar engine, 380 h.p.), starting 
on his last lap. 
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REAL FLYING AT HENDON.—Snapshots during the I mpromptu Handicap on Saturday. On the right are seen 
a D.H.9 and the Bristol Bloodhound. 


pano engine flown by Mr. Charles Barnard of the de Havil- 
land Company. 

There were two S.Es. belonging to the Skywriting Corpora- 
tion, complete with smoke pipes. They were flown by Mr. 
F. l.. Barnard of Imperial Airways and by Mr. ‘ Dopey ”’ 
Lingham of the Skywriters, and they gave a most hair-raising 
display, taking the corner over the sheds vertically either 
wing-tip to wing-tip or one with his wheels apparently on the 
top of the other one’s upper plane. Having flown sedately 
with Mr. Barnard recently in a W.1o one was horrified at his 
exhibition of race flying. 

There was a D.H.9 with a Jaguar engine flown by Mr. White. 

There was the old Sopwith Swallow, built for the late 
Harry Hawker and flown by Mr. Dudley Watt in his usual 
hair-raising but indubitably skilful manner. There was a 
Renault-engined Avro belonging to the Marconi Company and 
flown by Mr. B. Youell. There was a D.H.51a flown by Mr. 
Ritchie. There was a D.H.9 with a Puma engine, flown by 
Nik ecvie: 

THE CAIRO CREW. 

Last but not least there was the Bristol Bloodhound, which 
was about the most sporting effort of the lot. On Saturday 
she was proceeding peacefully on her way back from Cairc 
to Bristol after showing that it was possible to get to Cairo 
in two days. When they landed at Croydon Colonel Minchin 
and Mr. Mayer, having started from Dijon that morning, 
heard that there was some sort of a ‘‘ do” on at Hendon 
and flew over to have a look at it. Thereupon they were lured 
to take part in the race. 


The Bloodhound is not fast, she is really an excellent tour- 
ing machine used to demonstrate the remarkable qualities of 
the Jupiter VI. But she behaved beautifully, and she took 
her corners like a scout. 

he engine was exactly as it had started on the Cairo 
journey a week or so ago, and had all the seals intact, show- 
ing that nothing had been moved except sparking plugs. 
No doubt it was quite improper for the machine to come 
to Hendon and disport herself in this way, but it was really 
a very good thing that she did, for it gave quite a lot of 
people connected with aviation a chance which they would 
not otherwise have had to seeing the machine and its histori¢ 
engine. 

Incidentally one learned that the only reason why the Blood- 
hound did not get to Cairo in two days was because, after 
getting to Brindisi in a day, some over-zealous Italian officials 
or other put a whole lot of obstacles in the way of her de- 
parture the following morning. ‘The result was that she was 
an hour and a-half late in starting. Then when she got te 
Sollum on the African coast there was nobody on the spot to 
help with the re-fuelling, so Col. Minchin and Mr. Mayer 
had to do the whole job themselves out of the ordinary petrol 
cans, besides wasting a lot of time looking for somebody who 
ought to have been in charge of the landing ground. 

That meant a delay of pretty well another couple of hours, 
so that instead of getting to Cairo before dark they were 
overtaken by darkness while still crossing desert country and 
had to find their way down in the main street of an Arab 
town. Still, the whole thing was a fine sporting effort, and 
one is certain that with a machine built for the job the Jupiter 


ACCELERATION. 


Capt. Geoffrey de Havilland’s own Moth with the “ hotted-up ’’ Cirrus engine, known officially 
as the Cirrus Mark II. 
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THE H. G. HAWKER ENGINEERING CO., 


Designers and Constructors to H.M. 
Air Ministry and Foreign Governments. 
Specialists in Military Aircraft. 


THE HAWKER HERON METAL FIGHTER. 


(Aeroplane Photograph.) 
HAWKER HORSLEY (ROLLS-ROYCE CONDOR). 


Works: Kingston, Surrey. ) Lai is = Phone: Kingston 1988. 


Aerodrome : Brooklands, Surrey. yi. Grams: Hawker, Kingston. 
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TWO MIDDLE-MARKERS.—The Vickers Vixen, flown by Flt. Lt. Scholefield, and the D.H.37, flown by Mr, Alan 
Butler, which started off the middle mark, half-way between the limit men on the Moths and the scratch man on 
the Bristol. 


could quite easily beat the famous French flight from Paris 
to Basra non-stop. 

The results were that Mr. Boyes won the first heat, with 
Col. Sempill 2nd and Capt. de Havilland 3rd. In the second 
heat, Mr. Lingham was ist, with Mr. F. Ll. Barnard and 
and Mr. Ritchie 3rd. And in the final Mr. Boyes won from 
Col. Sempill and Mr. Lingham. 

This Saturday afternoon’s race showed that our pilots have 
lost none of their skill and that with proper organisation a 
sace meeting at Hendon could be made just as attractive as 
ever it was in the days of Richard Gates. Still, of course, 
preaching to the Aero Club about organising race meetings 1s 
merely flogging a dead horse. 

We shall probably go on as we are with these long-drawn- 
out rather boring shows which repel the public when bre 
ought to attract. The really attractive performances will | 
put up probably a year or two hence by the Light Nempalane 
Clubs when they organise their own At Home days without 
assistance from the Royal Club. 

THOSE WHOSE LUCK WAS OUT. 

The King’s Cup Race of 1926 ought to have taught us some 
few useful lessons. At first sight it seems lamentable that 
out of fourteen starters only five should survive through two 
ok flying ee over 1,400 miles. 

-eople may be inclined to wonder how it is that aeroplanes 
W hich are guaranteed airworthy by the Air Ministry and en- 
gines which have passed the Air Ministry’s searching type- 
tests, should let their pilots down after flying for only a few 
hours and covering only a few hundred miles. Therefore it 
seems well to c atalogue as accurately as possible the causes 
of failure of nine out of the fourteen who started. Let us 
therefore take them strictly in order :— 

(A) Mr. Hope had no trouble with his engine or machine 
After the second circuit on Friday he said that he had had 
to come down owing to grit in his petrol supply. Also he 
had been very air sick. He started gamely on the third cir- 
cuit very late in the day and apparently was unable to get 
round in time to finish at closing time, which was 22.00 hours. 

(B) Captain de Havilland did two circuits at high speed, 
but broke an oil pipe shortly after leaving Hendon on his 
third circuit. He came down somewhere near Chelmsford, 
made a temporary repair of his oil pipe and flew back to 
Hendon. By that time, of course, it was too late for him 
to aaa with the race, so he retired. 

C) The Master of Sempill also came back shortly after 
Le his third circuit. The arm which carried one of the 
valve rockers on the rearmost cylinder on the port side of his 
engine carried away and the whole mechanism including the 
rocker and the push rod fell overboard, cutting the fabric of 


THE TWINS 


S.—Mr. Frank Courtney and Mr, Perry starting on the two Nimbus: Martinsydes 


the lower wing, but otherwise doing no damage. He brought 
the machine home on seven cylinders and it was repaired and 
flying again by next morning. 

(D) Fit. Lt. Comper was brought down by some cause 
which one has not yet learned, and landed in a cornfield near 
Duxford, where his machine turned over and damaged_ its 
nose. Everybody was particularly sorry about this, because 
the Cranwell Aero Club is composed of enthusiasts who are 
by no means wealthy, and one believes that the machine was 
not even insured. Entering it at all was a very fine sport- 
ing effort and one hopes that the damage was comparatively 
slight. 

(—) Mr. Alan Butler was brought down in his first circuit 
near Northleach cn the Cotswolds between Cheltenham and 
Oxford. The aluminium casting which forms the intake pipe 
of his engine fractured in some mysterious way and made 2 
hole in itself into which, as he said, one could put one’s 
fist. The broken pieces of aluminium were apparently sucka 
into the engine where they must have jammed inlet valves 
and all kinds of things. It was a most extraordinary happen- 
ing, for one has never in one’s life heard of an intake pipe 
collapsing inwards. The Nimbus engine has proved itself 
shops eae reliable as well as powerful and probably all 
future Nimbi will fly for years without such a thing ever 
happening again. The only possible explanation seems to 
have been an undetectable flaw in the casting. 

(F) Mr. Frank Courtney was also brought down in his first 
circuit through a valve-guide seizing, with the result that 
the valve stem and tappet and other things were somewhat 
dislocated. He landed safely on Duxford aerodrome and no 
damage whatever was done to the machine. 

(G) Mr. Barnard came down on the old R.F.C. Aerodrome, 
at Oxford, the Port Meadow, because he could not keep his 
petrol pressure going. When he started on his last circuit 
on Friday there was some doubt about the pressure and it 
was reported that the pump or release valve or something 
kad run dry of oil and consequently the air pressure was leak- 
ing out. The whole system was thoroughly lubricated, and 
when he started apparently all was well. But the trouble 
must have been something more serious than was then 
imagined. Mr. Barnard did all he could with the hand 
pump to keep up the pressure but when the gravity supply 
ran out he was unable to keep going on the pressure supply. 
Fortunately he reached the Port Meadow and did not have 
to land anywhere in the broken country to the westward, as 
he might have had some difficulty owing to the high landing 
speed of the Badminton, 

Still the Jupiter engine did its job perfectly, and the forced 
landing had nothing whatever to do with either the engine 


(A.D.C. Nimbus en- 


gines, 330 h.p.). 
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MOTHS 


FOR THE IRISH FREE STATE 
AIR FORCE 


= 


The de Havilland ‘‘Moth” has been 
q selected by the Irish Government for 
the training of Cadets and Officers of the 
Free State Air Force. 


The reliability, perfect controllability, 
q economical running and ease of main- 
tenance of the Moth recommend it as 
outstandingly the finest aeroplane for the 
instruction of military or civil pupils. 


q The illustration below depicts a batch 
of Moths at Stag Lane Aerodrome 
ready for delivery by air to Ireland. 


THE 
DE HAVILLAND AIRCRAFT 
CO. Lib: 
Stag Lane Aerodrome, Edgware, Middlesex. 


Telephone: Colindale 6160. Telegrams : ‘¢ Havilland, Edgware.” 
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THE RACE FOR 


THE 
KING’S CUP 


WON BY 


| Capt. H. S. BROAD, A.F.C. 
ON A 


DE HAVILLAND 


MOTH 


AT A SPEED OF 


90- 4 M.P.H. 


THE DE HAVILLAND “ MOTH ”’ 
TWO-SEATER LIGHT AEROPLANE, 


Four Cylinder Atr Cooled Engine 
with Dual Ignition. 


Dual Control. 


Folding Wings. 


Hand Starter in Cockpit. 


Rubber in Compression 
Undercarriage. 


Luggage Compartment. 


RANGE: 3% Hours. 


PETROL CONSUMPTION : 
20 miles per gallon. 


SPEED RANGE: 40-90 m.p.h. 


AEROBATIC CERTIFICATE 
OF AIRWORTHINESS. 
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AN IMPRESSION. 


or the actual aeroplane itself. It was in fact a case very 
similer to that of Capt. de Havilland, namely completing ‘a 
machine in a hurry for a race and not having time in which 
to fly it enough to shake things into or out of position. 

The two remaining failures occurred on the Saturday. 

(H) Sir Quentin Brand on the Parnall Plover was appart- 
ently the victim of official carelessness. When he started on 
his second circuit on Saturday morning his. machine started 
throwing out quantities of petrol. Apparently the official 
whose job it was to examine his petrol tank forgot to replace 
the filler cap and as soon as the machine got going it 
sprayed petrol all over the aerodrome. Fortunately it did 
not catch fire as it might well have done if the machine had 
had a long exhaust pipe. Sir Quentin Brand stopped and 
replaced the filler cap but did not replace the lost petrol. aie 
result was that he ran short of petrol and had to land in 
Essex. 

(I) The last victim of mischance was Mr. Perry who after 
doing two circuits on Saturday was forced down near Col- 
chester. He got his Martinsyde down into a very small field, 
put the trouble right, got his engine going and then found 
that the field was too small for him to get out. 

RACING STRAINS. 

Thus it may be seen that although there was so many 
failures very few of them were due to anything which could 
have been discovered on the test-bench. Searching as are the 
Air Ministry type-tests for engines, the actual full-power run 
during the tests only amounts to about an hour or so, most 
of the running being done at about go per cent. full power. 

In a race such as that for the King’s Cup practically all 
the engines are run at considerably more revolutions per 
mainute than is allowed even for their full-power tests. For 
example, Mr. Broad’s Cirrus was doing 2,000 r.p.m., whereas 
the normal full-power revs. were about 1,800. 

Also there is the fact that an engine running on a solid 


Sir Quentin Brand starting ‘on the Parnall Plover ( 
- steel test-bed, 
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Jupiter engine, 450 h.p.). _ 
and driving a dynamometer is not subjected 
to such Vibration as it is when fitted to such a flexible edifice 
as an aeroplane and when driving an ordinary airscrew under 
ordinary flying conditions. 

Moreover no kind of ground test will ever find out minor 
initial defects in the actual installation of the power-plant such 
as cause broken petrol pipes and pressure leaks and other 
minor troubles. Therefore on the whole there seems to be 


- a reasonable excuse for such failures as did occur. 


THE RACE. 

Apart from these matters there seems to be no need to 
describe the actual race itself in detail. 

The start was Gelayed for 2 hours and 10 minutes on Fri- 
day morning by ground mist. Thames Valley fog raised by 
the morning sun was blown across the North of London by 
the prevailing West wind and though the air was quite clear 
in London itself there was first of all ground fog and then 
low clouds up till 09.30 hours. 

Mr. Alan Butler went on a voyage of exploration out be- 
yond Watford at about that hour, and reported that though 
the clouds were low it was possible to get round them all 
right. And reports from Coventry and Cheltenham said _ that 
the air was quite clear. At the same time reports from Cran- 
well said that there was a fog there. ; 

Consequently the Committee of the Royal Aero Club did 
in fact make a last alteration in the course actually on the 
starting line, as THE AEROPLANE jokingly suggested last week 
that they would do. And they were quite justified. 

Instead of doing the Martlesham—Cambridge circuit first 
the competitors were sent off on the Coventry—Cheltenham 
circuit. By the time they had returned to Hendon the 
Martlesham—Cambridge circuit was clear of low cloud, so 
they did that circuit twice and then finished on the Coventry 
—Cheltenham circuit according to programme. 

On Saturday, the weather being fine in the morning, the 


HE MOST SPORTING 
EFFORT.—Fit. Lt. Comper on 
the Cranwell Monoplane 


C.L.A.3 (Bristol Cherub engine, 
35 h.p.) getting ready to start, 
and starting, from Hendon on 


Friday. 


ESR 
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HE Boulton 

& Paul Bugle 
with Napier Lion 
Engines. Entirely 
of Metal 


Construction. 


The Boulton & Paul Bugle in combat. 


Boulton ¢Paul L's 


T ram ele on 
BOULTON Norwich NORWICH nor;wiciseieins 
LONDON OFFICE 135-137 QUEEN VICTORIA ST. EC 
Telegrams Boutique Cent London Telephone 4642 Cent 


Contractors to. the Air Ministry, etc. 
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AFTER THE FINISH. 


competitors followed the original scheme, doing the Martle- 
sham—Cambridge circuit first and then the Coventry— 
Cheltenham circuit. 

Quite a good deal of credit is due to the Meteorological De- 
partment at the Air Ministry. Mr. Entwistle, who became 
known during the Itford Meeting as the Gust-Guesser, 
prophesied the weather with unholy accuracy. Mr. Barnard 
and Mr. Broad were particularly enthusiastic about his fore- 
casts, in which he was aided and abetted by Mr. Deane, who 
operated at Hendon. By using their forecasts, Mr. Broad 
was able to use the wind to the best advantage, flying high or 
low as best suited his purpose. And Mr. Barnard, until he 
came to grief, was actually able to make his average speed 
over the ground three miles an hour faster over the tri- 
angular course than his maximum air speed. 

Taking it all round probably quite a good deal of useful 
information was gained by people in the Aircraft Industry 
from the King’s Cup Race. But, quite apart from its abject 
failure as a social function, as compared with the important 
Cup and Trophy events in other forms of sport, it was nothing 
in the least like what a King’s Cup Race ought to be. 

The only actually new machine in the race was Mr. 
Barnard’s Bristol Badminton. And even that is not claimed 
to be a pure racing machine. Captain Barnwell, the de- 
signer, describes it as a flying test-bed for the Jupiter en- 
gine It is merely intended to take a Jupiter through the air 
fast enough to learn something about what Jupiters do at high 
air speeds. All the same it is quite fast, and it is a beauti- 
ful piece of work, like all Bristol products. 

All the other machines were quite well-known types, and 
some of them, such as those flown by Mr. Butler and Colonel 
Sempill, are by now genuine antiques, setting aside the three 
modified Martinsydes of which the basis is still older. 

WHat OucuHtT To BE. 

To be worthy of the giver the King’s Cup Race ought to be 
the greatest International event in the World. It ought to be 
more important than the Gordon-Bennett Cup or the Deutsch 
Cup ever was. It ought to draw foreign aeroplanes to this 
country just as the Derby or the St. Leger draw foreign 
horses. And even if the Royal Aero Club choose to confine 
it to British aeroplanes and engines, it still ought to produce 
new machines fresh and fresh every year. 

Of course, one realises perfectly well that in the present 
state of the Aircraft Industry the aircraft firms cannot afford 
to build genuine racing: machines year by year. And unfor- 
tunately there are no sportsmen in this country who will pay 
even £5,000 or £10,000 to have a racing machine built for 


Mr. Broad taxying in after winning the King’s Cup. 
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them though there are dozens who think nothing of giving 
£10,000 or £20,000 for a horse. 

Possibly. when Sir Samuel Hoare and his successors have 
succeeded in making the British Nation air-minded the win- 
ning of the King’s Cup will carry with it such prestige as 
does winning the Derby. 

A SUGGESTION. 

In the meantime, something might be done about it. For 
example, as one stated in this paper last week, we have in 
this country at, least three machines which, each in its own 
circle, is believed to be the fastest single-seat fighter in the 
World. ‘There is no earthly reason, other than the attitude 
of somebody or another at the Air Ministry, why the Firefly 
and the Avenger and the Hornbill should not have been flying 
in the King’s Cup Race. 

All those machines are designed as Service fighters, and 
consequently have a reasonable landing speed. At any rate 
any of them can be put on the ground at somewhere about 
fifty miles an hour and are safe to fly across country. 

If the Aero Club has any hopes of making a success of the 
King’s Cup Race next year, it ought at once to negotiate with 
the Air Ministry in the hopes of getting permission for manu- 
facturers to enter their very latest single-seat and two-seat 
fighters in the King’s Cup Race next year. 

And just in case any firm does summon up the courage and 
finance to build and enter a genuine racing machine for next 
year one of the first acts of the Club ought to be to publish 
a regulation to the effect that every competing machine must 
prove its ability to land at not more than fifty miles an hour. 
That is how the Americans have developed their high-speed 
racing nrachines. 

Pursuit ships may be as fast as they like. But they must 
land at a reasonable speed. And one of the best ways of 
securing safety first in flying is to insist on a low landing 
speed. 

If all these wonderful record breakers which are supposed to 
be a-building in this country at present under the encourage- 
ment of the Air Ministry—who refused to help us to com- 
pete for the Schneider Trophy this year—are actually built 
by next year, they should certainly all be flown in the King’s 
Cup Race. With these as a leading attraction and with a 
little intelligence in working the Press, and some effort to 
make the time of waiting at the aerodrome attractive, we may 
have quite a good King’s Cup Race next year even though we 
have it all to ourselves, and even though the only great 
International Classic Trophy has been won for ever by 
America.—c. G. G. 


AFTER THE FINISH.—FIt. Lt. Scholefield taxying in after flying a close Second in the King’s Cup Race. 
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CThe- 
KINGS CUP 
AIR /RACE 


| St Capt. H. S. BROAD. 
@ 


De eee bu “ Moth,” 27-60 h.p. “ Cirrus ” Engine. 
Entrant) .- Sir CHARLES C. WAKEFIELD, Bart. 


nd Mr. E. R. C. SCHOLEFIELD. 
4 


Vickers......... ..““ Vixen,” 450 h.p. Napier “Lion” Engine. 
TEMECAT CECE ee sk Mr. DOUGLAS VICKERS. 


1q Sa. Ldr. H. W. G. JONES. 
4 Martinsyde ...A.D.C.1, 385 h.p. Mark IIIA. Armstrong- 


Siddeley “Jaguar ” Engine. 
Entrant 200.0010 POS OP DBD OOO EOD DOOMUO Cera Lt.-Col. M. O. DARBY. 
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——all used, as did the 
winners of every previous 
KING'S CUP AIR RACE, 
standard grades of 
“WAKEFIELD 


¥ ta} 
aa 


ao noror on 
obtainable at any Garage 


C. C. WAKEFIELD & CO. LTD.. 
A.l-British Firm. Specialists in Motor Lubrication. 
Wakefield House, Cheapside, 
LONDON, E.C.2. 
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TIMES AND SPEEDS IN THE KING’S CUP RACE. 


FRIDAY. 
| Ist Lap, Coventry- |2nd Lap, Martlesham 3rd Lap, Martlesham| 4th Lap, Coventry— Whole day, 
| Cheltenham, 206 m.| -Cambridge, i164 m. -Cambridge, 164 m.| Cheltenham, 206m. 740 m. 
Machine| Time. Time. Time. Time. Time. 

Pilots G-EB | u. mM. s. \M.P.H.|. H. M. S. [MP.H.| BS M.,S. |M.P-H.| H. M. S.- |M.P-E) gt Ms S. .M Pag 
Sparks -LI 2 - 25—33 84.8 2—0—41 | 81.6 2=0 33 81.8 2—28—0 83.8 8— 54—47 83 0. 
Hope -ME 9—14—44 .| 91.7| 1+48-32 | 90.6-| 2—18-14 | 71:8 — — - 

Broad -MO 2—14—19 92.1 1—48—41 90.5 | 1- 58—59 82.8 2—l4—42 92.0 8—16. 47 89.3. 
McDonough -LW 2—37 — 38 18.5.) 22-90 76.9 |° 1=59—57 82.6 2—31—36 81.6 9-17—8 79.7 
de Havilland ...| -NO 2—6—6 98.0 1—45—50 93.0 | — — _ — — 
Sempill... 7 @) 1—59—13 | 103.6 1—37—35_ |100:8 _ — _ = _ came 
Comper ... -MC 2—22—47 86.6 — — — _ — = — = 
Scholefield -IP 1—26—13 /| 143.8 1—9 32 141:5) 1I—9- 37 141.4 1—27—11 142 5—12-—-33 142 
Courtney -OL 1—26—58 | 142.4 — — — -— os -— — 
Perry : -OJ 1—27—41 141.8 110 AS a LSS Oye 138.6 1—31—6 1353 5—°2—6 137.9: 
Jones -KL 1—20—-8 154.2 1—6—17 148.4 1- 4-16 153.0 1—20—21 153.8 4—51—2 152.6 
Brand -ON 1—25—57 | 150.6 1—13—43 11134.0°)" 1—7—8 138.0 1—24—28 | 152.2 5—3—11 146.5 
Barnatd -MK 1—13-—8 161.6 | O0—59 54 164.3 0—59 —7 168.5 — — — - — 


a CS 


Saw) GR Ne he 
‘1st Lap, Martlesham|2nd Lap, Coventry—|3rd Lap, Martlesham)| 4th Lap,Coventry— Whole day, 
|-Cambridge, 164 m./Cheltenham, 206 m. —Cambridge, 164 m.|\Cheltenham, 206 m. 740 m. 
| | Time ' Time ‘Lime ‘Lime Time 
Pilot. Machine H.M.S. |M.P.H.| H. M.S. |M.PH| H. M. S. |[M.PH| EH. M. S. |M.PHy H. M.S. - 9) Mamas 
Sparks aie Lt 1-57—2 84.0 | 2-33 - 59 80.6 1- 56 - 56 84.0| 2—35—3 822619 2-3-0 81.9 
Broadaee. ..| -MO 1—48—32 | 91.6 D Al4=-130 4294 1—48— 48 91.0; 2—14—20 92.0} 8—5—53 91.8 
McDonough wall = 1L,W. 1—58—12 | 83.3 2—27- 26 83.9 | 1—58—48 82.8); 2—31—32 82.0| 8—55- 58 82.9 
Scholefield -IP 1—9 53 140.6), 1—26) 238 7143.2) 1923 141-835 126-212 143.4; 5--11-- 51 142.5 
Perry -QOJ.* | "121269 9135.9 4 1-29-74) 138.8) = i= oe = sie = 
Jones ... Dole UO E, 1—6—-57 147.0 | 1—20—39 | 153.4 | 1—5--22 | 150.5 1—20—29 | 153.6| 4--53—27 151.3 
| | | | 


Total Times and Speeds. 
1,480 miles. 


ee 


Pilot | Machine H. M.S. |) M.-P. 
Sparks ... a =a oa a 5 07 17-57-47 82.4 
Broad... oF os Aig SINEO 16-22-40 | 90.5 
McDonougu ee SOs 1813-6 > |) 6812 
Scholefield -IP 10-24-24 142.2 
Jones -KI, 9-44-29 | 151.9 


THE KING’S CUP COMPETITION. 
Hereafter follow a complete list of the machines which 
actually started in the -King’s Cup Race, together with the 
names of their pilots and entrants, and the make and alleged 


power of their engines. 


Vickers Vixen, 450 h.p. Napier Lion. 
Pilot Mr. B. R. C. Scholefield.) 


Vickers. 


Fourteen started and 


Nimbus-Martinsyde, 300-330 h.p. Nimbus. 


J. Barrett-Lennard. 


Martinsyde-A.D.C.1, 


Siddeley Jaguar. 
Mifebe, VEE, WW. ME 


Weir. 


land. Pilot Capt. G. de Havilland.) 

D.H. Moth, 27/60 h.p. Cirrus. (Entrant Sir Charles C. 
Wakefield, Bart. Pilot Mr. H. S. Broad.) 

D.H. Moth, 27/60 h.p. Cirrus. (Entrant His Grace The 


Duke of Sutherland. 


28c 
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Pilot Mr. Frank Courtney.) 


h.p. Mark It 


(Entrant Lt.-Col. M. O. Darby. 
5. Jones.) 
D.H.51, 120 h.p. Airdisco. 


Pilot Min Ps Go Wi Sparkss) 


Nimbus-Martinsyde, 300/330 h.p. Nimbus. 


Col. M. O. Darby. 


h.p- 
>. Butler.) 


D.H. Moth, 27/60 hap. Cirrus: 


Pilot eee Perry.) 
Cranwell Monoplane C.L.A.3, 33 h.p. Bristol Cherub. 
trant Sq. Ldr. W. Thomas. 
Deke yee oof sete 
Pilot Mr. A. § 


Nimbus. (Entrant 


(Entrant Mr. Douglas 


(Entrant Air Commodore J. G 
Pilot Lt.-Col. The Master of Sempill.) 
Bristol Badminton, 450 h.p. Bristol Jupiter VI. 
Sir George Stanley White. 
D.H. Moth, 27/60 h.p. Cirrus. 


Pilot Mr. F. ly. Barnard.) 
(Entrant Capt. G. de Havil- 


Pilot Fit. Lt. N. Comper.) 


(Entrant Major Gilbert 


five finished :— 


(Entrant Col. 


A Armstrong- 


Pilot Sq. 


(Entrant 


(Entrant Lt.- 
(En- 


A. S. Butler. 


Dennison. Pilot Capt. W. G. McDonough.) 
‘D.H. Moth, 27/60 h.p. Cirrus. (Entrant W. I. Hope 
Pilot Mr. Waa es : THE PRESENTATION.—The Duke of Sutherland presenting 
Parnall | Plover, 450 h.p. Bristol Jupiter VI. (Entrant the King’s Cup to Mr. Broad, with Sir Frank McClean in the 
George G. Parnall. Pilot Sq. Ldr. Sir Christopher J. Q. 


Brand, D.S.O., M.C., D.F.C.) 


background, and Sir Sefton Brancker, in between, giving a 
benediction. 
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PROVED RELIABILITY 


ROLLS ROYCE 


WATER-COOLED AERO ENGINES 


BE PIR SE MAND” BESE LN 
THE WORLD 


SEVEN YEARS AGO Rolls-Royce Aero Engines in a Handley- 
Page Aeroplane flew from ENGLAND 
to INDIA (Karachi), (5,556 miles). 


SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew the NORTH AT- 
LANTIC (1,890 miles non-stop). 


SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew from ENGLAND 
to AUSTRALIA (11,500 miles). 


SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew from ENGLAND 
to SOUTH AFRICA (6,281 miles). 


FOUR YEARS AGO Rolls-Royce Aero Engines in a Fairey 
Seaplane flew across the SOUTH AT- 
LANTIC (3,800 miles). 


TWO YEARS AGO Rolls-Royce Aeto Engines in a Fairey 
Seaplane flew ROUND AUSTRALIA 
(9,800 miles). 


TWO YEARS AGO A Rolls-Royce Aero Engine in a Fokker 
Aeroplane flew from HOLLAND to the 

EAST INDIES (r0,000 miles). 
QNE YEAR AGO A: Rolls-Royce Aero Engine in a Handley- 
Page Aeroplane flew from BRUSSELS to 
the BELGIAN CONGO (5,084 miles). 
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roles ROYCE LIMITED 


14/15 CONDUIT STREET, LONDON, W.1 


Telegrams: Rolhead, Piccy, London Telephone: Mayfair 6040 (4 lines) 
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THE REVIVAL.—Mr. Alan Butler, Chairman of the De Havilland Co., starting on ‘ Lois,’’ which is in fact 


‘* Sylvia,’’ now equipped with a Nimbus engine, 330 h.p. 


HENDON HAVERINGS. 


The fourth annual race for the King’s Cup, has, as usual, 
caused some of the daily papers who are more concerned with 
net circulation figures and the issue of free life insurances 
than with accuracy and dignity, fairly to boil over with con- 
centrated hot air and aeronautical nonsense. After the R.A.F. 
Display, which is usually treated with very great respect by 
the daily press, which respect is no doubt due to the ex- 
cellent work done by the Air Ministry Press Section under 
Mr. C. P. Robertson, the King’s Cup Race seems to provide 
an opportunity for the ‘‘ air correspondents ”’ to get really 
going. 

Mr. F. lL. Barnard provided a wonderful line with his 
breathing apparatus, and to anyone who was not present at 
Hendon (and there were not many who were!) they would 
be forced to conclude that he was equipped with a complete 
deep-sea diving apparatus. 

To those who spent even only a portion of Friday at Hen- 
don, the following tit-bits from one paper alone will bring 
back refreshing memories. 

This (Friday) has been a day of thrills at Hendon as the struggle 
hour by hour waxed keener between the large and the small machines 
competing in the air race for the King’s Cup. 

The smallest machine competing was an 18 horse-power Cranwell 
monoplane, built by boys of the Cranwell Cadet College. Mr. W. L 
Hope, the pilot, had to descend near Oxford and his machine was 
damaged. 

A few paragraphs further down the same article we have,— 

A tiny monoplane flown by Flt. Lt. Comper looked too frail to attain 
a speed of twenty miles an hour, let alone 105, which he is said to be 
able to reach. 

The ‘‘ Boys’ at Cranwell should be delighted with this 
news. : 

Apropos Mr. Barnard, the report says :— 

There was a hush of expectancy as his great Bristol airplane was 
wheeled on to the ground.... As a mechanic turned the propeller 
Capt. Barnard put over his mouth a mask connected by an air 
tube with a special suprly of air. The vacuum created in the 
fuselagé by the speed at which he travels would suffocate him unless 
such a measure was adopted. 

Later on the report says :— 

The crowd (sic) on the aerodrome is highiy specialised. Women 
without glasses can recognise the make of an airplane which seems 


to be no more than a speck in the sky and can discuss the merits of 
the various types of machines. 

Now this is very disturbing news. If women without 
glasses can do his, then what, in Heaven’s name, are they 
going to do with glasses? 

Another paper refers to the Rev. Leslie Hamilton, and de- 
scribes Mr. Courtney as the “ Donoghue of the Skies,’”’ and 
the red and white Moth flown by Mr. Broad as the ‘‘ Honey- 
moon Express,’ and so on ad infinitum. 

Apart from the actual finish of the King’s Cup Race and 
the impromptu ‘handicap race got up on the Saturday after- 
noon, Hendon was rather a dull place. It was a pity that 
the short-distance race was not arranged before and publicly 
announced, as there can be no doubt that as a spectacle there 
has been nothing to compare with it in civil flying since the 
early Hendon days. 

The hurried preparations, the lack of printed information, 
suitable turning points, and racing numbers, detracted from 
the race somewhat. But the actual flying was exceedingly 
good. And judging from the general opinion of the crowd 
present, a properly organised race meeting, to include a 
iumber of short races round fairly close turning points 
should attract a good crowd. 

Unfortunately Hendon is now a Service aerodrome. So, 
although the feasibility of racing fairly high-powered 
machines round a small course has been demonstrated, there 
is no aerodrome near London suitable for the staging of an 
experimental meeting. 

[What about Stag Lane, which is a natural arena ?—ED.] 

The fight between Mr. Broad and Flt. Lt. Scholefield was 
the interesting feature of the King’s Cup Race. But nobody 
realised that so exciting a finish would result as it did in 
both machines coming into sight together, one chasing the 
other across the finishing line. 

There is no truth in the rnmour that Mr. Knight, Flt. Lt. 
Scholefield’s passenger, was armed with a blow-pipe and a 
bag of moth balls and that he could not get within shooting 
or blowing range in time. 

Both Mr. Broad and Flt. Lt. Scholefield flew a magnificent 
course and Sq. Ldr. Jones must have done some secret high- 
speed -pedalling to put up the fastest time. 
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A RECONSTRUCTION.—Mr. Alan Butler’s ‘‘ Lois,’’ late ‘‘ Sylvia,’ the D.H.37, now fitted with an A.D.C. Nimbus 


engine, 330 h.p. 
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GETTING READY TO GO. 
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—Mr. F. L. Barnard on the Scratch Mark on ihe Bristol 
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Badminton (Jupiter engine 


450 h.p.). 


Every credit goes to the A.D.C. Martinsyde-Jaguar and 
Sq. Ldr. Jones, who has now two King’s Cup fastest times 
to his credit. 

On the Friday, just before Col. the Master of Sempill 
took off on the D.H.s5r with Air Commodore Weir, the 
owner of the machine, in the front seat, volumes of smoke 
were seen to be coming out vf the passenger’s cockpit. Later 
it was explained that Air Commodore Weir was getting his 
pipe going. 

Soon after leaving the aerodrome Col. Sempill was seen 
to return to the aerodrome. At first it was thought that 
the Air Commodore’s pipe had gone out, and that he had 
returned for a match, but the sight of Col. Sempill stand- 
mig in front of the machine and sucking his fingers, clearly 
denoted that he had been trying to extract sooted plugs or 
something before blowing on the engine. 

Touching on fashions, ‘‘ balloon pants ’? seem to be going 
out of fashion, the double-breasted grey flannel suit seems 
to be the coming aerodrome wear. 

The proximity of Lord’s, and the clashing of the date of 
the Eton v. Harrow cricket match with the King’s Cup Race 
accounted for the presence of one grey top hat, or “‘ tube 
officiel,’ as it is called in France. This should not be taken 
as an advanced fashion note for Lympne. 

Panama hats are also becoming popular among the more 
dignified followers of aviation. ‘These should be worn with- 
out bracing to the coat lapel. A touch of ‘‘ Croid’’ round 
the head-band will prevent them from being wafted away 
by propeller slip-streams. 

Mr. Broad’s ‘‘ Pygmy-Plane ”’ (vide Press) looked delight- 
ful in its white summer Titanine covering with red trim- 
mings, and the pilot’s aluminium-doped leather flying-cap 
just added a touch of originality to a very chic turn out. 

Coloured brassards worn round the sleeve or tucked into 
the breast pocket of the jacket seem de rigeur and nobody 
who desires to be called anyone can be without one of these 
desirable adornments. A plentiful supply saved up from 
previous meetings will always ensure the owner possessing 
at least one of the correct colour to match the dress or cos- 
tume of his companion. 

One excellent example of artistic taste was the brassard 
worn by Mr. Handley Page, a chaste green, bearing the 
word “Surgeon” in gold. Apparently he arrived tod late 
to be a Marshall or a Steward, so, the Aero Club having no 
brassard for a Chaplain, he had to be a Surgeon. 

Speaking of dresses and costumes [No you don’t.—ED.]. 


d 


THE PRIVATE OWNER.—Air Commodore J. G. Weir, 


piloted by Col. 


PRELIMINARIES TO THE KING’S CUP RACE. 

On arrival at Hendon Aerodrome at about 2.30 p.m. on 
Thursday, only three machines were present, although ali 
machines had to be in by 4 o’clock. The three present were 
the Cranwell monoplane which Mr. Comper had flown from 
Cranwell in the morning in 1 hour 35 mins.; the Parnall 
Plover on which Sir Quentin Brand was busy going round the 
course, and the Bristol Badminton which Mr. Barnard had 
brought up from Bristol in the morning. 

The Bristol people evidently intended to do the thing pro- 
perly for they had the most complete equipment to render 
first aid to the machine that one has ever seen. Mr. Bar- 
uard had a certain amount of trouble with the airscrew on 
the way up as the fabric stripped off one end. 

Also, as happens in many perfectly streamlined machines 
such as the Ameriean racers, he was having a certain amount 
of trouble from the carbon monoxide from the engine coming 
into the cockpit, and, of course, most people know that car- 
bon monoxide is a very dangerous gas. Lord Edward Gros- 
venor remarked when he heard this that the only thing he 
knew about carbon monoxide was that it turned litmus blue 
and why that should worry Mr. Barnard he could not imagine. 

Mr. Barnard got over the difficulty by leading a pipe from 
the front of) the engine into the cockpit and fixing the end 
of it to a respirator mouthpiece. 

The next machine to arrive was the D.H.51, piloted by Col. 
the Master of Sempill, who had come over from Stag Lane. 
Later in the day, the owner, Air Commodore J. G. Weir, took 
the air as pilot. 

Then from the South came the Vickers Vixen, out of which 
emerged Flt. Lt. Schofield of parachute fxme. It was seen 
that he was not wearing his parachute, ana, when one asked 
him where it was, ne said that they had not finished pack- 
ing it when he had left. ‘ But,’? he added, with feeling, “it’s 
coming all right.” 

Then came the Chairman of the de Havilland Co., Mr. A. S$. 
3utler on his D.H.37, on which the name Sylvia has been 
replaced by that of Lois. ‘The Nimbus in the nose certainly 
improves the streamline of the machine. 

At ten minutes to four there were still nine machines to 
arrive. ‘These were five Moths, two Nimbus-Martinsydes and 
the Martinsyde-A.D.C.1, and Mr. Dudley Watt’s Swallow 
monoplane. All these appeared in the next ten minutes. 

Mr. Dudley Watt had had a certain amount of trouble with 
his engine, and finally it was discovered that it was an old 
French Clerget and therefore, being a French engine, he was 


the Master of Sempill, on the D.H.51 


(Airdisco engine, 120 h.p.) 
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latest machines built at the Westland Aircraft Works. It 

marks an important stage in the development of this type 
of aircraft possessing among its other features of superiority 
a good view for pilot and observer in all directions, stability 
(for accurate bombing), gravity feed of petrol from tanks in 
upper plane, and oleo-rubber undercarriage with wide track. 
Jt has a Rolls-Royce Condor Engine of 670 h.p. with Leitner- 
Watts metal propeller. The performance of the machine 
which was built for the Air Ministry is highly satisfactory. 


Vie photograph is ot the Yeovil Day Bomber, one ot the 


At the Westland Aircraft Works, machines of all types have 
been designed and constructed for the British Government 


and for industrial purposes. 


The personnel of these Works includes an expert staft which 
is available to consider specifications for aircraft required by 
Foreign and Dominion Governments or private customers. A 
fully equipped 4 foot wind channel is available for model 


experiments. 


meRGRAET POR) BUSINESS*= OR ~PLEASURE. 


WESTLAND AIRCRAFT WORKS 


(Branch of Petters Limited), 


Telephone : YEOVIL. pecan , Yeovil. 


Yeovil 141-(4 lines). 
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Capt. H. § 
3 j 
= SIR CHARLI 
= at a speed ofa 
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= Capt. H. S. Broad, A.F.C., on the de Havilland Cl 
= “Moth,” passing the winning post in the King’s 
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“As a feat of reliability the race was a 


triumph for the Cirrus engine, which | 


| for over eight hours a day on the two 


days of the race ran at full throttle.” 
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| | by, The Standard de Havilland “ Moth” two-seater 


light aeroplane—z27-60 h.p. Cirrus Engine—which 
won the King’s Cup Race. 
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disqualified—as machines, engines and pilots have to be all 
British. This was exceedingly tard luck, as he was the only 
private owner without any financial interest in aviation who 
was taking part in the Race. 

Mr. Dancey of the Handicapping Department, and of the 
R.A.E., had previously arrived on the scene with a haver- 
sack from which protruded half-a-dozen slide-rules or so. 
He and his assistant spent the rest of the afternoon measur- 
ing up the machines. 

The only non-starter besides Mr. Dudley Watt was Mr. 
Leslie Hamilton, who had been unable to get the engine in- 
stalled in his Martinsyde in time, so he became a Marshall 
instead.—G. D. 


SUPPLEMENTARY PRIZES. 

Mr. J. D. Siddeley of Coventry sent a wireless message to Hendon 
just prior to the start of the King’s Cun Race offering a prize of 
£50 for the first machine home with engine of under 80 h.p. This 
has also been won for Sit Charles Wakefield by Mr. Broad on the 
Moth. 

In addition to the prizes of £10, £5 and £2 10s. offered by the 
Royal Aero Club for the impromptu handicap race which was organised 
to while away the tedium of Hendon on King’s Cup Conia Ges Male Sk 
Teener, of the Anglo-American Oil Co.—otherwise Pratt’s Spirit— 
offered additional prizes of £10 and Fs. 


THE RACE AT CHELTENHAM. 

Seldom has Brockworth Aerodrome, the air port for Cheltenham, 
and one of the turning points in the King’s Cup Race, presented a 
more cheerful aspect than on the second day of the race. 

The Gloucestershire Aircraft Company utilised the opportunity of 
the King’s Cup Race to stimulate interest in Aviation in general, and, 
incidentally, to assist the Cheltenham General Hospital, to which 
the proceeds of the day were diverted. [Presumably financial and not 
casualitic proceeds.—ED. ] 

The aerodrome was attractively decorated with flags and a special 
enclosure was made for guests. A large number ot distinguished local 
residents were invited, and the general public was admitted for one 
shilling. The large number present indicated ihat interest in Avia- 
tion in this area is by no means lacking. 

The progress of the race was marked up on large boards in view 
of everybody, and loud speakers informed the company of the pro- 
egress of events. Mr H. P. Folland acted as Chief Steward for the 
Royal Aero Club at the turning point on the aerodrome. 

An excellent flying entertainment was givén in the intervals 
between the arrivals of the King’s Cup competitors. Mr. Maurice 
Piercey, primed by an enthusiastic public, thrilled everyone with 
brilliant demonstrations of the Gamecock, the Grebe, the Gannet and 
other Gloster machines. 

The Bristol Aeroplane Company very genérously loaned the services 
of Mr. C. R. .. Shaw and a two-seater Jaricifer-engined machine for 
passenger flights, which proved more than Mr. Shaw could cope with, 
and bookings had to be suspended. 

A Model Acroplane Competition for boys under 16 was held during 
the afternoon and the prize was awarded to Neville Sandford, age to. 

Dancing following in No. 2 Hangar during the evening to the music 
6f the Gloster Company’s String Orchestra. 

The occasion was honoured by the presence of Major Wuori, Chief 
of the Finnish Air Force, accompanied by Sq. Ldr. Pield, who were 
on a visit to the Company’s works. ‘They were greatly interested in 
the race and left soon after lunch in order to reach Hendon in time 
for the finish. 


WHY WE ARE VERY YOUNG. 
(With very real and Sincere apologies to A. A. Milne.) 
8 
CHANGING THE COURSE. 

They’re changing the course at the Clifford Street Club! 

All of the pilots went off to a pub! 

One of the entrants has just been barred, 

‘CA secretary’s life is terrible hard,” 

Says Harold. 

They’re changing the start at the aerodrome now, 

The pilots are making a terrible row. 

All the Committee are having shocks, 

“ Mechanics are pinching other men’s chocks,” 

Says Harold. 

They’re changing the time and they’re changing their mind, 

The pilots all think they are very unkind. 

The Moths are hooshing off into the fog, 

“A secretary’s life is that of a dog.” 

Says Harold. 

They’re changing the course for the fiftieth time, 

Pilots are fitted with patience sublime, 

There’s not many people inside the grounds, 

“ They won’t come here for a Hundred Pounds,” 

Says Harold. G D 

THE INSTITUTION OF AERONAUTICAL ENGINEERS, 

The Institution of Aeronautical Engineers greatly regrets 
having lost the valuable services of Mr. R. L. Howard- 
Flanders, A.F.R.Ae.S., A.M.I.Mech.K., M.I.Ae.K. (Hons.), as 
Honorary Secretary. He has found it necessary, through 
pressure of other duties, to resign that office. He still re- 
mains a member of the Council. 

Mr. Howard-Flanders has carried on the Honorary Secre- 
taryship since the end of 1921, when he took it over from 
the Founding Secretary, Mr. W. R. Douglas Shaw. As the 
result of Mr. Flanders’ devotion and energy the Institution 
is to-day in a flourishing position. 

The Institution is fortunate in having, as successor to Mr 
Howard-Flanders, Mr. W. Villa Gilbert, M.I.Ae.K., a Member 
of the Council, who has very kindly offered to carry on the 
Honcrarv Secretaryship, and has been duly appointed as 
from July 1, 1926. 

Mr. Gilbert has had a long and varied experience in aero- 
tiautics, and is one of the Founder Members of the Royal 
Aeronautical Society. He is devoting his energies to the con- 
tinued success of the Institution of Aeronautical Engineers 
as a body concerned with the practical side of aeronautics. 
And he is particularly desirous of ziving individual attention 
to the requirements and interests of the Members. 

At the present time the Fixture List for the Winter Ses- 
sion is in preparation, and full details will be announced in 
the early autumn. 

Mr. Gilbert will be pleased at any time to answer in- 
quiries regarding the Institution and its work, either verbally 
er in writing. Inquirers should communicate with The 
Honorary Secretary, The Institution of Aeronautical En- 
gineers, 34, Broadway, Westminster, London, S.W.1. Tele- 
phone: Victoria 5333. 


THE AIR PORT OF CHELTENHAM.—Brockworth Aerodrome, where the Gloucestershire Aircraft Co. organised 
a display on King’s Cup Day. 
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st D.H. ‘Moth’ —27/60h p. 
A.D.C. ‘Cirrus’ Engine 


Pilots Capt, Hy S.Broad: 


AM D.H. ‘ Moth’— 
A.D.C. * Cirrus.’ 


Pilot: Capt. E.G. M. Sparks. 


5" D.H. *‘ Moth *— 
A.D.C. ‘ Cirrus’ 


Pilot: Capt. W. J. McDonough. 


Only two other machines (one being our 

MARTINSYDE A.D.C.1), out of the 

original sixteen entrants, completed the 
arduous course of 1,464 miles, 


3" Martinsyde A.D.C.1 
: 385 h.p. Siddeley ‘Jaguar’ 


This machine, piloted by 
ecrledt. pl WereGel ones: 


won the prize for 


FASTEST TIME 


with an average speed of 


USie 0 2a) alls 


A.D.C. AIRCRAFT, LTD. 


Regent House, 89, Kingsway, London, England. 


Telephone : Regent 6240. Telegrams 


ce . . ” 
:  Atrdisco, London. 
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THE ROYAL AIR FORCE. 


The London Gazette. A Royal Investiture. 
July 6. His Majesty the King held an investiture at Buckingham 
CENERAL Duties BRANCH.—FIt Lt. J. L. Kirby is granted a perm Palace on July 73. 
Lae as ees deh i): the: ne of Hie, Of awit Among those in attendance upon His Majesty was Air 
The OLLOWINE At. Ofts are promoted to 1e ra on) 1g. T.y ; Tn ce . Qi x, d ; : ee aa bt ue a 2 
cffect. from and ‘with seniority of (Mar 26):—C: B.C. Coaker, R. F Marshal Sir John Salmond, R.A.F., Principal Air Aide-de 


tindlay. Camp. 
cane following Fle. Offs. are transferred to the Reserve, Class A :— Among those also present was Group Captain P. F. Fellowes, 
C. B. Dove (July 2); S. H. Cooper, W. F. Davenport, R. fr. Shepherd R.A.F. 
Guly 4); I. M. Morris, C. E. Stuart (July 5). Fig. Of. E. A. Scales The following were among those who were introduced into 
1S leer ies 0 ae pc TE ee ee Ge nn oe the presence of the Sovereign when the King invested them 
R. rceeicaaeenene pa eee Hae ce the Ge cone of PIE Off. with the Insignia of the respective Divisions of the Orders 
on probation Vo We Htegett as terminated on cessation of duty into which they have been admited :— 

Tae Most EXCEMENT ORDER OF THE BRITISH EMPIRE, MILITARY 


(July 7). ; : ae . r: 
ACCOUNTANT BRaNCiH.—Flg. Off. R. C. Dickinson is cashiered by sen- Diviston: Received the honour of Knighthood.—Air Vice-Marshal 


tence of General Court Martial (June 16) 


John Steel. 
Tur Most HONOURABLE ORDER OF %HE BaTH: Civil Division.—Dr, 


MemoraNpuM.—Flg. Off. F. M. Miller relinquishes his temp. comu. 
on ceasing to be employed with the Electric Service Works Coy. George Simpson. 
(June 16) Tur Most EXCELLENT ORDER OF THE BRiTISH EMPIRE: COMMANDER, 
RESERVE or AIR Force Orricers.—]J. S. K. Inskip is granted a comn Military Division.—Wing Commander Frank Kirby, V.C., R.A.F. 
in Ctass AA, General Duties Branch, as a Plt. Off. on probation Tur DISTINGUISHED SERVICE CRDER: COMPANION.—Squadron Jeader | 
(June 21) James Robb, R.A.F. 
“The following Flg Offs. <elinquish their comns on completion of THe Most EXCELLENT ORDER OF THE BRITISH EMPIRE: OFFICERS. 
services =-A. Wo, Day (Spr. 20). C, G Jienyns) (ume 26). Pit: Or. Flight Lieutenant Hedley Drew, R.A.F., Flight Lieutenant Albert 
C. V. Hicks relinquishes kis comn. on account of ill-health (July 7) Wombwell, R.A.F. Mermnexs.—Flight Lieutenant John Amers, R.A.Fy 
AUXILIARY AIR FoRCE.—GENERAL DutiIrs BRANCH.—The following Flying Officer William Jinman, R.A.F., 
to be’ Flg.- Off. :—No. 6oo (Crry oF IoNDON) (BOMBING) SQDN.—C. G. His Majesty then conferred decorations as follows :— 
Jenyns (July 6) The following to be Flt. It.:—No. 601 (CO. OF Tur DISTINGUISHED FLYiNG Cross.—Flight Lieutenant Francis Lux 
LONDON) (BOMBING) SQDN.—S. B. Collett (July 6). The following» to moore, R.A.F., Flying Officer Harry Reid, RAF. 
be Plt. Off.:—No. 602 (City or GiasGow) (BomBING) SepN.—C. A. §. Tur Ark Force Cross.—Squadron I,eader Arthur Coningham, R.A.F., 
Parker (July 6). The following to be Sq. Ldr.:—No. 605 (Co. OF Flight Lieutenant Jchn Chick, R.A.F., Flight Lieutenant Archibald 
WARWICK) (BOMSING) SoDN.—J. A. C. Wright to command the Sqdn. Rankin, R.A.I*. 


July 6). The R.A.F. Memorial Fund. 
Appointments. The Report of the activities of the Executive Committee of 
Week ending July 12. the R.A.F. Memorial Fund for the period between Apr. 1 
Gunrra, Duties BRANCH.—Wing Commanders W. R. Read, M.c., and June 30, shows that a total grant Of £1,450) 76. sGesuem 
D.F.C., A.E.C:, to No. 2 Apprentices’ Wing, Halton, to command, made to ex-members of the R.A.F. ‘The number of cases 


1/7, A.C, Wright, A.F.C., to No. 502 Sqdn., Aldergrove, to command, dealt with was 192, and included maintenance during sick- 
1/5. B. E. Sutton, D.S.0., O.B.E., M.C., to No. 1 Apprentices Wing, ness, grants for clothing, rail fares, payment of arrears Of 
Halton, to command, 15/7 Ney leh ; p Ee 4 

< rent, purchase of tools, etc. 


Squadron leaders C. F. Gordon, O.B.E., M.C., D-.F.C., to R.A.F. 
Depot, Uxbridge, on transfer to Home Hstab., 13/5. G. C. Bailey, A total of 43 grants were made to post-war members of the 


D.S.0., to°R.A.F. Depot, Uxbridge, 25/6. K. C. Buss, to No. ‘2 F-T.S., Ree Lay, amounting to £268 IIs. These grants were chiefly 
Digby, 24/6. F. H. W. Guard,-C.M.G., C.B.E., D.S.O., to R.A.F. Depot, for maintenance, education, and doctors’ bills. 


Uxbridge,. on transfer to Home Hstab., 29/5. The Post-War R.A.F. Iraq Dinner. 

Flight Lieutenants A. J. Osborn, to Electrical and Wireless School, The second Post-War R.A.F. Iraq dinner took place at the Hotel 
Vlowerdown, 12/7. H. MWackney, to M.A.H.E., Felixstowe, 16/7. Cecil on July 3, the evening of the R.A.F. Display, there being 105 
J. Oliver, A.F.C., to Home Aircraft Depot, Henlow, 12/7. N. M. S&S. present 
Russell, to H.Q., Iraq Command, 2/7 Air Marshal Sir John Salmond was in the chair, and Air Com- 

Flying Officers R. Jones, to No. 31 Sqdn., India, 4/6 Cc. Sutton, modore A. EK. Borton was Vice-Chairman 
to No. 47 Sqdn., Egypt, 26/6. J. B. H. Rogers, to No. 5 Sqdn., India, After the Chairman had proposed the health of His Majesty the 
instead of to No. 31 Sqdn., India, as previously notified, 15/5. H. V. King, Air Commodore Borton proposed the health of Sir John Salmond, 
David, to No. 1 Stores Depot, Kidbrooke, 16/7. W. G. Pudney, to to which the latter replied in a most interesting speech. 

No. 43 Sqdn., Henlow, 15/7. R. G. Hart, to No. 24 Sqdn., Kenley, Air Commodore I,ongmore then congratulated the Committee on 
on appointment to a S.S. Comn., 2/7. J. Bullock, to Home Aircraft the success of the evening. 

Depot, Henlow, 13/7. F. S. Wainscot, to H. and W. School, Flower- The String Band of the Royal Air Force played during dinner. 
down, 13/7. W. H. Jinman, M.B.E., to R.A.F. Base, Calshot, 16/7. A cable ‘was despatched at the request of the Chairman conveying 
R. W Steele, to No. s5 Sqdn., Iraq, 12/6. W. W. Bradford, to R.A.F. good wishes to those at present serving in Iraq and exrressing a hope 
Depot, Uxbridge, on transfer to Home Estab., 14/6. J. P. Huffam, to welcome them at next year’s dinner. 

V.C., to-R.A-F. Depot;* Uxbridge, on transfer to. Home Hstab., 9/6. Among those present were :—Air Vice-Marshal Sir John Salmond, 
R. Mundy-Cox, to R.A.F. Base, Calshot, 7/7. P. J. A. Hume-Wright, Air Commodore A. E. Borton, Air Commodore A. +1, Longmore, Group 
to Sc hool of Naval Co-opcration, T.ee-on-Solent, on transfer to Hom« Captain P. F. M. Fellowes, Group Captain C. R&R. 3S. Bradley, Wing 
Hstab., 14/6 C. U. G. Tristram, to No. 11 Sadn., Netheravon, 22/6. Commanders A. D. Cunningham, A. ap Ellis, S. W. smith, C. W. 

Pilot Officers HW. T. M. Smalley, to No. 2 F.TS., Digby, 17/7. J. R. Williamson, S. R. Crawford, G. C. St P de Dombasle, D: 1. Allen} 
pone ae ie Dee at ae ee PV ethos F. I, Robinson, D. Cc. S. Evill, V. Gaskell-Blackburny 12 auikem 

Mr . BRAD —Flig jeutena 2 Ms twing, M.B o R.A.F. ees - Bre yg faye a i 
Depot, Uxbridge, on transfer to Home Estab., 13/6. : R. FH. Saul, J. Pree and EB. R. Manning. 

: yal Tournament. 


Flying Officers R. F. G. Dickson, to R.A.F. Depot, Uxbridge, on 


transfer to Home Hstab., -/6. J. D’I. Rear, to Research Laboratory and The Royal Tournament started at Olympia oS July 8, and 
M.O.S. of I., London, 1/7. WL. HKreeman, to Research J.aboratory and 


the last performance will be on July 24. 

M.O.S. of I., London, on appointment to a S.S. Comn., 1/7. The Display of Physical Training by the Royal Air [force 

STORES BRANCH. Flying Officers W. H. Bowden, to No. 25 Sadn., does not begin until the afternoon of July 16. Nevertheless 
Hata ae FE. ED uation ae » M.M., to Air Ministry, 15/7. it will not harm those who are interested in the R.A.F. to 
ioe ee SRANCH.—Flying Officer S. C. George, to No. 4 F.T.S., Bo to ue ae, cdg t= and appreciate the other Arms 

: OLA OMI: 1g iting LOLGES:. 

7 _. A Fatal Accident. From a Biaticaie point of view, at any rate, in a coyered 

The Air Ministry regrets to announce that as the result arena, the R.A.F. cannot stage anything to approach a must- 
of an accident at Razmak, India, to a Bristol Fighter of No. cal drive by the Gunners or a musical ride by a Cavalry Regi- 
5 Sqdn., Risalpur, on July 6, lg. Off. Clement Conrad Harris, nent. } j ; : i i 
the pilot of the aircraft, was killed, and No. 330945 L-AC. Another thing too good to miss is the Display of Drill 
Cecil Robert Avery, died of his injuries. with Musket and Pike by the Brigade of Guards. The period 


AWAITING THE START.—The Parnall Plover (Jupiter engine, 450 h.p.), flown by Sq. Ldr. Sir Quentin Brand, 
K.B.E., D.S.O., M.C., D-F.C. 
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Wheels Nos. 161, 162, 163 and 211 are of stronger type than the other wheels for 800 x 150 tyres. 


Tyre Wheel Huo Track Tyre Wheel Hub Track Tyre Wheel 
Size No; Length Bore Line Size No. | Length | Bore Line Size Me 
m/m m/m m/m m/m m/m ym we 
375X55 |168 | 111.12 | 25.4 | Central] 700x100 |112 | 150. | 38-09| Centra | 1000 x 150 210 | 
. 176 | I78. | 44.45 | Centra) 
0 ” | | 
0X60 | 16} 111.12 | 25.4 | Central : 179 | £78. | 55, 132/46 1000 x 180 +e | 
Se ed ee an eaeitian 650X125 119 | 178. | 55. | 132/46 bee \i55"| 
¥ ; : - [147 | 178. | 55. | Central i. 166 
575 X 60 a 160. 28. | Central i 188 | 120. | 34.92) Central eit 
4 80 | 150. 09| 1 | X20 
1 a0 38.09) 104/46 | 7.9195 | 77 | 178. | 44.45| 132/46 108 | 
9 86 120, 34.92 | Central 92 185 55 135/50 ” 1198 | 
190 : 09 | ” | fa) SEP ' 
; 150 38.09 | Central : 195 | 188-155. | Central 137 | 
65065 | 78 | 178. 44.45| 132/46 2 | 99 | 178. | 38,89| 132/46 : 157 | 
é 79 | 178, | 44.45| Central a M12 | 150. | 38.09 | Central # logo 
fs 100 | 178. 38.09 | 132/46 2 1176 | 178. | 44.45| Central vs | 
ee 01 |. 178. 31.75| 132/46 it 17991.178-4055, 132/46 11100220 134 | 
600 X75 2 160, 98, | Central] gop9x150 161°! 185. | 55. | 135/50 ” (136 | 
H | 50. | 38.09) 104/46 '162*| 185. | 55, | Central | 
e186 | 120. 34.92 Central r 163*| 185. | 66.67| 135/50 | °° *2° iy | 
y9 190 | 150, 38.09 | Central ‘4 1r694| 185. | 55. 135/50 ” | 
700X75 | 78 | 178, | 44.45| 132/46 » | {077 | 185. | 55. | 135/50 |!250X 250 |138 
” mon 178, 44,45 | Central ” [83 | 185. | 55. Central ” 154 
. 100 | 178. 8 09 | i 911”) 185. | 60.32) 135/50 | 
S ror | a78, | 31.78, 132/46 Fee 55 ve, | '500% 800 115 
| AX 1000 X 150 167 | 185. | 55. | 125160 * 126 
700X100 | 77 | 178. 44.45 | 132/46 ~ 174 | 250. | 80. | Central] 7593099 1139. 
» | 92) 185. 55 | 135/50 ra 82 | 185. | 55. |Central} ‘? (91 
” / 95 | 185. 55. |Central . 187 220. | 66.67 | Central » | 
‘a 99 | 178, 38.89 | 132 46 ie '901 | 185. | 60.32) 125 60 |1750X3£0}193 | 


Grease gun equipment is n w a standard fitting on all wheels. 


TH PALMER TYRE LCIMELED, 


Contractors to the Admiralty, the War Office, and the Air Ministry, 


100-106, 


CANNON. STREET, .LONDON, 


PARIS: 


31, Rue la Boétie. 


BCA. 


Hub | Track 

| Lengtt | Bore Line 

m/m | m/m | m/n 
185. | 60.32 | Central 
220. | 80. | Central 
185. | 55. | Central 
220. | 66.67 | Central 
185. | 55. 125,60 
185, | 55. | Central 
185. | 54, 125/60 
220. | 66.67 | Central 
250. 80. Central 
185. | 80. | Central 
185. | 60.32 | Central 
920, | 66.67 | Central 
250. | 80. | Central 
185. | 60.32 | Central 
185. | 50. 125/60 
250. | 80. | Central 


| 304.8 | 101.6 | Central 
| 304.8 101,6 | Central 


+Wheel No. 169 is fitted with Bull Bearings. 


304.8! 152.4 | Central 

400. | 152.4 | Central 

350. | 150.3) Central 
| | 

400. | 25. | Central 

| | 


Telephone :— 
City 1477 (Two Lines). 
(365) 
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of the display is about 1660 and the Guardsmen taking part 
are gorgeously arrayed in the costumes of the Restoration. 

The Mounted Display by the N.C.O.’s Extended Course 
from the Equitation School, Weedon, is an interesting demon- 
stration of what can be done by an intelligent combination 
of khaki and cats’ meat. Most of the N.C.O.’s have neither 
a medal nor a moustache between them, but the equitatioa 
(as the programme insists on calling it) is magnificent. 

In the Trick Riding and Fancy Tent-Pegging Display, the 
17/21st Lancers out-Cossack the Cossacks about 100%. 

The Physical Training Display by Students from the Army 
School of Physical Training is nearly as good as similar dis- 
plays given from time to time in the past by recruits from 
the R.A.F. Depét, Uxbridge. After July 16, spectators can 
judge the relative qualities for themselves. As most people 
dre violently prejudiced in favour of one Arm or the other 
nothing will be gained by the comparison, but everyone wiil 
be pleased. 

The set piece consists of a Frontier Fight with British 
Forces (Sappers, Gunners and Guards and Tank Corps) on 
the one side and a well-armed Whadi tribe (R.N. and R.M.) 
on the other. The Sappers build some beautiful bridges 
across which the Tanks and other forces career with much 
smoke and few casualties, and the Whadis are utterly con- 
founded and retire into the mountains. Several Whadi 
casualties drop from the heights (without parachutes) and are 
carried away on stretchers to be dropped down again, a most 
brutal form of warfare. 

With their annual vindictive refusal to forget South Africa 
the Royal Navy demonstrate their 1901 methods of lifting a 
gun across a ditch. There is some sort of Inter-Port competi- 
tion in connection with this event, and it is not consistent 
with THE AEROPLANE’S kind and generous attitude towards 
the Royal Navy to suggest that their competition should be 
carried out in decent privacy.—C. M. Mca. 


R.A.F :, SPORTS. 
Inter-Service Athletics. 

The Inter-Services Athletic Championships Meeting was 
held at Uxbridge on July 7. The Army won, with 27 points, 
the R.A.F. was second with 20 points, and the R.N. third 
with 12 points. 

The R.A.F. won the Three-mile team race in 14 m. 52.4-5 
secs., by six yards. L-AC. Goodall finished first. ie 
R.A.F. also won the Long Jump (Pit. Off. Cannon-42 ft. 11 
ins.), and the One-Mile Team Race (AC. Turner, Uxbridge, 
AC. Johnson, Iee-on-Solent, and L-AC. Hester, Uxbridge), by 
eight yards in 4 m. 303 secs. 

In the High Jump, Flg. Off. Nuttall jumped 6 ft. 03 ins., 
but the R.A.F. teams’ jumps only amounted to 11 ft. 4 ins., 
and the Army won, this event by three inches. 

In the 360 yards hurdles the R.A.F. finished second, but 
were disqualified. 

The R.A.F. Lawn Tennis Championships. 


The R.A.F. Lawn Tennis Championships were played at 


a 


AN AMERICAN NAVY FIGHTER. 


The Curtiss Hawk 


Queen’s Club on July 5, 6, 7, 8 and 9. The results were as 
follows :— 
R.A.F. SINGLES CHAMPIONSHIP. 

First *RouND (concluded) :—Wing Cdr. S. M. Murray beat Flt. Lt. 
S. M. Park (6—3, 6—1); Fit. Lt. C. E. Williamson-Jones beat Wing Cdr. 
J. H. Tyssen (6—1, 6-—o); Plt. Off. F. G. Downing beat Flg. Off. H. W. 
Nicholl (6—1, 6—3); Flg. Off. H. W. R. Banting beat Sq. Ldr. N. F. D, 
Buckeridge (6—2, 6—8, 6—o); Flg. Off. C. F. Roupell (holder) beat 
Flt. Lt. R. C. Preston (6-—0, 6—3). 

SECOND ROUND :—Flg. Off. E. J. Mockler beat Sq. Ldr. J. C. Russell 
(6—2, 6-3); Flg. Off. E. J. Ffoulkes-Jones beat Fig. Off. E. D. H. 
Davies {6—3, 7—09, 623); Murray beat Fit. Lt. H. C. Todd (6—2))6—aj8 
Williamson-Jones beat Wing Cdr. G. V. Fowler (6—1, 6—2); Plt. Off. 
Downing beat Fit. Lt. W. H. Poole (6—1, 6—4); Sq. Ldr. R. E. Saul 
beat Fit. Lt. G. R. Carr (6—o, 6—2); Wing Cdr. H. J. F. Hunter beat 
Flg. Off. W. F. Langdon (6—o0, 6—1)$ Fit. Lt. C. A. Bouchier beat Flg. 
Off. A. E. Reynolds (6—j, 6—4); Fit. Lt. J. Duminy beat Sq. Ldr. 
F. G. M. Williams (3—6, 6-1, 6—4); Flt Lt. L. V. Hirst beat Flg. Off 
T. W. G. Cattell (6—4, 6—1); Flg. Off. H. W. R. Banting beat Fit. Ut 
H. N. Hampton (6—2, 6—4); Flg. Off. C. F. Roupell (holder) beat 
Sa. Ldr. E. k. Manning (6—3, 6—2). 

THIRD RouND :—Flg. Off. E. J. Mockler beat Fit. Lt. F. N. Trinder 
{6—o, 6—2); Flg. Off. Banting beat Pit. Off. F. G. Downing (6—2, 7—5); 
Wing Cdr. H. J. F. Hunter beat Sq. Ldr. R. E. Saul (6—4, 7—5); 
Flt. Lt. H J. Gilbert beat Flt. Lt. C. A. Bouchier (6—3, 6—2). 

THIRD RouND (concluded) :—Fit. Lt. C. E. Williamson-Jones beat 
Fit. Lt. L. V. Hirst (6—2, 6—3); Fig. Off. C. F> Rowpell (holder) Sheag 
Plt. Off. J. R. Addams (6—1, 6—2). 

FourtH Rounp (concluded) :—-Flg. Off. BE. J. Mockler beat Fig. Off. 
E. J. Ffoulkes-Jones (6—3, £—6); Fit. Lt. Williamson-Jones beat Fit. Lt. 
J. Duminy (6—1, 6—1); Flg Off. Roupell beat Flg. Off. H. W. R. Bant- 
ing (6—o, 6—o): Wing Cdr. H. J. F. Hunter beat Bit] tee 
Gilbert (6—3, 2—6, 6—1). : 

SEMI-FINAL ROUND :—Flg. Off. E. J.° Mockler beat Fit. Lt Coe 
Williamson-Jones (1—6, 6—3, 6—z); Flg. Off. C. F. Roupell (holder) beat 
Wing Cdr. H. J. F. Hunter (7—5, 6—3). 

Fina, Rounp:—Flg. Off. C. F. Roupell (holder) beat Fig. Off, 
E. I. Mockler (6—2, 6—2, I—6, 7—5). 


R.A.F. DOUBLES CHAMPIONSHIP. 

First Rounp (concluded) :—Flg. Off. E. J. Ffoulkes-Jones and Fit. 
It. S. M. Park beat Flg. Off. A. EB. Reynolds and Pit. Off. J. RB 
Adams (6—2, 6—4). ; 

SECOND ROUND :—FIlt. Lt. J. Duminy and Fle. Off. C. F. Roupell 
beat Sq. Ldr. A. E. Panter and Fit. Lt. G. R. Carr (6—o, 6—2); Fig. 
off. H. W. Nicholl and Flt. Lt. lL. V. Hirst beat Plt. Off.) Baym 
Downing and Pit. Off. R. E. Hall (5—7, 11-9, 6—4); Sa. Ldr. N. F. D. 
Buckeridge aud Flt. Lt. H. J. Gilbert beat Wing Cdr. KE. M. Murray 
and Fit. It. W. H. Poole (6—3, 6—2); Wing Cdr. G. V. Fowler and 
Fit. It. F. N. Trinder beat Flt. Lt. C. A. Bouchier and Fig. Off 
A. H. C. A. Rawson (8—7, ret.); Wing Cdr.. H. J. BF. Bumtenae 
Sq. Ldr. R. E. Saul (holders) beat Sq. Ldr. F. G. M. Williams and 
Fit. It. H N. Hampton (6—3, 6—2). 

THIRD ROUND:—FIlt. Lt J. Duminy and Flg. Off. _C.: F. Roupell 
beat Sq. Ldr. J. C. Russell and Flt. Lt. H. C. Todd (6—o, 6—2); Sq 
Ldr. V. S. Erskine-Lindop and Flg. Off. E. J. Mockler beat Flg. Off 
H. W. Nicholl and Fit. Lt. L. V. Hirst (6—0, 6—3); FIt. LtyGiae 
Williamson-Jones and Flg. Off. E. D. H. Davies beat Sq. Ldr. N. F. D. 
Zuckridge and Flt. Lt. H. J. Gilbert (3—6, 6—3, 6—1); Wing — Cdr, 
H. J. F. Hunter and Sq. Ldr. R. E. Saul (holders) beat. Wing Cdr, 
G. V. Fowler and Fit. Lt. F. N. Trinder (6—3, 6—3). ; 
SEMI-FINAL ROUND :—Wing Cdr. H. J. F. Hunter and Sq. Ldr. R. B 
Saul beat Fit: Lt. C. E. Williamson-Jones and Fig. Off. Ee Dreee 
Davies (3—6,. 7—5, 6—1). 


oe Be, 


(F.6-c) (430 h.p. Curtiss D.12 engine). 


i This is the Curtiss 
Pl, fitted with floats as a Naval Pursuit Ship and has been ordered in quantities by the U.S. Navy. Its speed is ap- 


proximately 145 m.p.h. 
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Telephone: 
No. 4773 (3 lines). 
(P. B. Ex.) 
GEORGE: PARNALL ® C2 
4 — 
PROPRIETOR GEORGE G PARNALL., t 
Telagram ss 


AIRCRAFT DESIGNERS & CONSTRUCTORS. 9 °*771**#5" 2/5708 


Designers and Constructors of all types of aircraft including the 


PLOVER SHIP FIGHTER (Jupiter engine). 


ERS See SES ee 


The Plover Single Seat Jupiter Fighter. 


London Office: EVELYN HOUSE, 62, Oxford Street, W.1. 
Telephone : Museum 4375. 


Experimental Works and Test Station: Yate Aerodrome, Gloucestershire. 
Telephone : Chipping Sodbury 50. 


FACTORIES n 
DESIGNERS & MANUFACTURERS OF COLISEUM WORKS Ee area 
ALL TYPES OF MODERN AIRCRAFT PARK ROW ace eee BRISTOL 
SPARE PART TED vee: 
RTS SUPPLIED B R | STO i. MIVART STREET, BRISTOL 
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SEMI-FinaL RouND (concluded) :—Flt. I.t. J. Duminy and Fig. Off, 
S, Erskine-Lindop and Flg. ile Eels 


C. F. Roupell beat Sq. Ldr. V. 

Mockler (8—6, 6—4). f r 
Fina, RounD:—Wing Cdr. H. I. F. Hunter and Wing Cdr. R. G. 

Saul (holders) beat Flt. I.t. I. Duminy and Flg Off. C. F. Roupell 
(6—4, 6—3, 4—6, 6—3). 


R.A.F. VETERANS’ CUP 

Fina RouND :—Wing Cdr. G. V. Fowler beat Wing Cdr. G: St. P. 
de Dombasle (6—0, 6—4). 

R.A.F. 

Hic. @tr e. 

Lt. W. H Poole beat Sq. Ldr. A. E. 


PILATE SINGLES. 
D. H. Davies beat Wing Cdr. G. N. 


SEMI-FINAL ROUND : 
Panter 


Fowler (6—2, 6—3); Flt. 
8—6, 6—2) 


ROUND :—Flg. Off. E. D. H. Davies beat Flt. It. W. H. Poole 


CO-OPERATION OF THE FIGHTING SERVICES. 

A series of articles has appeared recently in The Times 
entitled ‘Co-operation in the Services’ and dealing with 
the combined operations between the three Services which 
have been taking place under Sir Alexander Godley, on the 
South Coast. The author of these articles, a Military Cor- 
respondent of The Times, describes the plan of the opera- 
tions as follows :— 

Being unable to make headway in the main battle against the Wessex 
Army north of Sidmouth, the Mercian commander decides to combine a 
frontal attack with an attack in rear from near Exeter. This is 
mobility with a vengeanc: How is it to be achieved in practice? 
Verv much in the same way as an English force got behind the Scots 
at Flodden. By using sea-transport to facilitate a convergent attack, 
partly from the rear. 

Sir Alexander Godley’s plan, in combination with the Navy and 
Air Force, is to land, somewhere near Dartmouth, a ‘* mechanical 
including, besides its headquarters, two armoured car com- 
battalion of little tanks (tankettes”’), one section of 
and a signal company, all mechanicalised. This 
motor-cars, 18 armoured cars, 177 
“tankettes,”’ and 20 (30-cwt.) lorries, as “armoured vans.” It will 
be noted that no transport is provided for sick and wounded. ‘These 
must either travel in the vans or be dropped with the inhabitants. 

By such means a rapidly moving force with a land radius of 200 
miles, withont fuelling, is devised. ‘Lo complete the military force 
to be landed Mercia will use a brigade of infantry, each battalion 
having eight “ tankettes’’ to carry the Vickers guns, two batteries ot 
field company R.E., and a field 


force,” 
panies, one 
a field company R.E.; 
means, in all, five armoured 


pack guns, a signal section, a 


ambulance. 

The speed essential to the successful working of this plan 
depends upon co-operation, and, after studying the schenie 
separately, responsible officers of the three Services conferred 
together to decide the governing principles of the operations. 

Upon the Navy dépends the convoying of the t*.opships 
and their protection from submarines and aircrar:. The 
second article of the series states :— 

The commander of the Mercian sea forces (Rear-Admiral V. H. S. 
Haggard) has the following armament at his disposal (on paper) :— 
A flagship of the Hawkins class; two destroyer flotillas, one of them 
being specially detailed for anti-submarine work; eight mine-sweepers; 
12 trawlers; 12 motor-launches: and the Mercury, an aircraft carrier 
Six “H’” class submarines also take part. The naval task is two- 
fold: first to guard the convoy during its passage, and afterwards, 
when at anchor, disembarking then to put the troops anid 
their impedimenta on shore with the utmost speed. 


troops; 


The author lays stress on the fact that in order to apply 
the lessons of these operations new experimental mechanical 
yehicles and arrangements for landing them are urgently 
needed. He thinks that special craft could be designed to 
land the mechanical vehicles in less than half the time taken 
at present. 

Vith regard to aircraft the article states :— 
come to the all-important 
exercise brought out clearly that 
A Fleet Air Arm, with all the 


Then we question of the air. 
co-operation has its 


goodwill in the 


The 
limitations. 
world, cannot co- 


simulianeously. Articles on 
were published in The Times in the 
early spring, showed clearly that an aircraft carrier must steam 
into the wind for the aircraft to leave her decks; also that there 
must be limits to the rate at which aircraft can alight upon and leave 
her. It is highly desirable, if not essential, when co-operation with 
both Services is hoped for, to establish a landing ground on shore. 

The article goes on to discuss the problems of leaving the 
beach. Beach labour would be essential as the fighting 
troops would have their mission inland and only in excep- 
tional conditions could fighting ships spare their crews. 

Enemy opposition to the landing might be prevented to a 
certain extent by the use of smoke screens from the air. 

The author concludes the articles with a tribute to the 
hearty co-operation of the three Fighting Services and the 
Board of Trade, and expresses the hope that in next year’s 
Iistimates sufficient funds will be allotted to provide experi-. 
mental material for landing mechanical vehicles. 


MOTHS FOR IRELAND. 


On July x2 four D.H. Moths (27-60 h.p. A.D-C) Cimmmg 
engines) ordered by the Irish Free State Air Force, left Stag 
Lane aerodrome to fly to Dublin for delivery. The four 
machines were piloted by Col. the Master of Sempill, Major 
H. Hemming, Capt. F. T. Courtney and Capt. H. Broad. 

The D.H. Moth has been adopted by the Irish Free State 
Air Force as a training machine, and Col Sempill, who was 
in charge of the flight of four machines, is acting in an ad- 
visory capacity to the Free State Air Force. 

The formation arrived at Dublin at 16.00 hours. 


AIR AFFAIRS IN PARLIAMENT. 
THE AUTO-GIRO. 

In the House of Commons on July 7, in reply to a question by 
Cou. Dav, the SECRETARY OF STATE FOR AIR said that by arrangement 
with Senor de la Cierva, a demonstration of the Auto-Giro had been 
given at Farnborough last October. The Air Ministry had subsequently 
ordered 2 number of these aircraft from British firms and one of these 
had flown for the first time on June 19 ‘The Air Ministry proposed 
to carry out an extended series of trials during the present summer 
in order to enable them to decide as to the probable utility of this 
type of aircraft for Service and civil flying. He added that four of 
these aeroplanes had been ordered. 

THE FIMING:?GEUBS. 

In the House of Commons on July 7, in reply to a question by 
Mr. YT. WuitaAMs, the SECRETARY OF STATE FOR AIR Said ‘that 
arrangements for a term of two years had been made with six 
light aeroplane clubs, whose constitution had been approved by the 
Air Ministry, providing for the grant to each of a sum not exceeding 
£2,000 for the purchase of initial equipment, a grant not exceeding 
£1,000 a year of the agreement towards maintenance of the equip- 
ment and a replacement grant, if required, during the first year 
of half the cost of replacement within a maximum of £1,000. A grant 
of £10, of which half might be given to the club member, was made 
to the club for each member who, having been trained on club air- 
craft, obtained a pilot’s certificate. Yr 


THE LIMITATION OF ARMAMENTS. 


The first part of the session of the Naval, Military 
and Air Sub-Committee of the preparatory Commission 
for the International Disarmament Conference at Geneva 
came to an end on July 6. 

With regard to Air Armaments, the Sub-Committee pro- 
posed under certain conditions to compare the total number 
of personnel together with the number of pilots included im 
these effectives and to compare material, which is divided into 
two classes—namely, dirigibles where volume and _ horse- 
power should be the criteria; and secondly, aeroplanes, where 
the total horse-power and the number of machines witli 
reference to total horse-power is suggested as a criterion. 

The Sub-Committee further affirmed the superior import- 
ance of material over personnel as a criterion. 


operate with beth the other Services 


the ‘Navy of To-day,” which 


A DUTCH PASSENGER CRAFT.—The Koolhoven F.K.33 (three Puma engines, 230 h.p. each). 
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AIRCRAFT 


of all types for Commercial, 
Naval, and Military Purposes. 


The machine illustrated is the Vickers 
“VIMY” Ambulance, as supplied to the 
Royal Air Force for operation in the East, 
where this type has proved of great value for 
the rapid evacuation of sick and wounded. 


Fitted with twin 450 H.P. 
Napier ‘‘Lion” engines the 
“VIMY _ has accommo- 
dation for a crew of 2 and 
Doctor, Nurse and 4 
stretcher cases or 8 “‘sitting 
up” cases. 


Aviation Departmen’, 


VICKERS HOUSE, 
BROADWAY, 
LONDON, 58.W.1. 


Works: WEYBRIDGE, SURREY. 
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THE JUPITER VI. 


- 


THE BRISTOL JUPITER SERIES VI. 


(1) Cylinder complete. Note air passage between valves. (2) Crankshaft and connecting-rod 
assembly, showing the joint in crankshaft. (3) Front view of complete engine with exhaust manifold. 


(4) Cam 


rings and cam gear. (9) Plan view of cylinder head showing valve gear lay-out. 


The veil of secrecy surrounding the Jupiter VI having been 
drawn aside on July 1, it is now possible to describe the 
essential features of this remarkably successful engine. 
Although the Jupiter VI is very definitely of the same general 
design as the earlier engines of the same name, and is inter- 
changeable with them so far as mounting, etc., it is very 
appreciably different from the earlier engines in many vital 
details. 

It is already generally known that the Jupiter VI de- 
velops some 50 more h.p., weighs about 80 Ibs. less, and is 
42 inches less in diameter.than the type which preceded it. 
And it has already given convincing proof that in reliability 
it more than maintains the high qualities of its predecessors. 

What is perhaps the most important novelty in the series, 
VI Jupiter, is the use of a two-piece instead of a solid crank- 
shaft. This shaft is made from two hardened and tempered 


60-ton nickel-chrome steel stampings. The front end with 
the airscrew boss seating, one crank web, and the crank pin 
are in one piece, and the second crank web and the tail shaft 
—or maneton—in another. The crank pin spigots with tlie 
web on the maneton, where it is registered by a stout taper 
key formed in the eye of the maneton. This eye is split, and 
is nipped on the pin by a stout bolt and nut. The joint thus 
produced has proved exceedingly satisfactory and no signs of 
spring or working have been found under the most severe 
conditions. 

This jointed crankshaft permits the use of a solid big 
end and big end bush, and consequently the rigidity of the 
big end bearing is improved, and a very long life for this 
is secured, despite the very high loading to which it is 
subjected. In addition, it is possible to keep the wrist pin 
centres for the auxiliary connecting rods closer on than 


THE JUPITER VI.—The four pictures on the left show th 
rough. The four to the right are the same forgings in the finished state. 
half of the case, the four at the bottom are the front half, 


e duralumin forgings for the Jupiter VI crankcase in the 
The four pictures at the top are the rear 
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os Squadron-Leader H. W. J. Jones, M.C., flying a Martinsyde Hl) 
ee ».D.C.1 entered by Lt.-Col. M. O. Darby, O.B.E., com- Be 
W/ 4 pleted the course in the fastest time—at an average speed of aoe 

a 151.92 m.p.h.—using Shell Aviation Spirit. ‘ 
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This speed constitutes a ts 
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e 9 bap 
WY record for the King’s Cup. | Was 
Y Flight-Lieut. E. R. C. Scholefield, A.F.C., D.C.M., flying a . He 
Vickers Vixen III, entered by Mr. Douglas Vickers, made the pe 
second fastest time—also using Shell Aviation Spirit. ine 


vee’ 


Shell Aviation Spirit contains exactly the same well-balanced 
power-elements as Shell Petrol—but blended in slightly different 
proportions to suit the requirements of aero engines on the 
one hand and of car and motor-cycle engines on the other. 
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would be possible with a split big end. The counter- 
balance weights on the crankshaft have been pushed out 
to a larger effective radius and consequently have been 
reduced in weight. 

Another important feature of the Jupiter VI is that the, 
crankcase is made from duralumin forgings instead of 
aluminium castings. The stampings are machined all over 
and although of the same overall dimensions and of the 
same leading sections throughout as the original crankcases, 
the weight has been reduced by about 28 lbs. and at the same 
time, owing to the superior quality of the material, the forged 

‘ases are very much stronger than the original type. 

The cylinders, of the same general construc tion as in the 
earlier Jupiters, are sunk deeper into the crankcase. The 
radiator-fins are of smaller diameter, and eccentric.to the bore, 
so that there is less depth of fin in the front of the cylinder. 
The spark plugs are now arranged in the plane of rotation of 
the, engine instead of being on a diagonal diameter. 

The aluminium cylinder head has been slightly reduced 
in thickness, and gives a clear air passage fore and aft be- 
tween the valve ports. Iron packing pieces are fitted over 
the studs holding the heads down, between the top plate and 
the base of the head, thus preventing distortion due to 
differential expansion of the aluminium head and the steel 
studs. The valve rocker gear has also been slighty reduced 
in overall height. 

These are the main items which account for the reduction 
in overall diameter and weight, but there are numerous 
other details which contribute to the saving of weight with- 
out loss of strength and robustness. 

The crankshaft is carried on two main roller bearings close 
up to each crank web, supported from the crankcase wall. 
In earlier Jupiters the outer races of these bearings was 
carried in a flanged housing bolted to the crankcase. Now the 
races are formed in one piece with the flange. At the front 
end of the shaft a spherical Skefko dual-purpose roller bearing 
is fitted, and a small white metal steady bearing supports 
the tail shaft. 

The solid big end is fitted with a hardened steel sleeve, 
which runs on a floating bush on the crankshaft. This bush 
is of phosphor bronze, and runs direct on the bush in the 
big end, and is lined with centrifugally cast white metal to 
run on the crankpin. Auxiliary and master rods of nickel 
chrome steel are of channel section, bronze bushed, running 
on floating steel pins in the pistons. I200 

The pistons, which are of the slipper type, have very 
ample crown section to conduct heat to the walls, and are 
fitted with two gas rings and a scraper ring which is of 
channel section. 


1300 \400 1500 1600 
100 HOUR TYPE TEST. (OCTOBER, !@25) 
1. READINGS TAKEN BEFORE 1OO HOUR A.M. TYPE TEST. 
2. READINGS TAKEN AFTER )CO HOUR A.M. TYPe TEST. 


The cam gear consists of two four- 
lobed cam rings concentric with the 
crankshaft, and driven therefrom by an 
eccentric epicyclic gear at one-eighth 
engine speed in the opposite direction 
to the crank. This gear differs from 
the original gear mainly in that each of 
the cam rings is now directly sup- 
ported by lightened discs instead of be- 
ing carried by an overhung flange from 
a single disc. 

The overhead rocker gear is of the 
standard Bristol temperature compet- 
sated type which maintains constant 
valve clearance independently of en- 
gine temperature, but, as already men- 
tioned, has been arranged to project 
less from the cylinder head. 

Tappet rod guides are very similar in 
form to those of the previous Jupiter, 
but are made from duralumin instead of 
phosphor bronze. Incidentally, a dur- 
alumin bearing bush is used on the 
cam gear and there are other duralumin 
bearings on the auxiliaries, all of which 
appear to stand up excellently to their 
work. 

The auxiliary gear at the back of the 
engine has been extensively rearranged. 
The Bristol spiral induction system fe- 
mains unaltered, but a new Bristol 
triplex carburettor replaces the three 
carburettors previously used. This caf- 


a TRE SS 


THE JUPITER  VI.—View showing 
all auxiliary gear. Note the new 
Triplex carburettor with combined 
warm-air intake below and exhaust heat 
ing connections above. The oil jackets 
are just above the exhaust heater, and 
at the top, just over the magneto leads, | 
is the distributor for the gas starter. 
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King’s Cup Air Race 


St Mr. H. S. BROAD 
D.H. “ MOTH,” 27-60 h.p. “ Cirrus * Engine. 
Entrant : Sir CHARLES C. WAKEFIELD, Bart. 


nd Mr. E. R. C. SCHOLEFIELD 


Vickers “ Vixen,” 450 h.p. Napier “ Lion” 
Entrant: Mr. DOUGLAS VICKERS. 


rd Sa. Ldr. H. W. G. JONES 


Martinsyde A.D.C.1., 385 hp. Mark IIIA 
Armstrong-Siddeley “ Jaguar” Engine. 


Entrant: Lt.-Col. M. O. DARBY. 


and all finishers 


USED 


SPARKING PLUGS 


‘HE WINNERS OF EVERY KING’S CUP AIR RACE HAVE 
ALWAYS USED K:-L‘-G PLUGS. THEY WANT THE BEST. 


THE ROBINHOOD ENGINEERING WORKS LTD. 


K.L.G. Works, Putney Vale, London, S.W.15. 
Phone: PUTNEY 2132-3. 
Sole Export Agents: Messrs. S. Smith & Son (M.A.), Limited, Cricklewood, N.W.12. 


K-L:G—THE BEST PLUG 
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burettor packs up 53 inches closer to the engine centre line 
than in the earlier type, and needs only a single petrol con- 
nection, which can be takén from either side of the engine. 
The air intake is arranged to face the engine and air flows 
through a heater box which embraces the back of the two 
lowest cylinders. 

The oil pumps-are considerably modified in detail design 
and can be very easily dismantled and assembled. The oil 
filters can be removed and cleaned without breaking the oil 
supply connection as was necessary in the earlier types. 
Magnetos remain in the same position and the general 
scheme of auxiliary gear drives is similar to that of the Jupiter 
IV. Enclosed cams for the Constantinesco gun gear are 
fitted on Service engines. 

Three standard types of the Jupiter VI are now manufac- 
tured, two for military and one for commercial service. One 
is a high compression (6.3 to 1) engine with the Bristol 
variable timing gear. Using standard service fuel (25 per 
cent. benzol), this engine develops the ground output up to 
5,000 feet. The fixed timing service engine has a compression 
ratio of 5.3 to 1, and the commercial engine a compression 
ratio of 5 to 1. This latter type can be relied upon to give 
a very long life between overhauls and will run satisfac- 


torily over a wide range of conditions on any reason-, 
able fuel. 


SPECIFICATION. 
Nutnber of cylinders 20..:sa+.4.s.s¢sesee eee eee tessseeseeteevessererssan 
Bore-«ss. cee eee caes ene Nec seaneatee 5-75 ins. (146 m/m.) 
Stroke Gio edecccssnnteece’ saadaansahegeese eee .. 7-5 ins. (190 m/m,) 
Cylinder capacity, .-s<1..:. suena semana 1,753 cub. ins. (28.7 litres) 
Overall ‘diameterinn.....-sces aijascelags wale: PRC E .-» 53 ins. (1.32. 
Weight complete tsi... ...s-.cscsseees: eee 730 lbs. (332 kg.) 
2 , ook Sar a a <a 
Compression ratio ............ 6.3 ae 5.0 
(variable (fixed (fixed 
timing) timing) timing) 
Normal Yowtpit) i eeeeeees 425 bs bsp. 450h.p.,  420h.p., 


1,700 r.p.m. 1,700 f.p.m. 1,700 r.p.m. 
(5,000 ft. (sea level) (sea level) 
1,540 m.) 
Max. output at ground ... 515 b.h.p., 485b.h.p., 460 b.h.p., 
1,870 r.p.m. 1,870 r.p.m. 1,870 r.p.m. 
(with extra 


benzol) 
Ma xe iteliconustitiptiOLme teers 29 galls (130 litres) per hour 
Max. oil consumption ............ 1.25 galls. (5.7 litres) per hour 


THE FLYING CLUBS. 


The London Aeroplane Club. 
Report for week ending July 11. 
The total flying time was 53. hrs. 20 mins. 

The following members had flying instruction:—R. V. Banks, 
Miss O’Brien, C. EK. R. Brocklebank, M.P., F. W. R. Martistoy, aimee 
Mitehell, J. Hoy Sattery. «Go ow: Hall, K. V. Wright, E. Martin, G. MM: 
Randall, H. R. Thomas, T. W. Eady, A. J. Richardson, H. R. Pres- 
land, G. W. Hall, C. L. Harrison, P. O. A. Davison, B. B. Tucker, 
E. K. Blyth, H. G. Harwood, R. C. Presland, G. N. Howe; i. ic 
Elford, T. W. Heath, A. Southgate, E. L. O. Baddeley, J. A. Simson, 
HK. A. Lingard. 

The following members made solo flights:—K. LL. *. Baddeley, 
W. Hay, A. H. M. Lees, Major K. M. 3eaumont, G. Walicousins, Capt. 
W. Roche Kelly, S. O. Bradshaw, N. Jones, R. C. Presland, N. J. 
Hulbert; AYER. Ogston, Ingle. Mitchell, G. H. Craig, E. S. Brough, 
A. Lees, E. E. Stammers. 

Joy-rides were given to the following associates :—I.. C. Valpy, Miss 
MacCallum, B. Waugh. 

1,000 Hours’ Flying.—The Iondon Aeroplane Club during the past 
week completed its 1,000 hours’ flying. The London Club is the first 
to attain this figure. 

The Duke of Sutherland’s Presentation Moth.—On July to at Hendon 
the Duke of Sutherland, after making a flight in the D.H. Moth 
G-EBNY, piloted by Mr. £. I. F. St. Barbe, formally handed it over 
to the London Aeroplane Club. Lieut.-Col. Sir Francis K McClean, 
Chairman of the Committee of the Iondon Aeroplane Club, expressed 
the warmest thanks of the members to the Duke of Sutherlard for his 
generous gift. 


E 


The Members’ Pavilion—The Club has acquired a smaii pavilion 
which has been erected close to the Club hangar. The proceeds 
of the Club Dance held in January last, amounting to about £30, 
will be devoted to furnishing the pavilion for the comfort of the 
members and Mrs. Woods Humphery has kindly undertaken to super- 
vise the work. 

The Lancashire Aero Club. 

Report for week ending uly TT 

Machine in use G-EBMQ. ‘The weather has been bad. 

Mr. Stack gave instruction to :—Messrs. Fallon 50 mins., Rodman 45 
mins., Crossthwaite 4o mins., Leigh 35 mins., Agar 30 mins., Anderson 
30 mins., Hardy 25 mins., Gerrard 25 mins., Crabtree 20 mins., Good- 
year I0 mins., Scott 10 mins., Collinson 10 mins., Leeming 5 mins., 
Total 5 hrs. 35 mins. 

Mr. Cantrill gave instruction to :—Messrs Fray 25 mins., Jenkinson 
20 mins., Gattrell 20 mins. ‘Total xr hr. 5 mins. 

Mr. Scholes gave instruction to :—Messrs. Crossthwaithe 1 hr., 
Davison 30 mins., Tummers 30 mins., Foxcroft 20 mins., Brown 20 
mins., Hardy 20 mins., Newton 20 mins., Fallon 20 mins., Crabtree 
20 mins., Leeming 20 mins., Lowe I3 mins., Burt 15 mins. ‘Total 
4 hrs. 50 mins. 


Mr. F. L. Barnard starting from Scratch on the Bristol Badminton (Jupiter engine, 450 


Tests occupied 55 mins. Solo flights by Messrs. Leeming 1 hr. 30 
mins., Goodfellow 30 mins., Lacayo 25 mins., Crabtree 5 mins. Total 
solo 2 hrs. 30 mins. 

Total time flown 14 hrs. 55 mins. 

The aerodrome will be closed on Friday, July 23, at 4.0 p.m. until 
Sunday, July 26, at 2.0 p.m., as four of the Club’s machines will be 
away at the Yorkshire Aero Club’s Flying Display. A party of 
members are going to Sherburn for this occasion and it is hoped that 
all who can will assemble at Sherburn Aerodrome, near Leeds, on the 
morning of July 2a. 

The Newcastle-upon-Tyne Aero Club, 

Retort for week ending July 11. 

The Club is still without an Instructor, Mr. J. D. Parkinson not 
being due to arrive until July 12, but the pilot members have kept 
things moving as much as possible. 

Only one machine is on service, otherwise Sunday, the rth, should 
have been a big day. However, the second engine has been returned 
after overhaul and the machine will be on service early in the coming 
week. 

Following are particulars of flying carried out :— 

Total time, 5 hrs: 

Mr. R. N. Thompson carried Mr. A. D. Bruce as passenger on one 
flight. 

Mr. Baxter Ellis flew with Mr. A. D. Bruce, Mr. J. M. Davidson 
(two flights), Mrs. Davidson, Dr. Dixon, and Mr G. H. Waugh. 

Mr. N. S. Todd carried the followinz passengers:—Mr. J. Bell 
(taking photographs), Mr. Howard, Mr. and Mrs. A. H. Bell. 

On Sunday, the 11th, Air Commodore J G. Weir and Mrs. Weir 
visited the aerodrome for tea and petrol, in the course of a journey 
from Iondon to Glasgow on the D.H 51a. There were a number of 
members on the aerodrome at the time and all were agreeably sur- 
prised to see the smart machine arrive, though it does make the 
Moths leok rather small and ordinary. 

It was a beautiful day and the 51 looked very nice in the air. 
Air Commodore and Mrs. Weir submitted gocd naturedly to being 
photographed before taking off, and later kindly manceuvred the 
machine so that it could be photographed from a Moth by means of 
an aerial camera, in the air. 

Since the large hangar has been made waterproof (or nearly s0) 
Badminton has become a popular pastime and it appears that it may 
shortly be difficult to select the team to meet that which challenged 
the Club some time ago. The game is being taken as seriously as 
flying has been and the challengers will require to get in some prac- 
tice. Needless to say Mr. R. N. Thompson is the prime mover in 
the game, 

The Yorkshire Aeroplane Club. 

Report for week ending July 4. (Delased in post.) 

We are now all putting our backs into the job and are getting to 
work in earnest. We realise that to make a success of the Club 


h.p. in the King’s Cup Race on Saturday. 
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BIRMINGHAM’S SPORTING EFFORT. 


Capt. McDonough, of the Midland Aero Club, piloting the Club’s Moth, 


a as HENS 


entered by Major Gilbert Dennison, in the King’s Cup Race. 


every man must put in a lot of jolly hard work. It is for this reason 
we have been compelled to accept the resignation of Professor 
Brodetsky, our Chairman, who should have held office until next 
September, but intimated this week that he offered his resignation, as 
he was unable to spare the time. 

It is with real regret that we have accepted this, as he has always 
been a genuine help to the Club and has put in a great deal of hard 
work on our behalf. We take this opportunity of placing on record 
our appreciation of his services. Fortunately we only lose him as a 
Chairman and we shall continue to have his help in any other way 
we desire. 

We have unanimously elected as his successor Mr. W. I.. Oldroyd, 
a very keen supporter of the Club, and one who can spare us a great 
deal of his time 

Aerodrome Activities —The following had dual instruction during the 
week :—Messrs. J. I’. Barnes 30 mins., W. I. Oldroyd 30 mins., Mann 
60 mins., Elam 60 mins., Yapp 30 mins., McCalman 30 mins., Fowler 
140 mins., Carter 25 mins., Lax 85 mins., Wood 45 mins., Swift 10 mins. 

The following did solo flights :—Messrs. McCalman 15 mins., Wood 
I5 mins., and Fowler, who went up for his first solo on July 2 and 
made a jolly good effort. 

Owing to the absence of Capt. 


West in London for medical board, 


Mr. Carter, a “B” licence man, kindly attended the aerodrome on 
July 4 to give instruction to any pupils who wanted it. He gav 
Mr. Swift 10 mins. dual and also took up Mr. Ruddick, a prospectiv: 
member, for a trial flight. 

Total dual 12 hrs. 5 mins. ‘Total solo 4o mins 


Owing to various people playing football on the tarmac outside 
the sheds and leaving portions of their boot-gear (chiefly hob-nails) 
there are several punctures to report this week; our enginee 
reports there are about 29 punctures in each tube! As we do no 
at present possess many spares, severe action will probably be taken. 

Our Moth, which we sent for repair some time expected 
in about three weeks—in time, we hope, for our Air Pageant—and 
by then we shall have a lot more pupils ready for solo. 

We are preparing for our Air Pageant on July 24 and 
many valuable prizes promised, and we wish to impress upon our 
friends the keeping their machines intact. If they fly 
over to Sherburn any time before that date a rea ly warm Yorkshire 
welcome is assured We beg to remind prospective competitors and 
others that the Leeds Tercentenary Festivities are on at the time, so 
that there are plenty of things to be done outside the Pageant, and 
we can guarantee everyone a jolly good time.—r. w. kK. 

Report for week ending July xo 

The following members had dual instruction during the 
Messrs. lax, McCalman, Barnes, Swift, Harvey, Norway. 

The last two pupils are members of the Airship Guarantee Com- 
pany stationed at Howden Mr. Norway was lately at de Havillands 
and has done 30 mins.’ solo already. 

Total flying 8 hrs. 48 mins. ‘Total dual 4 hrs 30 mins. 
and tests 2 hrs. 18 mins. Total solo 2 hrs. 

Mr. Henry Leatham, a new member of the Club, had his first flight 
on Sunday and if enthusiasm counts for anything should have his 
flying certificate in about three weeks. 

Mr. Lax and Mr. McCalman are now ready for 
certificates and may take these next week. 

Capt. West tried out Mr. Smith’s Wren, which the latter bought 
some time ago, but only did a few straights, owing to the numerous 
haycocks which are now happily being auickly removed. 

Our Air Pageant promises to be a great success. Entries having 
been received all round, and the way other Flying Clubs are helping 
us by entries is really very sportsmanlike. We want as many 
and machines as possible and accommodation will be 
eCVeryone;—R, W. K. 
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The Southern Aero Club, 
Report for week cnding July 4. (Delayed in post.) 
The total flying for the week only reached 8 hrs. 10 mins., the 
whole of which was confined to G-EALL, owing to G-EATU being 
out of commission for change of engine and general inspection. 
Further, our members attended the Hendon Pageant in force, flying 
on Saturday being practically nil. 


MALLITE 


THE AERONAUTICAL 


PLYWOOD 


STRONGER AND MORE DURABLE THAN METAL 


For AERO and SEAPLANES manufactured to the 


BRITISH AIR MINISTRY SPECIFICATION 2.V3 by the 


AERONAUTICAL & PANEL PLYWOOD CO., LTD. 
218-226, Kingsland Road, London, E.2. 


Phone ; Clissold 3680 (3 lines). Grams : VICPLY, KINLAND, LONDON. 


The following members had dual instruction :—Messrs. Orford, Poole, 
Naunton and Boulding 

Solo flights were made by Messrs. Parker, Richardson, and Bambridge, 

Report for week ending July 11. 

Total flying time 4 hrs. 27 mins., all on G-KATU. 

The attendance of members at the aerodrome has been fairly regular, 
but owing to slight rain and ground mists little flying has been 
possible. 

The following members had instruction :—Messrs. Orford, Naunton, 
Boulding, and Baxter. Mr. Parker made a short solo flight, 


A PROJECTED ATLANTIC FLIGHT. 

Capitaine Fonck, the premier French “ace,” is preparing 
to make an attempt to fly from New York to Paris in order 
to win the Raymond Orteig Prize of $25,000, which was put 
up some years ago for a direct flight between these two cities. 
Capt. Fonck is at present in New York supervising the con- 
struction of the machine on which he will make the attempt. 

[he machine to be used is a Sikorsky sesquiplan equipped 
with three Gnéme-Rhéne Jupiter engines. The composition 
of the machine and its crew is essentially international—a 
machine built in America, designed by a Russian, fitted with 
British engines built in France under license, a French pilot 
and two American assistants. 

Sikorsky built the first four-engined machine which eyer 
flew. 


Since the end of the War 1014-18 he has been in the 
States, but has produced nothing worthy of note. This latest 
effort seems exceedingly ambitious, and one doubts whether 
any machine can, as yet, be built to carry enough petrol for 
the non-stop flight of something like 3,500 miles from New 
York to Paris. But, at any rate, the Jupiter engines may 
fairly safely be trusted to stay the distance. 

AN UNHAPPY RETURN. 

On July ro Capt. Arrachard and his brother, Adjudant 
Arrachard, who recently flew from Paris to Basra non-stop of 
a Potez XXVIII biplane (600 h.p. Renault engine) attempted 
to fly back to Paris. They were compelled to lamd at 
Harta, 60 miles south of Budapest, owing to magneto trouble. 
The machine ran into a ditch and was badly damaged. 

NEW ENGINES FOR THE HAMPSTEAD. 

One understands that the Handley Page Hampstead which 
up to now has had three Armstrong Jaguar engines is going 
to Bristol this week to be fitted with three Bristol Jupiter VI 
engines. It will be interesting to see how performance and 
reliability of the machine compare with its former engines. 

The object of the change is in order to get some data on the 
service running of the Jupiter. 

SHORT BROTHERS’ SPORTS. 

On Saturday, July 10, the employees of Short Bros., of Rochester, 
held their 9th annual Athletic Sports Meeting, on the Chatham United 
Services Ground The meeting attracted some 1,5co spectators, and 
the weather conditions were very favourable. ‘The sports were well 
patronised as regards entiies both by the employees and by visiting 
athletes in the gcod programme of open events Some fast times were 
recorded, and a burlesque side was provided by a party of clowns. 

A special attraction was the North Kent Senior Relay Championship, 
which provided a close finish between the Depot Batt., R.E.s, and the 
City of Rochester Athletic Club, the former Winning by inches only, 
with Dartford MWHarriers third. 

The “ Victor Iudorum ’? Medal (presented by Chief Constable Arnold 
of the Rochester City Force) was won by J. T. Pateman for a series 
of firsts and seconds in various events (second consecutive year Of 
Winning this award). 

At the close of a very interesting meeting prizes to the value of 
A100 were presented to the various winners by Mrs. A. EB. Short.—A. @ 
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S.E.SAUN DERS Limited 


Designers and Constructors of all types of 
Seaplanes, Flying Boats and Aeroplanes. 


‘“CONSUTA” is eminently suitable for all aircraft. 
It is regarded by experts as being the lightest and 
strongest material yet evolved. 


The “NEWG,” which has just won the Duke of 
York’s Trophy and now holds the World’s Record 
for Speed against the keenest competition, beating 
entrants from America, Canada, France and Germany, 
was built entirely of ‘‘Consuta” laminated wood. 


Seon ONDERS LIMITED, 


BUSH HOUSE, 
ALDWYCH, LONDON. 
City 1456. 


EAST COWES, 
ISLE OF WIGHT. 
Cowes 193. 


Easy to Construct. 
Easy to Fly. 


The 
Cierva 


Autogiro 


An epoch-making 


improvement. 


No _ Stalling. 
Safety in Flight. 
Vertical Descent. 


SUTECTILEDIETITT TUT UTETT UTTER DUCT CECE C UTEP ETE TUTTE? 


The Cierva Autogiro Co., Ltd., 
Bush House, 
London, W.C. 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Monday, 22; tuesday, 23; Wednesday, 27; Thursday, 

21; Friday, 27; Saturday, 32; Sunday, 9. 

IMPERIAL AIRWAYS LTD. : 
London—Paris—Zurich ; 
—Rotterdam—Amsterdam—Berlin : 
freight 17 tons. 

AIR UNION: 
Paris—London : 

KLM. : 
Amsterdam—Rctterdam—-London : 
2.8 tons. 

SABENA : 

Brussels—London : Machines io, 

DEUTSCHE J,UFTHANSA AG. : 
Berlin—London: Machines o, 


London—Ostend—Brussels—Cologne; Jondon 
Machines 75, passengers 649, 


Machines 46, passengers 277, freight 18 tons. 


Machines 24, passengers 118, freight 


passengers 50. 


passengers 0. 


SPECIAL : 

Machines 6, passengers 7. 

Total number of trips by British Machines, 81, carrying 586 pas- 
sengers. Foreign Machines, 80, carrying 440 passengers. 


Comparative Figures : 
Week ending July 11: 

Machines, 161; Passengers, 
Corresponding week, 1925: 

Machines, 172; Passengers, 851; 
Corresponding week, 1924: 

Machines, 173; Passengers, 741; 
Corresponding week, 1923: 

Machines, 111; Passengers, 542; 
Corresponding week, 1922: 

Machines, 145; Passengers, 326; 
Corresponding week, 1021: 

Machines, 115; Passengers, 426; Crews, 143; Total personnel, 569. 
Corresponding week, 1920: 

Machines, 108; Passengers, 233; Crews, 126; Total 

Croydon Notes. 

On July 5, Mr. Dudley Travers returned to Croydon from 
Berck on his D.H.9. with two passengers. 

On July 9 Lieut.-Col. G. I. P. Henderson left Croydon at 
19.21 hours for Douai on the Surrey Flying Services D.H.g 
with three passengers. He arrived back at Croydon at 08.29 
hours the following morning and later the same day left 
for Cherbourg with one passenger. He returned to Croydon 
on July rz. He is a glutton for work. 


1,051; Crews, 207, Total personnel, 1,253. 


Crews, 222; Total personnel, .1,073 


Crews, 214; Total personnel, 955. 
Crews, 185; Total personnel, 727. 


Crews, 235; Total personnel, 561. 


personnel, 359. 


On July 10, Lieut.-Col. Minchin and Mr. Mayer left Dijon 
at 06.30 hours and arrived at Croydon at 12.06 hours, thus 
concluding their flight from London to Cairo and back to 
London, on the Bristol Bloodhound (450 h.p. Bristol Jupiter 
engine). 


‘ 
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Accessories 


Aeroplane 
turned from the bar. 
and Nuts, etc. 


and _ special parts 
Bright Steel Bolts 


ALL STANDARD A.G.S. PARTS KEPT IN 
STOCK. 


They left Croydon on June 30 and arrived at Cairo op 
July 2. Three hours later the same day they left Cairc 
and flew to Sollum. The next day they reached Brindis; 
after landing at Athens, the Greeks, in response to tele. 
grams, denied ever having seen them, and so they were re. 
ported missing till they actually arrived at Brindisi. Here 
they were unfortunate in breaking a tail-skid in landing, 
which caused some days’ delay. 

They left Brindisi on July 9 and reached Dijon. 
following day they flew from Dijon to Croydon. 

Later the same afternoon they flew over to Hendon and 
competed in the impromptu handicap race organised by the 
Royal Aero Club in connection with the King’s Cup Race, 
In all a thoroughly sporting effort. 

During the past week there was much A.D.C. Airerafi 
activity. Sq. Ldr. Jones, Mr. Courtney and Mr. Perry carried 
out numerous test flights on their King’s Cup mounts and 
in addition the last two pilots were flying a D.H.9 and a 
3ristol Fighter respectively. 


Mr. Cobham’s Flight. 

Mr. Alan J. Cobham’s flight to Australia and back, which 
was so tragically interrupted by the death of his engineer, 
Mr. A. B. Elliott, who died in the R.A.F. Hospital at Basra 
as the result of a wound from an Arab sniper, was to be re. 
resumed, all being well, on July 13. 

Mr. Cobham will take with him Sjt. Ward, of No. & 
(Bombing) Squadron, R.A.F., who has been lent to the ex: 
pedition by the Air Officer Commanding, Iraq Command, 

In connection with Mr. Elliott’s death, The Times cor: 
respondent in Basra states :— 

The feat of locating the spot where Mr. 
remarkable one. On the way to Basra Mr. 
visibility of about 700 yards. Yesterday, when Squadron-Leader 
Stodhart [Presumably Sq. Ldr. D. E. Stodart, D.S.O., D.F.G, 6c 
No. 84 Sqdn.—Ep.] took him up, the visibility was 30 miles, yet the 
place was found within a mile. It is on the south bank of tht 
Hamar Lake, where dwells the notorious Beni Assad tribe and pari 
of the Beni Malik tribe They are people who lead a semi-amphibious 
life, residing on small islands in the lake. Their territory begin; 
where cultivation ends; they live by gathering reeds, breeding 
buffaloes, and fishing; their habitat is not fixed, and they may move 
50 miles in a day to the north or south. They are a wild and law 
less people and are well armed. 

The Hamar Lake is more popularly the Hamar marshes. From thal 
area to Basra there is a broad belt of loose sand, which in a high 
wind may be blown 10,000 ft. into the air, a fact which explains the 
aviation difficulties here. 

Hikmet Beg Suleiman, the Minister of the Interior, has instructed 
the Mutessarif of Basra to call on Mr. Cobham to express the regret 
of the Government of Iraq at the death of Mr Elliott. 
SEI aT SL ES FE SE EI TO EE ITT ET 

A. B. Elliott. 


It is with the deepest regret that one has to record the 
death of Mr. Arthur B. Elliott as the result of a bullet fired 
by an Arab. Mr. Elliott, as all the World knows, was Mr. 
Cobham’s engineer. Mr. Cobham and Mr. Elliott were fly- 
ing from Baghdad to Bandar Abbas, and when about 120 miles 
from Basra, when the machine was flying only about 50 ft. 
up, Mr. Elliott was disabled. It was at first thought that 
something had exploded in the cabin, but it was subsequently 
proved beyond doubt that Mr. Elliott had been hit by a bullet 
fired from the ground. 

Mr. Cobham had to fly the remaining 120 miles to Basra 
before he could get assistance. Here Mr. Elliott was taken to 
the R.A.F. Hospital, where an immediate operation took 
place. He was operated on again the next morning, July 
6, but he died shortly afterwards. 

Arthur Elliott would certainly have done big things m 
aviation. Although he had flown as engineer with Mr. Cob- 
ham in many of his long Kuropean flights beforehand, he first 
came into prominence when he made the journey to Rangoon 
and back with Sir Sefton Brancker and Mr. Cobham. His 
impromptu speech at the banquet given to the trio on theif 
return is still among one’s happiest memories. Following 
ee came the great flight from London to Cape Town and 
back, 

On all these journeys he worked indefatigably on what- 
ever engine or job about the machine fell to his lot. One 
would not say that the flight would have been impossible 
without him. But only with the help of a man of his com- 
bined ability, skill, energy, and steadfastness of purpose 
could they have been accomplished. 

He had a delightful sense of humour, as was shown by 
those little ‘Cameos ”’ of the Cape Flight which he com 
tributed to THE ADROPLANE. 

Just before the start of the present flight Mr. Cobham told 
one how much of the successes of his biggest flights weré 
due to Mr. Elliott. He said that once he had arrived at 4 
landing ground he could get on with the work he came to 
do. He simply left the care of the machine and engine to 
Mr. Elliott, knowing perfectly well that all would be ready 
to start at the appointed hour. 

To his mother and brother and his other relatives one offers 
the deepest sympathy in their loss. Mr. Cobham has lost @ 
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Eastman Aero Camera 
Model KI1 


for Topographical Work 


The Eastman Aero Camera (Model K1) is entirely automatic 
in action. Driving power is provided by a wind motor containing 
a rotary paddle wheel, with a lever control, which also regulates 
intervals between exposures. Any number of exposures—size 
9; ins.x 7, ins. (18x 24 cm.) 
—up to 100 can be made on 
one 7) ft. roll of Eastman 
Daylight Loading Film. The 
film is held flat by the constant 
suction caused by the Venturi 
tube. Shutter speeds can be 
varied at will from 1/90 to 
1/310th of asecond. Fitted with 
either 12 in. or 20 in. £4.5 lens. 


Further particulars post free on application to 


Kodak Limited, Kingsway, London, W.C. 2 
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The latest FOKKER C. V.—Napier general purpose two-seater aeroplane. 


PERFORMANCES : 
Weight empty 1,450 Kilos. Equipped with Napier-Lion. 
Weight loaded 2,410 Kilos. Compr. 5.8: Compr. 5.0: 
Maximum Speed eal oC 235 Kms. hr. 228 Kms hr. 
Climb to 5,000 m. ... coe 23' 30'' 26' 30" 
_N.V. NEDERLANDSCHE VLIEGTUIGENFABRIEK 
_ Rokin 84. AMSTERDAM—HOLLAND. Cables: Fokexport. 
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very valuable and loyal co-operator and the De Havilland 
Aircraft Company have lost a member of their staff for whom 
all had the highest regard.—G. D. 

The following telegrams were sent last week by Sir 
Samuel Hoare, Secretary of State for Air, on the death of 
Mr. A. B. Elliott :— 

To Mr. A. J. Cobham. ae 

‘Deeply grieved at tragic interruption of your enterprise. 

To Mrs. Elliott (Mother). 

‘Please accept my profound sympathy in the tragic death 
of your gallant son, to whose high courage and technical skill 
Mr. Cobham’s brilliant series of successful long-distance 
flights owed much.”’ 

SEC FC A EE ET EET REE I 
ENTRIES FOR THE PARIS AERO SHOW. 

The management of the Paris Aero Show has issued a 
communiqué of which the following is a translation :— 

THE TENTH SALCN OF THE AERONAUTIC. 
announced the tenth Salon >of the Aeronautic will hold 
at its habitual emplacement at Paris at the Grand 
Palace of the Elysian Fields from the 3 to the 19 of December 
approaching. This Exposition has already received the adhesion 
of a grand number of French and strange to this subject 
we recall that the terms of participation should be addressed to the 
Commissariat General, 9 Kue Anatole de la Forge at Paris. 

We signal equally that the houses inscribed before the 31 July 
approaching will participate alone at the draw by lot of the em- 
placements of their respective classes.—After this date the inscrip- 
tions will continue to be received, but the places will be fixed following 
the disponibility. 

In other words, firms who enter before July 31, will stand 
their chance of drawing a good place in the ballot for stands, 
but after that date they will have to go where they are put 
Will English firms who intend to exhibit please note ? 

A FOKKER JOB IN AMERICA. 

Reports from Amsterdam state that the Philadelphia Rapid 
Transit Company, one of the largest American transport 
companies, which has monopolised the tramways, subways, 
taxis and motor-’buses in Philadelphia, and has established 
a parlour-car motor-’bus service to Baltimore, Washington and 
New York, has now decided to include also aerial transport 
in their business scheme. Recently the President of the 
P. R. T. Company, Mr. T. E. Mitten, made a tour of Europe 
to study the operation of the various air lines and to investi- 
gate types of aeroplanes which would best suit his pur- 
pose. 


After having flown on a number of European air lines he 
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chose the type VIII-3m, Fokker, the three-engined monoplan| 
which performed so well in the Ford Trophy Tour and wit) 
which Commander Byrd is alleged to have flown to the Nort! 
Pole and back, and this type will be the standard equipmen 
OL the PRs ih lines: 

An Air Line was to start between Washington and Phila! 
delphia on July 1, in connection with the Philadelphia Sesqui 
centennial Exhibition. The flying field of the Navy Yard! 
right next to the Exhibition, has been put at the disposa 
of the P.R.T., and in Washington the Company has its ow 
flying field situated within eight minutes from the Whit 
House. As the P.R.T. has no experience of air-line operation 
the Company has charged the American Fokker Airctaf 
Corp. to install the flying fields, to organise the ground ser 
vice, to appoint the pilots, and to superintend the upkee; 
and repair of the aeroplanes and engines. 


PERSONAL NOTICES. 


DEATHS. 

AVERY.—On July 6, at Razmak, India, 
accident, L-AC. Cecil Robert Avery, R.A.F. 

HARRIS.—On July 6, at Razmak, India, as the result 
accident, Clement Conrad Harris, Lieut., R:A., and Fig. 

Mr. Harris was detached from the Royal Regiment 
for service with the R.A.1*. on I, 1924. 
Sadn. in September, 1925 

HOOPER.—At Harlow, on July 9, as the result of a motor-cyel 
accident, AC. Martin Hooper, R.A.F., Duxford. 

RICHARDSON.—On July 6, suddenly, at Widmore, Stoke Mandeville 
Aylesbury, Winifred Mary, beloved wife of Capt. Christopher Ridle 
Richardson, EK, York. Regt. and R.A.F., aged 35. 

MARRIAGES. 

MICHELL—WALKER.—On June 26, very quietly, in Dunmow, Fle 
Off. Victor Michell, R.A.F., of West Mersea, Essex, to Marjorie Walker 
only daughter of the late Mr. Frederick Walker and Mrs. Walker, o 
Dunmow, Essex. 

WINTERBOTTOM—GILLEY.—On July 1x, Capt. W. R. Winter 
bottom (late R.A.F.) to Marjorie Gilley, of Tortington Park, Sussex 
only daughter of the late John Gilley. 

FORTHCOMING MARRIAGE. 

HALFORD—DAVIES.—The engagement is announced between Fit 
Lt. Wallis Halford, R.A.F., eldest son of Mr. and Mrs. G. J. Halford 
Cleeve Prior, Worcestershire, and Mary, only daughter of the Rey. ] 
and Mrs. Wynne Davies, Horton Rectory, Slough, Bucks. 

BIRTHS. 

CUNNINGHAM.—On July 8, at The White Lodge, Heswall, Cheshire 
Lylie, wife of Col. J. A. Cunningham, D.S.O., D.F.C.,—a daughter. 

LEEMING.—On July 9, at Owlpen, Bowdon, Cheshire, to Gladys 
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The manufacture of high grade steel tube, made in its entirety 
from the raw bloom to the finished tube and the manipulation 
of such to any desired shape or section calls for A COMPRE- 
HENSIVENESS IN ORGANISATION—A SPECIALISATION 
IN HIGHLY 
EXPERIENCE PERFECTED 
Such an organisation is at your disposal for the production of 


TECHNICAL MANUFACTURE, AND AN 
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Cold Drawn 
Weldless Steel Tubes 
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Super Quality 


Fashioned to your Desired Shape and Section for each or any 
part of Aircraft. 
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“YET GUARD (AND LANDWARD) OR TO-MORROW SWEEPS | 


“THY WARSHIPS DOWN THE BAY,’’—(KreLinc.—Hong-Kong.) { 


(Photograph by Ah Fong, Wet-Hat-Wet.) 

FARTHEST EAST :—A Fairey IIID Seaplane (INapier engine) of No. 444 (Fleet Reconnaissance) Fight, R.A.F. 

(Hong Kong) at Wei-Hai-Wei, N. China. No. 444 Flight is in H.M.S. ‘ Vindictiye,” which is the first British 
cruiser to be equipped with catapult gear, 
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el aps Lg aN ste, An interesting booklet describing best he” 

ANTI-FRICTION |. methods of tinning, pouring, fitting, etc., 

(WHITE) METALS — with useful notes on tools, oilways, lubri- Hoyt Metal Co., Ltd. 


cation, etc. Deodar Road, Putney, 
CHEERFULLY SENT ANYWHERE. London, S.W.15. 
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Telephones : TITANINE-EMAILLITE, LTD., Telegrams : | 
Gerrard 2312 and ; 175. Pi dilly, Lond w.l Tetrafree, Piccy, London 
Regent 4728, Empire House, 175, Piccadilly, London, W.1.  Qodes: A.B.C., 5th Edn. 


Works:—London and New York. and Bentleys. 
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A. V. ROE & CO., LTD., Avro Works, Newton Heath, Manchester. 


London Office: 1°6, PICCADILLY, W.1. Experimental Works: HAMBLE, SOUTHAMPTON. 
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ON AIR 


Now that we have finished with the King’s Cup Race, which 
s apparently to be our only air race this year, not counting 
the Light Aeroplane Gymkhana at Lympne as serious air 
‘acing, the time seems fitting to sit down and think what 
is going to happen to air racing in the future. 

In the days of one’s youth afavouriteoccupation of the news- 
papers, when nothing much was happening politically and 
there did not happen to be any important wars going on in 
‘he British Empire and there was no popular murder to dis- 
tuss, was to start a correspondence on the eternal question 
‘What shall we do with our boys?” To-day we may well 
lliscuss ‘*‘ What shall we do with our air races?” 

One thing very evident about the King’s Cup Race ten 
lays ago was that, to use the theatrical phrase, it “‘ failed to 
lattract.’’ It did not attract anv new machines as com- 
petitors, with the exception of the Bristol Badminton. It 
lid not attract the public to Hendon. It did not attract 
imuch attention at the various turning points, except for the 
ittention which was industriously worked up by the Glouces- 
tershire Company at Cheltenham. And it did not attract 
mything like as much attention in the Press as it would 
fave done if there had been genuine excitement about it. 
| It cost all the firms who were concerned in the race as 
competitors quite a good deal of money. At any rate it cost 
each firm a good deal more money than a sum _ which 
if expended in judicious advertising in THe AEROPLANE news- 
paper, would have increased the prestige of that particular 
firm very largely all over the World. 

The net result was that the only people who really made 
anything out of the race were the de Havilland Company 
and A.D.C. Aircraft Ltd., because of the victory of the Moth 
with its Cirrus engine. 
| Compared with modern ideas of-speed, the fastest speed, 
[52 m.p.h., was not fast enough to be any particular ad- 
vertisement for anybody or anything, considering that some 
countries have two-seat fighters and reconnaissance machines 
which are a good deal faster, and that nearly all countries 
{actually including ourselves) have single-seat fighters which 
are very much faster. 

Undoubtedly the race was worth while, from the point of 
view of progress in British Aviation, because, owing to its 
being a handicap, a Moth was able to win. And the con- 
sistent flying of that machine by Mr. Broad, together with 
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RACING, 

the fact that three out of the five machines to finish were 
Moths, has given a tremendous advertisement not only to 
that particular make of aeroplane but to the type of machine 
which is best suited to the uses of private aviators. 

But the King’s Cup Race was not serious air racing. 

At Brooklands, even when touring-cars are used for racing, 
some pretence is made of making them into racing cars. 
Baby Austins are fitted’ with fish tails and fancy exhaust- 
pipes, and moderately fast cars, which respectfully make 
way when overtaken. by the Editorial Talbot on the road, 
put up phenomenal speeds when faked for racing. 

One imagines that if anybody went to the trouble and ex- 
pense of faking a Moth by putting on special racing wings 
and streamlining the fuselage and fitting a special under- 
carriage and boosting the engine and so forth the outfit couid 
be made to do something very like the fastest time which 
was actually done in the King’s Cup Race. But as it was, 
that which ought to have been one of the World’s great 
Classic Races became in fact a reliability tour coupled with 
an exhibition of superb piloting and course-finding. 

OUR Two Classic RACES. 

Our Royal Aero Club has what might be called the copy- 
right title of two real air races, the King’s Cup Race and the 
Aerial Derby. How little the copyright of the latter is worth 
may be judged by the fact that quite a number of the news- 
paper people called the King’s Cup Race the Aerial Derby. 
Which made one feel sad when one thought of how the late 
Richard Gates used to bring anything between 60,000 and 
£100,000 people to Hendon and dragabout 2,000,000 other people 
out of the seclusion of their Saturday afternoon’s rest to see 
his real Aerial Derby machines careering round the hundred- 
mile circuit of London. 

That was the way air racing ought to be run. And that 
is how it will be done again some day when the Aircraft In- 
dustry awakes to the fact that air racing is worth while as 
an advertisement, and when a few real sportsmen go to the 
expense of haying real racing machines built for them. 

WHENCE THE ENTRIES ? 

Meantime, what are we to do about air racing? The pre- 
sent arrangement of things as done, or left undone, by the 
Royal Aero Club, is perfectly hopeless. No doubt a good 
deal of the chaotic state of affairs is due to the Air Ministry, 
because a machine which is down in the deepest depths of 
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the Secret List one day, as a secret known to everybody but 
Due may suddenly be ‘‘ released ’’? and become abso 
lutely public property just too late for it to be entered in a 
flying competition. 

For example, there are several ma achines being built for 
the Air Ministry at the moment which the makers hope 
will be record-breaking seaplanes. None of them has any 
real war value, so there is no earthly reason why they should 
be kept secret. And they are certainly not secret to the Air 
Authorities of any other nation, considering that our aircraft 
works and drawing offices are infested with Belgians and 
Germans and Frenchmen and Bolsheviks and so forth work- 
ing as ordinary employees and in a position to acquire minute 
knowledge of the details of these machines. 

But, though every foreign nation may know all about these 
secret non- -military machines, we of the staff of ‘THe APRO- 
PLANE may not mention them in, print. And the actual manu- 
facturers of them cannot arrange to enter them in any com- 
petitions next year because some temperamental official at 
the Air Ministry may take it into his head for no reason 
whatever to insist on any or all of these machines being kept 
secret until the day after it is too late to enter them. 

Or a rule may be made that they. must remaip on the 
Secret List till they have passed their flying trials at Felix- 
stowe (with floats) or at Martlesham (on wheels). And then 
their tests may be held up there because the test pilots or 
measuring officials happen to be busy testing some other 
machine which amuses them more, or which has to be put 
through its tests, for some reason or another, before the 
speed machines can be tested. And that is all supposing that 
the Aero Club has fixed any kind of a programme whatever. 

FIXING A PROGRAMME. 

Unfortunately the Aero Club’s idea of fixing a programme 
is about on a level with its idea of fixing a course for the 
King’s Cup Race. It chops and changes its dates and re- 
arranges its programme in an irresponsible manner which 
would be delightful were it not for the fact that it is not 
good for business. 

Before any firm can be expected to take seriously to the 
expensive game of building racing machines the Aero Club 
must lay down definite dates. And it must stick to them. 

All the important dates in the social life of England are 
fixed a year or more beforehand. We can get to know 
already the dates for next year’s Henley and for next year’s 
Wimbledon and next year’s big horse races and so forth. 
Therefore the Aero Club can easily fix the date for any big 
air race which it proposes to hold so that that date will 
not clash with any of the older, and at present more im- 
portant, functions. 

The dates for the Aero Club’s competitions in 1927 ought to 
be published not later than the first week in November of 
this year. And at the same time the Club ought to publish 
the conditions and the courses for these competitions. At 
any rate, if it cannot fix definitely on the time and place 
for whatever it intends to hold in the way of light aero- 
plane competitions next year it ought to fix the date and 
the course and the conditions for the King’s Cup Race and 
the Aerial Derby if it is going to hold these two races. 

Then manufacturers will have some chance of making up 
their minds whether they are going to build special machines. 

And if the Club is going to hold a ae Competition for 
the secret seaplanes which are being built for the Air Ministry 
it ought to come to an understanding with the Air Ministry 
as to whether those machines are going to be allowed to com- 


pete or not and it ought to fix the course and conditions for 
that competition also. 


That being that let us now consider the question of the 
races themselves. 

THE DE HAVILLAND PARTY. 

On Wednesday evening last, July 14, the de Havilland Com- 
pany gave a ede at Princes Restaurant to hand over to 
Sir Charles Wakefield, as the entrant of the winning Moth, 
the King’s Cup which had already been presented to Mr. 
Broad at Hendon by the Duke of Sutherland at the finish of 
the race the previous Saturday. Nearly all the competitors 
in the race were present except those who were compelled 
to be somewhere else by force of business, and most of the 
A.D.C. people were also there. 

It was quite a cheery gathering. There were about twenty- 
five in the party. And Mr. St. Barbe, who was responsible 
for the organisation, hit on the original idea of having the 
dinner in the main restaurant instead of in a private room, 
thus avoiding any possibility of ee making, an arrange- 
ment which was much appreciated both by those who would 
have had to make the speeches and ¢hose who would haye 
had to listen to them. Also there was a certain piquancy in 
watching the puzzled expressions of the members of the non- 
aeronautical public who came there to dine and found the 
raised floor at the end of the room occupied by one long table 
surrounded by twenty-five or thereabouts more or less serious- 
looking men in dinner jackets. 

Sir Charles Wakefield, who had been prevented by urgent 
affairs from being present at Hendon when his entry won 
the Cup, occupied the place of honour in the middle of the 
table and was undoubtedly pleased at the very genuine con- 
gratulations which he received on having won a prize after 
having been the giver of so many prizes for so many years. 
As one remarked last week, he has been regarded as a kind 
of permanent prize-mine for so long, that actually winning 
something himself came to him as quite a new sensation. 
One only hopes that in the future prize winning will be- 
come as much a habit to Sir Charles as prize giving has 
been hitherto. 

After dinner was over and everybody had drunk the healths 
of Sir Charles and Mr. Broad, and after the resourceful Mr. 
St. Barbe had provided dance partners for those so inclined, 
the rest of us became involved in arguments about aviation. 

One began by discussing club flying and Moths and Civil 
Aviation generally at considerable length with Mr. Sparks, 
the devastatingly competent chief instructor at the London 
Aeroplane Club. The results of that will certainly influence 
one’s views in future. Princes may seem a queer place in 
which to talk serious Aviation. But just as there is more 
serious religion discussed in the night clubs of London than 
there is in most Church Conferences, so more valuable views 
on flying may be gained in a restaurant than on an aero- 
drome. 

After that one drifted across to a discussion with Captain 
Geoffrey de Havilland and Colonel Sempill and Mr. Charles 
Walker and Mr. Colebrook of The Times on Air Racing 4n 


general, Here again one naturally received considerable et- 
lightenment. 


Having known Captain de Havilland for some fourteen 
years one can say that though one has hardly ever been com- 
pletely in agreement with him on anything, except of course 
on the construction of aircraft, on which subject his products 
prove that there can be no argument, one has never dis- 


cussed anything with him without being wiser as the result. 
So, although w vhat one has to say on the subject is probably 


quite opposed to the views of Captain de Havilland and 
Colonel Sempill and Mr. 


argument. 


Walker it is at any rate the result 


of our 


AT 
for the last lap of the return journey. 
is undoubtedly a delightful spot, from the military 


ABOUKIR.—Gne of the machines belonging to the Cape Flight, R.! A.F. 
Aboukir is the R.AF, 


after it had been fitted with floats 
Stores Depot f for the Middle East, and, although it 


point of view it seems rather vulnerable to attack from the sea. 
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“Something has been f 
achieved indeed,” 


Sunday Times 


e 
Pescat Fairey aeroplanes, each fitted with a 


single Napier Lion engine, flew from Cairo to 
Cape Town and back via Cairo to England. 


In connection with this remarkable flight, attention 
is drawn to the following facts :— 


The Napier engines were standard, being taken from 
Stores as for ordinary Service use. 


The number of engine miles flown was 56,000. 
No engine was changed during the whole flight. 


No mechanical trouble of any description was experi- 
enced. 


Machines flew in formation and kept to prearranged oo 
schedule times throughout. E: 
i See 
Flight carried out through tropical heat, rain and | ea 
sandstorms. Li 
For the first time on such a flight no difficulty was Lilt 
experienced in leaving high altitude aerodromes in co 
rarefied air with fully loaded machines. a 
“It may be fairly simple nowadays to fly one C5 
machine half round the world, but when four 3d 
machines do it together, showing the flag, as it were, chp 
any one engine or machine of which may break at 
down, and not one of them does, then something a 
has been achieved indeed.” ie 
Sunday Times, 4th July, 1926. ae 


To be sure of 100% efficiency 
fit your aeroplane with the— 


NAPIER 


The finest Aero Engine in the World 
D. NAPIER & SON, LTD., ACTON, LONDON, W.3 
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SPEED AND RELIABILITY. 


Of the two great Classic Air Races which we ought to: 


hold next year one is convinced that the Aerial Derby ought 
to be a pure speed race and that the King’s Cup Race ought 
to be something in the nature of a test of reliability—though 
not what is usually called a reliability trial to distinguish 
it from a race. 

The Aerial Derby ought to be a scratceh race for speed 
machines without any handicapping either by formula or by 
calculation or by guess-work. It ought to be simply an en- 
deavour to discover who can build the fastest aeroplane. And 
it ought to be open to aeroplanes and pilots of all nations. 

There should be one regulation and one only. That should 
be that all competing machines must be able to land at not 
more than fifty miles per hour. 

Every competing machine should go through a landing 
test under official observation on the day before the race itself, 
or earlier if convenient. That would do away with any 
charge, such as has been known in connection with previous 
Aerial Derbys, that the Aero Club were encouraging pilots 
to break their necks. It would force designers to produce 
potentially useful flying machines. And it would definitely 
help progress in design. 

Given the fifty-mile-an-hour landing speed, then every 
maker should be free to use whatever engine he liked and 
it would be up to him to get as much speed as possible. . 

According to the rules of the Pulitzer Trophy Competition. 
the American racing machines have to be able to land at 
seventy miles an hour. Yet they achieve a speed of 250 or 
260 miles an hour. Given a landing speed of 50 m.p.h. 
if we can get a speed of 250 m.p.h. then we are making 
genuine progress in aircraft design. For, one of the first 
and most important steps towards safety in aviation, is the 
achievement of the highest possible top speed with the 
lowest possible landing speed. 


A SPEED RACE. 

The race should be flown over a course round London of 
about roo miles. With a 50 m.p.h. landing speed any com- 
petent pilot should be able to get down safely if his engine 
should stop anywhere along such a course. 

The total length of the race should be 600 miles, to be 
flown in three stages of 200 miles each. ‘That is to say, the 
competitors should go twice round the course and then land 
to refuel and stop for a certain stated time. Thus there 
would be two intermediate landings in the race. 

All competitors should start from scratch. There should 
be no difficulty, with machines which have a landing speed 
of so miles per hour, and so have a correspondingly slow 
get-off, in starting six or seven of them in a row at Hendon 
Considering that nine single-seat fighters can get off in per- 
fect formation, there should not be the slightest difficulty 
in getting six racing machines away in a line—at any rate 
with such pilots as we have to-day. : 

There can hardly be any likelihood of six machines being 
built for the race in the next year. There is a remote pos- 
sibility that two might be built, and so the first race under 
the new conditions would simply be a duel. 

Tf ultimately so many machines were built for the race 
that they could not all be started in line, then the race could 
be flown in heats, or eliminating trials could be held. 

Even if only one firm had the enterprise to build or enter 
such a machine for the race it would be worth while to let 
that machine have a fly-over, just by way of making a start. 
For only by making the Aerial Derby a scratch race can the 
tae ever achieve the distinction which belongs to it by 
right. : 


THE WRONG WAY. 


The old idea of holding a handicap race in connection 
with the Aerial Derby, and getting slow machines all mixed 
up with fast machines, and having the scratch man start 
a lap or more behind the limit man, is merely confusing to 
the public and spoils the whole thing as a race. Also it is 
infernally inconvenient to the unfortunate people who haye 
to get up early to see the limit man off in a long race and 
then sit for hours waiting for the scratch man to start. 

But if the Aero Club will have the courage to tackle the 
problem firmly, and will lay down the principle that the 
Aerial Derby is to be a scratch race for speed machines, 
then we may with luck and energy make the Aerial Derby a 
World’s Classic Speed Race. 


KING’S Cup SUGGESTIONS. 


The King’s Cup Race is another matter altogether. 

One seems to remember that when the first Cup was pre- 
sented to the Royal Aero Club His Majesty expressed the 
desire that the conditions of the race should be arranged in 
the manner best calculated to produce progress in British 
Aviation. In this sense progress may very well mean the 
popularising of aviation, or, as Sir Samuel Hoare 
puts it, making the people of this country air-minded, just 
as much as actual progress in design. For if the nation as 
a whole takes a vivid interest in flying, progress in design 
must naturally follow. 

If there were numerous flying clubs all over the country, 
each with hundreds of members keenly interested in the de- 
tails of the machines which they had to fly, and if we had 
many private owners experimenting with new gadgets and 
making minor alterations in their machines, as keen owner- 
drivers used to do in the early days of motoring, we should 
make a very great deal of progress. 

On the principle that the shoemaker’s wife is always the 
worst shod, the professional pilot (whether Service or Civilian) 
is more or less content to fly whatever he is paid to fly. He 
may grumble about the machines, and the way the instru- 
ments work or do not work, and the way the controls are 
arranged and so forth. But even if he wished to do so, he 
has not the power to make alterations in the machine. 

Anyhow, he seldom flies one machine long enough to take 
a keen interest in it. And so his mount never acquires a 
personality for him as it would do if it were his own pro- 
perty or if he had to fly that machine and no other. On the 
other hand the owner-pilot or the club member, who always 
kas to fly one machine or at most two or three similar 
machines, is much more likely to find little difficulties and 
remedy them, or to think of little improvements and get 
them put into his machine. 

The modern motor-car is very largely as convenient as it 
is because of the alterations and improvements which haye 
been made by owner-drivers. The paid driver merely drives 
what he has got to drive. Therefore if the King’s Cup Race 
can be made to interest the great mass of the British Public 
it will be serving its purpose in promoting the progress of 
British Aviation. 

THE K1nc’s Cup COURSE. 


With that idea in view there is no doubt.that the course 
of the race ought to be spread over as much of the British 
Isles as is possible. The question is whether the course 
should be, as it was on July 10, over two circuits covering 
the Southern part of England, or whether it should be an 
extended Circuit of Britain as it was originally 

In the course of our discussion the other evening Mr. 
Colebrooke of The Times suggested that a race from London 
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AN AMERICAN COLONIST. 


A Fokker ‘“ Universal ”’ 
structed by the Fokker Aircraft Corporation, of Hazebrouck Heights, N.J. 
on Contract Air Mail Route No. 1, which is to run between New York and Boston, Mass., and 


monoplane (200 h.p. Wright Whirlwind engine), con- 


This type of machine is being used 
is operated by 


Colonial Air Lines, Inc., of Naugatuck, Conn, 
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to John o’ Groats, and from John o’ Groats to Land’s End 
(via Glasgow and Bristol, so as to prevent the machines from 
flying a compass course down the middle of the Irish Sea), 
and from Land’s End to London would stir up a great deal 
of interest all over the country and would moreover give the 
newspapers something to write about. ; 

The suggestion seemed to meet with _something like ap- 
proval from the other parties to the discussion. And one 
certainly thinks that the idea is very well worth consider- 
ing. 

There has always been something about the Land’s End 
to John o’ Groats course which has appealed to the public. 
People have walked in record time from Land’s End to 
John o’ Groats. In the early days of cycling, the End-to- 
nd Record, as it was called then, was one of the most 
coveted distinctions. And though motor record-breaking on 
the road has always been severely discouraged by the Royal 
Automobile Club, a good many car-drivers have done un- 
official speed drives from Land’s End to John o’ Groats. 
Also one remembers one very fine officially observed per- 
formance when a Rolls-Royce car was driven from Land’s 
End to John o’ Groats on top gear all the way without 
changing, just to show what the car could do. 

In these days the few hundred miles from Land’s End to 
John o’ Groats is not worth considering as an aeroplane 
course, but a more or less triangular course from London to 
Land’s End, thence to John o’ Groats, and thence to London 
is quite long enough to provide a two-days’ course. 

OBJECTIONS. 

‘There certainly are many objections to such a course. First 
of all thanks to our variegated climate we might have perfect 
weather in the South of England, North Sea fog at John 
o’ Groats, and heavy rain at Land’s End. Also there is the 
difficulty of finding reasonable landing ground at Land’s 
End or John o’ Groats. And there is not much in the way 
of comfortable landing surface between Glasgow and Wick 
(which is the nearest town to John o’ Groats) or between 
Bristol and Land’s End. 

Still, after all, Progress in Aviation includes making aero- 
planes practical vehicles of transport and if they are to be- 
come such, they must be capable of operating in any sort 
of weather and of getting down on any sort of ground. Or 
else they must be capable of stopping up in the air with some- 
thing like reasonable reliability—a quality which was not 
demonstrated in the last King’s Cup Race when nine 
machines out of the fourteen starters were put out of the 
race by forced landings. 

There is also the objection that a round-Britain course 
would cost the Aero Club a good deal more in the way of 
organising landing grounds and control points and so forth 
than would a course such as that used on July to. 

GLOSTER ENTERPRISE. 

Nevertheless, the Gloucestershire Aircraft Company showe:l 
the other day that with proper enterprise and organisation 
even a turning point can show a profit. Mr. David Longden 
told one that the Cheltenham Hospital will benefit to the 
extent of about £100 out of the gate money taken at Brock- 
worth Aerodrome on the Saturday of the King’s Cup Race 

All the organisation was done by members of the staff of 
the Gloucestershire Company. An excellent flying entertain- 
ment was arranged to keep the public amused while waiting 
for the competitors in the race. The event was thoroughly 
well advertised in the local papers and everybody was 
thoroughly pleased with the result. 

An immense amount of good was done locally, because the 
Mayor of Gloucester and several of the notabilities of Chelten- 
ham were taken up as passengers in the school machine 
which was lent in such a sporting spirit by the Bristol Com- 
pany. And altogether the progress of British Aviation was 
materially assisted. 

What was done at Cheltenham could equally well be done 
at turning points or stopping places anywhere else in the 

3ritish Isles, always supposing that there happened to be 
people at those points with the intelligence and the keenness 
of the officials of the Gloucester Company. And it would be 
the business of the Royal Aero Club, as organisers of the 
race, to fix their points where they were sure of having the 
thing done properly. 
TURNING POINTS. 

They could at any rate be sure of two very good points 
at Newcastle and Glasgow. ‘The people who are running the 
Newcastle-upon-Tyne Aero Club so successfully would make 
a very much better job of a landing point at Cramlington 
Acrodrome than it was ever possible to make of the Town 
Moor. And the increased interest which has grown in Glas- 
gow recently, thanks largely to the work of the Scottish 
Branch of the Royal Aeronautical Society as energised by 
Mr. Buyers Black, and the work done by the Beardmore 
Aviation Engineering Society, together with the fact that 
there is an Auxiliary Air Squadron and an R.A.F. Reserve 
Training centre at Renfrew assures plenty of local interest 


there. The position there to-day is entirely different from 
what it was two years or even a year ago. 

Much the same thing may be said of Bristol where, inei- 
dentally, thanks to the energy of the Bristol Company, an 
immense amount of interest has been stirred up in the course 
of previous King’s Cup Races. 

On the whole therefore one thinks that a course starting 
from London with landings at Newcastle, John o’ Groats, 
Glasgow, Bristol and Land’s End, or the other way round, 
with an all-night stop at Glasgow, can be recommended. 

There might well be additional controls, or observation 
points, at Sherburn (the Yorkshire Club’s Aerodrome), Edin- 
burgh, Dundee, Inverness, Fort William, Carlisle, Chester, 
Newquay, Falmouth, Plymouth and Portsmouth, so as ty 
make the race a real test of course-finding, and to assure the 
competitors passing within sight of points at which persons 
interested in flying would be sure of seeing them. Also those 
points would bring the machines near a number of aero- 
dromes on which landings could be made if desirable, and 
at which help could be got to make minor repairs. 

A MATTER OF REGULATIONS. 

Incidentally, that suggests one point on which the rules 
for the race should be made very clear. In the King’s Cup 
race of three years ago the machine flown by Mr. Courtney, 
which was otherwise almost a certain winner, was put ont 
because a flying-wire broke. The rules stated that no out- 
side assistance should be given to competitors in the course 
of the race, and that any work done on the machine must 
be done by the pilot and his passenger if any. When the 
machine landed at one of the controls there was actually a 
flving wire of exactly the type required to be got at the 


NEW AMERICAN COLONISTS.—Mr. Biddlecombe, late ° 
the Air Ministry, and Mr. A. H. G. Fokker, late of Holland 
supervising the erection of a Fokker ‘“ Universal’ mono 
plane (200 h.p. Wright Whirlwind engine) at the factory 0 
the Fokker Aircraft Corporation. This type of machine, 1? 
gether with the three-engined Fokker type are being use 
by Colonial Air Lines Inc. on the New York—Boston Ai 
Mail Route. Mr. Biddlecombe is the General Manager of th 
latter company. There is interest in noting that while in thi 
United States the term ‘“ Colonial ” implies respectability, b: 
reason of the relative antiquity of the New England colonies 
our fellow-subjects the Canadians and Australians alway’ 
seem to be ashamed of being Colonials, 
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aerodrome and it could have been fitted in a few minutes. 
But the rules prevented the pilot from accepting. the wire, 
even if he had fitted it himself 

In the last race, on the other hand, competitors could have 
anything they liked done to their machines between finish- 
ing on Friday night and starting again on Saturday morn- 
ing. And most of the competitors had a whole crew of 
mechanics examining and adjusting things. 

For example, just for safety’s sake, Mr. Broad’s engine 
was given a top overhaul but it was not found necessary to 
to anything to it. Even if the rules had prohibited the 
doing of work on the engine it would have got througn 
all rieht. 

And, as another example, the engine used lye seh Jester 
Jones, who did fastest time, required certain spare parts, 
and, as none were available on the spot, the necessary parts 
and the tools required to fit them were borrowed from the 
R.A.F. at Northolt. The R.A.F. played up in a thoroughly 
sporting spirit and actually flew the required material over 
to Hendon during the night. But if they had not been avail- 
able Sq. Ldr. Jones would not have followed up his 1924 
success by doing fastest time on this second occasion. 

So, in future races, the Aero Club rules will have to be 
very clear as to what is and what is not allowable in the way 
of outside help to competitors. 

THE Kinc’s WISH. 

The next question is, what can be done in the way of 
rules to encourage progress in the actual machines which 
compete in the race. 

As one indicated last week, the only really new machine 
in the King’s Cup Race was the Bristol Badminton. All the 
rest varied between two and eight years of age. 

The Aero Club, if it were sufficiently daring, might limit 
the entries to two-year-olds. And if the Air Ministry really 
wanted to help in carrying out His Majesty’s intentions 
when he presented the Cup it might very well sanction the 
use in the race of any machine which was on the Part 
Publication List, which would necessarily include any machine 
which had already appeared at the R.A.F. Pageant of the 
same year. 

The King’s Cup Race this year would have been much 


more interesting if it had included, as it perfectly well migh| 
have done, such machines as the Firefly and the Avenger’ 
and the Hornbill and the Gorcock and the Fox and the Atla: 
and the Boarhound and the Hyena and the Vespa. It mighi 
even have been worth while to enter training michines such) 
as the Sprat and the Vendace, which can put up quite 4 
nice turn of speed. 

In fact, one feels that if the Air Ministry encouraged suct 
entries, with the idea of letting the British Public all ove; 
the Island see what a limited mumber saw at the Pageant, 
and if they allowed the firms who built the machines t 
have the use of them just for the week or two between the 
Pageant and the King’s Cup Race, the manufacturing firms 
would regard it rather as a point of honour to compete foi 
the King’s Cup Race. One cannot believe that the Ai 
Ministry would put any difficulties in the way if the idea were 
put to them properly by the influential members of the Roya 
Aero Club. 

In this way real progress would be shown and we shoul 
he spared having to watch a procession of antiquities as we 
have done in all previous King’s Cup Races. And, of course, 
if somebody entered a genuine antique and it beat the more 
modern types, that would also be a valuable lesson. 

This scheme would cost nobody anything, except the cosi 
of insurance. And it would be a splendid practical test o/ 
the capabilities of machines and engines alike. 

The machines would have been built already for the Ai 
Ministry and all the Air Ministry would have to do woul 
be to postpone acceptance till after the King’s Cup Race. 

Or, the machines might be accepted so that they coulc 
be flown by R.A.F. personnel at the Pageant, and thereaftei 
they might be loaned to their makers simply on the under 
standing that the makers would insure them and thus in 
demnify the R.A.F. against loss in case of a crash. Thi 
actual risk of flying them round the course would be nm 
greater than the risk of flying the same machines from on 
aerodrome to another jn the course of ordinary ‘R.A.F. work 
Consequently nobody would be a penny the worse and a grea 
many people would be many, pounds the better. 

One presents the idea to the Aero Club in the hopes thai 
something may be done about it.—c. G. G. 


SAFETY FIRST. 

For the good of the progress of Aviation nobody has any 
right to take either unnecessary risks, or risks which do not 
entail commensurate benefits. And in this matter of taking 
risks one has a very large size in bones to pick with Lieut.- 
Colonel the Master of Sempill. It concerns that flight by 
four Moths across the Irish Channel on July 12. 

One regards Colonel Sempill as being among one’s very 
best friends in aviation. One has unbounded admiration for 
his energy and initiative and enterprise. And one has the 
greatest respect for his technical capacity as an engineer, for 
his practical ability as a mechanic and for his skill as a 
pilot. But there are times when one feels bound to criticise 
his activities. 

Quite a long time ago one criticised him for taking a Naval 

Aviation mission to Japan and teaching the Japanese Navy 
to fly. It is perfectly true that if he had not done so some 
other nation would have done it instead, and the British Air- 
craft Industry would have lost many hundreds of thousands 
of pounds’ worth of orders. One’s only grievance is that 
Colonel Sempill did his job too well and taught the Japanese 
Navy how to fly and how to run their schools and repair 
shops just about as well as our own Nayal Aviation people 
do those things. The question is whether our financial gain 
is worth what it will cost us when the Japanese become our 
enemies and attack Australia. 
_ This affair of the Moths is quite another matter. Colonel 
Sempill, with Mrs. Sempill as passenger, and accompanied 
by Mr. Broad and Mr. Frank Courtney and Major Hemming, 
with Mr. Tymms as passenger, on other Moths, took the risk 
of flying over sixty-four miles of sea, with very little hope 
of being picked up if they had had to come down. 

All six of them are extremely valuable people in British 
Aviation. And one does not think that they were justified 
in risking their valuable lives on such a flight. j 
_ Of course, their excuse is that they had perfect confidence 
in their Cirrus engines and in the Moths and were justified in 
taking the risk. But what the risks were may be judged by 
actual facts. ‘ j 

On the way up to Sealand, where they refilled with petrol 
before starting across the Channel, Major Hemming, noticing 
that Mr. Tymms had gone to sleep, leaned forward to bang 
him on the head and wake him up. Whether Major Hem- 
ming objected to having a sleeping passenger or whether he 
wanted to call upon Mr. Tymms’ skill as a navigator one 
cannot say. But the fact is that he did assault him. 

Immediately he did so the engine stopped. With his usual 
skill and judgment Major Hemming made a perfectly good 
landing, and then proceeded to find out what was the matter. 


What he discovered was that in throwing up his arm to bea) 
his passenger his coat-sleeve had knocked up his engin 
switch, and he had stopped the engine himself. All he hat 
to do was to switch on, re-start the engine and go ahead 
And all that happened was that he arrived at Sealand fi 
minutes late. 

Now that same incident might equally well have occurre( 
in the middle of the Irish Channel, the more so because thi 
machines were flying at about 2,000 feet in bright sunligh 
over the top of a 500-foot sea fog, which would have a dis 
tinctly soporific effect on the eyes. If any of the machine 
had come down into that fog they would have had very littl 
chance of being picked up. 3 

Thanks to the existence of the Irish Free State, there 1 
apparently only one mail boat in each direction betwee! 
Ireland and England in these days, whereas when Ireland wa 
really a free country as part of the English nation ther 
were two mail boats in each direction as well as two Nort! 
Wall boats. So there was just four times as much traffi 
along the direct route from Holyhead. 

Apart from the mail boats there is very little traffic alon 
that line. ‘The Liverpool-Dublin boats run on a course to th 
North of it and the up-and-down Channel boats keep close 1 
to the coast. The middle of the Channel is almost desertec 
And in any case the chance of being seen in a fog is vet 
remote. | 

Of course, when an undertaking of that kind succeeds : 
is a success. But one is perfectly sure that in this cas 
the success was not worth the risk. 

The machines and engines got very little publicity in Eng 
land from the performance. And the pilots themselves cei 
tainly did not need any. ‘There was no object in gettin 
publicity in Ireland, because under a native Irish Goyer! 
ment nobody in Ireland is ever likely to have enough mone 
to buy private aeroplanes. So the only people to be im 
pressed were the Irish Free State Army Air Corps, which ha 
already been so impressed that the Moths had been boug! 
before they started for Ireland. 

One is told that the Free State Army Air Corps is a Vet 
efficient little affair. That seems highly probable. The naw 
of its Colonel is Russell, and there was never a Russe 
yet who did not originate either from the North of Trelat. 
or from Scotland, since Russell of Balliol (otherwise Urs 
de Bailleul) migrated from Flanders to Scotland and help¢ 
to found the Norman-Scottish aristocracy. 

And the officer commanding the Squadron at Baldonnel | 
Commandant FitzMaurice, who is obviously of good ©: 
Norman descent. So the Free State Air»Corps is und 
thoroughly effective Nordic control, despite its havit 
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KINGS CUP 


Ist D.H ‘MOTH’—27/60 h.p. A.D.C. ‘CIRRUS’ ENGINE. 


Pilot: Capt. F. G. M. Sparks. 


5th D.H. ‘MOTH ’—27/60 h.p. A.D.C. ‘CIRRUS’ ENGINE. 
Pilot: Capt. W. J. McDonough. 


All the above machines were fitted with standard ‘CIRRUS’ Mark I 
Engines, which ran faultlessly at full throttle throughout a period of over 
sixteen hours and a course of 1,464 miles. 


3rd MARTINSYDE A.D.C.1.— 
385 hp. Siddeley ‘Jaguar.’ 
This machine, piloted by 
Sq.-Ldr H. W. G. Jones, won 
the Prize for 
FASTEST TIME 
with an average speed of 
151.92 m.p.h. — RECORD 
SPEED FOR THIS EVENT. 


A.D.C. AIRCRAFT, LTD. 


Regent House, 89, Kingsway, London, England. 


Telephone : Regent 6240. Telegrams: “ Airdisco, London.” 


i 
| Pilot: Capt. H. S. Broad. 
4th D.H. ‘MOTH’—27/60 h.p. A.D.C. ‘CIRRUS’ ENGINE. 
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IN THE EARLY DAYS.—Mr. Robert Blackburn in his experimental monoplane at Filey. 


originated among a crowd of rebels whose rebellion only 
succeeded because the English Government of the time was 
too weak-minded to crush it. It is therefore bound to be very 
different from what it would be if it were run by Southern 
Irishmen of Mediterranean origin. 

The day after the Moths arrived Mr. Tim Healey, late Irish 
agitator at Westminster and new Governor-General of 
Ireland, gave a party at the Viceregal Lodge (Shades of the 
Red Earl Spencer and Their Lordships of Zetland and 
Dudley!). The four Moths, flown by pilots of the Free State 
Army gave quite a pretty exhibition of formation flving over 
the Phenix Park. Which doubtless impressed the Irish 
quite as much as did the newspaper accounts of their voyage 
from England. 

Therefore one does not think that the risk of that cross- 
Channel flight was justified. Colonel Sempill’s brain is of 
very high value to the British Empire. Mr. Broad is worth a 
great deal as a test pilot. Mr. Courtney, apart from being a 
test pilot, is a critic and a humorist who cannot be replaced. 
Mr. Tvmms is one of our leading authorities on air naviga- 
tion. And Major Hemming is the active factor in the Air- 
craft Operating Co., which has done work of incalculable 
value in developing air survey and air services all over the 
World. Between them thev are worth more to the British 
Empire than is the whole of the South of Ireland put 
together. 

Anyhow, the Irish Free State is to be congratulated on 
having good men at the head of its Air Corps who have 
shown their judgment in securing what is to-day undoubtedly 
the most economical training machine in the World and one 
of the best possible flying machines.—c. G. G. 


THE BANQUET TO SIR FRANCIS McCLEAN. 


The Royal Aero Club will give a banquet to Lieut.-Col. 
Sir Francis McClean, to celebrate the honour of Knighthood 
recently conferred upon him by His Majesty the King. 

Any friends, whether members of the Royal Aero Club or 
not, may attend. ; 

The banquet will be held at the Savoy Hotel, on Tuesday, 
July 27, at 7.30 for 8 o’clock. The price of tickets is £x 1s. 
each. 

At this banquet the King’s Cup will be presented to Sir 
Charles Wakefield and the additional prizes to the various 
winners 


REAL SUCCESS. 


The Blackburn monoplane of 1911 flying at Filey. 


SOME MORE ABOUT OUR PIONEERS. 

A reader of ‘THE AEROPLANE writes to point out that a state- 
ment which appeared in the Fifteenth Birthday Issue of THE 
AEROPLANE is Apt to mislead although it is accurate. 

On page 636, referring to the Frst Aero Show, early im 
1909, one said; ‘‘ The only people in England who had got 
off the ground at that time were Mr. A. V. Roe and the late 
Mr. S. F. Cody, both of whom had done some short hops 
in 1908.’? What one actually meant was that the only people 
“ who had got off the ground in England ”’ at that time were 
Mr. A. V. Roe and the late Mr. S. F. Cody. 

The correspondent in question reminds one that though 
these two were the only people who had got off the ground 
in England, there was in England at that time one J. T. C. 
Moore-Brabazon, who had spent most of 1908 learning to fly 
on a Voisin machine at Issy-les-Moulineaux and Chalons, his 
hops varying in length from fifty yards to as much as a 
mile and a-half. 

Ai that first Aere Show in 1909 the only machine that had 
ever done what might be called a sustained flight was Mr. 
Moore-Brabazon’s Voisin which was named ‘ The Bird of 
Passage.’? Mr. Moore-Brabazon took the machine down to 
Leysdown after the show and did several more hops and one 
very complete crash, after which he repaired it and sold it 
to the late Cecil Grace, who flew it quite considerably. In 
the meantime Mr. Moore-Brabazon was having built by the 
Short Brothers a machine on which he later won 
The Daily Mail £1,000 Prize for the first circular mile flown 
on on all-British machine. 

One is reminded by another correspondent that in those 
very earliest days Mr. Robert Blackburn, who was studying 
in Paris at the time, began to take a keen interest in flying, 
and somewhere about 1909 started to build a monoplane of 
his own. 

One has been fortunate in securing photographs of this 
very earliest Blackburn machine, which are reproduced here- 
with. It was built at leeds and experiments were made with 
it on the sands at Filey, where it is seen in the photograph. 

After experimenting with it Mr. Blackburn built a big 
monoplane of a type which was ultimately developed into 
quite a good flying machine. Two of them started in the 
Circuit of Britain in 1911. One, flown by Mr. Conway 
Jenkins, turned over at the start because the pilot had un- 
fortunately crossedhis wing-warping control-wires by accident 
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ROLLS KX 


WATER-COOLED AERO ENGINES 


THERPIRS EP CAND= BES TIN 
THE WORLD 


SEVEN YEARS AGO Rolls-Royce Aero Engines in a Handley- 
Page Aeroplane flew from ENGLAND 
to INDIA (Karachi), (5,556 miles). 


SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew the NORTH AT- 
LANTIC (1,890 miles non-stop). 


SIX* YEARS; AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew from ENGLAND 
to AUSTRALIA (11,500 miles). 


SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew from ENGLAND 
to SOUTH AFRICA (6,281 miles). 

FOUR YEARS AGO Rolls-Royce Aero Engines in a Fairey E 
Seaplane flew across the SOUTH AT- 
LANTIC (3,800 miles). 

TWO YEARS AGO Rolls-Royce Aero Engines in a Fairey 
Seaplane flew ROUND AUSTRALIA 
(9,800 miles). 

TWO YEARS AGO A Rolls-Royce Aero Engine in a Fokker 
Aeroplane flew from HOLLAND to the 
EAST INDIES (10,000 miles). 

QNE YEAR AGO A Rolls-Royce Aero Engine in a Handley- 
Page Aeroplane flew from BRUSSELS to 
the BELGIAN CONGO (5,084 miles). 


R Olek O:.Y GE. -LIMs TED 


14/15 CONDUIT SPREE. LONDON Wat 


Telegrams: Rolhead, Piccy, London Telephone: Mayfair 6040 (4 lines) 
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before the start, and the other one, piloted by the late 
B. C. Hucks, made quite a good show. 

On that machine later in 1911 Mr. Hucks made a tour of 
the West of England, giving exhibitions of flying, and in- 
fected thousands of people with their first appreciation of 
flying. That tour was remarkable for the fact that Mr. Hucks 
kept all his engagements absolutely punctually in spite of 
weather and all other obstacles. 

Yet another correspondent complains that in the history 
of the Avro firm not enough attention was given to the 
pioneer work done by Mr. Humphrey Roe. The note on the 
Avro firm indicated that, as the owner of Kverard and Co., 
of Manchester, Mr. H. V. Roe financed Mr. A. V. Roe’s 
early experiments. But the space available for each of these 
various histories did not permit the full extent of Mr. H. V. 
Roe’s work to be mentioned. 

Mr. H. V. Roe became proprietor of Everard and Co. in 
1go2 after he had retired from the Army, having been an 
officer in the Manchester Regiment in the Boer War and 
having been through the siege of Ladysmith. Mr. John 
Lord joined the firm three or four years later as manager. 

When A. V. Roe and Co. was formed in t1o10, Mr. 
H. V. Roe took charge of all the finance, organisation and 
policy, and during the next three years he sank about £10,000 
in the business. And by the end of that year, thanks to 
orders for the little 50 h.p. Gnome-engined Avros, the firm 
paid a dividend. 

One well remembers Mr. H. V. Roe taking a very prac- 
tical part in’ the firm’s business in 1912. And at the Military 
trials of that year, in which the firm was represented by the 
first totally-enclosed passenger-carrying machine built in this 
country, Mr. H. V. Roe, who used the machine more or less 
as an office, achieved the distinction, one believes, of being 
the first person ever to type a letter in the air, 

On the outbreak of war in 1914, Mr. H. V. Roe volunteered 
for active service, but was told by the Government to look 
after the Avro business. When the firm had reached large 
proportions and the Groves family, the well-known brewers, 
of Manchester, had come into the firm, various financial 
alterations took place and Mr. H. V. Roe then sold his in- 
terest in the firm and joined the Royal Flying Corps. He 
served as an observer with the Independent Force, R.A.F., 
in the East of France and was crashed when night bombing 
in the Vosges and severely injured. 

Truly the way of the pioneer is hard. But one doubts 
whether it is as hard as is the way of the editor who tries to 
deal with ancient history and is then assailed for his sins of 
omission by the partisans of the pioneers. Anyhow he has 
the satisfaction of seeing for himself that pioneering, so 
far as aircraft have been concerned, has been a more paying 
proposition than is editing. 

Of course all the foregoing facts, and a lot more, would 
have appeared in the Fifteenth Birthday Issue of THE AEFRO- 
PLANE if the amount of space available for ancient history 
had not been limited by the number of pages of advertise- 
ments which it was possible to extract from an orderless, if 
perfectly orderly, Aircraft Industry.—c. G. c. 


BRISTOLS IN AUSTRALIA. 


The following paragraphs are taken from a letter dated 
June 12, 1926, received from Major Brearley, the Managing 
Director of Western Australian Airways. The machines to 
which he refers are Bristol Three-Seater Tourers which were 
shipped to Western Australia in 1921, so they have already 
had, five years’ service under the most trying conditions of 
climate and operation. 

The total hours flown by 
covering 484,220 miles. 

The requirements of the Federal Government contract have been 
such that spectacular hours per machine are not attained, as relays 
of machines are of necessity kept at out-back ctations to carry on the 
service each week without spending a great deal of time in the air, 
although individual machines have at certain times put up remark- 
able performances in covering close on 1,000 miles in one day for 
several days in succession, and, of course, have given practically no 
trouble whatever. 

We have no hesitation in saying that the Bristol aeroplanes which 
you supplied to us were very largely responsible for the successful 
running of this service during its early years when faced with very 
serious problems regarding lack of transport and facilities for giving 
normal attention to the machines, as we are operating up to 1,5co 
miles away from our main base and over a comparatively isolated 
coastline, calling at ports which are infrequently visited by steamer 
services. 

The success that has been accomplished by these Bristol machines in 
our opinion was made possible by the very high standard of work- 
manship and materials employed, for which your Works are abso- 
lutely responsible, coupled, of course, with the highly successful 
machine design which has proved, in spite of its age, to still retain 
features which are a decided asset to our operations. 

The number of passengers in these machines exceeds 3,000, while 
the mail matter has grown from infinitesimal figures in the early 
stages, to an average of over 20,000 letters per month, each bearing 
stamps to the minimum value of 4d. 

The total letters carried in these machines is approximately 406,390. 


these machines is approximately 6,458, 


MORE CORRECTIONS. 


Most newspapers -are inaccurate, but one hopes that THR 
AFROPLANE is a little more accurate than most of them. 
Nevertheless errors will happen in the best regulated news- 
papers and THE AEROPLANE has at any rate the grace to 
acknowledge its mistakes : 

Owing to bad manuscript it was stated in the des- 
cription of the Bristol Jupiter Mark VI engine, published on 
July 14, that “‘ Iron packing pieces are fitted over the studs 
holding the (cylinder) heads . . . . thus preventing distortion 
due to differential expansion... .” 

The word Iron was originally and should have remained 
Invar. As the error did occur it may be well to explain 
that Invar is the trade description of a specific alloy of nickel 
and iron which has a zero or a negligibly small rate of ex- 
pansion with change in temperature, and that this alloy 
is extensively used for the manufacture of parts of 
mechanism in which change of dimension with change of 
temperature must be avoided. 

Mr. Hubert Broad, reading THE AEROPLANE, as usual, last 
week, discovered that one had credited him with having done 
those particularly notable flights on D.H.gs from London to 
Helsingfors and back and from London to Malta and back. 
As Mr. Broad is the last person in the World to wish to 
acquire merit at the expense of other people, one has much 
pleasure in stating that both these trips were done by Mr. 
C. D. Barnard of the de Havilland Company. 

Mr. Charles Barnard has done an immense amount of hard 
flying during the last few years and of late has been par- 
ticularly busy as instructor at the de Havilland School and 
as a test pilot. The fact that he has been for so long a promi- 
nent member of the de Havilland staff shows the high esteem 
in which his capabilities as a pilot are held by the directors 
of the firm. And these long-distance flights show that he 
is quite in the front rank of what one may call navigating 
pilots, as distinct from pilots who, however skilful, confine 
their activities to test flying and school work. 

Another inaccuracy has occurred in connection with the 
Hawker Horsley. Mr. W. S. Carter states, in the interests 
of historical accuracy, that the Horsley was constructed to 
his design and moreover that the first Hawker Horsley had 
done its flight tests before he left the Hawker firm. é 

The Hawker Hornbill, which was built to Air Ministry 
specification in order to test the possibilities of the direct- 
drive Rolls-Royce Condor engine in a single-seat fighter, was 
also produced to Mr. Carter’s designs. 

Mr. Carter is now co-operating with Lieut.-Col. Bristow and 
is designing a speed machine to the order of the Air Ministry. 
which machine ‘is being built by Short Bros. 

At least that was so recently. One is not prepared to 
guarantee the accuracy of any statement in connection with 
Aviation in these days of rapid aeronautical movements. For 
all one knows the machine may have been built and type- 
tested and crashed by now. 

Yet another correction concerns the comic Impromptu 
Handicap at Hendon on the Saturday of the King’s Cup 
Race. According to the Royal Aero Club, Mr. Lingham, on 
one of the smoke-writing §.Es., beat Mr. F. L,. Barnard, on 
another smoke-writing S.E., for the first place in the second 
heat of the race and took third place in the final heat. 
Evidently somebody connected with the R.Ae.C. made a mis- 
take as to which of the S.Es. was which, for one now learns 
that Mr. Barnard and Mr. Lingham practically dead-heated 
in the second heat and Mr. Barnard was well in front of Mr. 
Lingham for third place in the final. Thank Heaven the 
mistake is this time the Aero Club’s and not THR ABgRO- 
PLANE’S. 

Which reminds one of the story of the Judge who corrected 
a barrister on a point of Law. ‘To which correction the bar- 
rister replied,—“‘ I bow to your Lordship’s ruling. Your 
Lordship is right and I am wrong, as your Lordship usually 
1s.—C. G. G. : 


AVIATION IN THE WEST INDIES. 


The Jamaica correspondent of The Times, in the issue of 
July 14, states :— 

Governors of the West Indian Colonies have been invited by the 
Secretary of State for the Colonies to furnish him with reports on 
the possibilities of civil aviation in the British West Indies. 

The Governor of Jamaica has already appointed a committee to 
investigate and report on the subject as it affects the island. It 
is stated that, if civil aviation develops in the Caribbean, Port Royal 


' will become an air base. 


AN OPPORTUNITY. 


There is a vacancy in the London district for a first-class 
engineer-mechanic with an intimate knowledge of the various 
types of Rolls-Royce engines. He must be able to take down, 
repair and rebuild engines as well as to inspect work done 
by others. Applicants are invited to write to the Editor of 
THr AEROPLANE in the first instance. 
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HE Boulton 

& Paul Bugle. 

Entirely of Metal 
Construction. 


The Boulton & Paul Bugle in combat. 


| Boulton ¢Paul L? 
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LONDON OFFICE 135-137 QUEEN VICTORIA ST.EC 


Telegrams Boutique Cent London Tetephone 4642 Cent 


Contractors to the Air Miunistry,_ etc. 
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At 
ROYAL AIR FORCE , Cadles a Telegrams 
GLOSAIRCRA CHELTENHAM 
DISPLAY. “GLOSAIRCRA WESTCENT LONDON 


71.“ hoster machines 


took part in the Aerial THE GLOUCESTE 


Display. 
ae Gdhoster imachimes SUNNINGEND WORKS — 
in group evolutions and CHELTENHAM. 


Royal Air Salute of 54 


Single Seater Fighters. 
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At any rate the 
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GLOSTER ‘'GAMECOCK,’’ 
with Jupiter engine. 


fitted wit) 


KINDLY MENTION “ THE AEROPLA) 


Juty 21, 1926 The Aeroplane 


103 


ER’ ; 


Telephones ROYAL WATK sFORCE 


N® 1161-2-3-4 CHELTENHAM 
N® 5635 MUSEUM LONDON DISPIE Avy’. 


n : 
LSA Ses all the latest types—some o 
which will no doubt be adopted by the Air 
O.. if Force—I confess to being unshaken in my view 


that the Gloster Gamecock. with which No. 23 
Squadron which took part in eye page alae 
| W tions’ is equipped, is as “‘eyeable” @ machine, 
WORTH ORKS AND for service use as I have yet seen. It was 


snteresting to notice that in_ the Boarhound, 


AERODROME. Captain Barnwell has adopted the Gamecock’s 
feature of having the pilot’s machine-guns 
recessed in grooves on each side of the engin 
Yowling—s very neat feature. 


» OXFORD STREET, 


“Sheffield Telegraph,” July 7th. 
Extract from article by Lieut.- 
Col. W. Lockwood Marsh. 


BIGHTERS. 


x0T. 
imonstrate a few 
‘irstly it showed 
igle-seat fighters 
n the World.” 


e, July 7th, 1926. 


GLOSTER ‘“‘GORCOCK,” 
with Napier Lion engine. 
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THE GERMAN SEAPLANE COMPETITION. 


The German seaplane competition, which began on July 11 
and will continue till July 29, is intended to encourage the 
production of commercially-etiicient mail-carrying seaplanes. 

Competing machines were assembled at Warnemiinde on 
Sunday, July 11. July 12 to 23 will be occupied in various 
eliminating tests of a technical nature to secure that the 
machines comply in performance and so forth with the re- 
quirements laid down. July 24 to 27 will be devoted to re- 
liability trials, and on July 29 a seaworthiness test concludes 
the proceedings. 

The first test is of the climbing time with full load from 
1,000 to 2,000 metres. This must not exceed 15 minutes, and 
if on the first attempt a longer period. than, 15 minutes is 
taken, the load must be reduced until this climb rate is 
achieved. Only the load that can be carried at this climb 
rate will be credited to the machine in the competition. 

The next test is of commercial radius of action carrying 
400 kg. of useful load. This will be calculated from the fuel 
consumption flying at the total load fixed by the climb test 
over a distance of 250 km. 

Maximum speed will be measured over a quadrangular 
course of 100 km., and the getting-off speed by the photo- 
graphic methods developed by Amsterdam aerodynamic labora- 
tory, in which a cinematograph film of the aeroplane taken 
from behind upon which the image of a stop-watch also ap- 
pears gives simultaneous measures directly of time and—by 
measurement of the image of the aeroplane—of distance 
covered in that time. 

The actual flying tests between July 24 and 27 are to be 
made along the German coast and across the- Kiel Canal, 
covering in total the range from Borkum to Memel. An aver- 
age of about 1,000 km. (620 miles) is to be covered on each 
day with four or five intermediate landings. 


Prizes are to be awarded in acordance with a series of 


THE HEINKEL H.E.5. 

A low-wing monoplane, steel tube fuselage, wooden wings 
with box spars and spruce and three-ply ribs. Engine carried 
on mountings removable by undoing four bolts, arranged so 
that any standard type engine of 350/600 h.p. may be fitted. 


Steel tube chassis with balsa-wood fairings. Roomy cabin 
behind pilot which can be arranged either for passengers 
and luggage or used for goods alone. Fuel tanks in wing 
and pump-feed to carburettor. Floats easily detachable. 

Competition machines fitted with 420 h.p. Gnéme-Rhéne 
Jupiter and 450 h.p. Napier Lion Series 5. 

Following are the specifications :— 


THE HEINKEL MONOPLANES.—Above with the 


formule, the precise meaning of which it has not yet been 
possible to discover. 

I'he following list gives the entries for the competition :— 

(1) L.F.G. V.59 (230/300 h.p. B.M.W.IV); pilot, Fischer. 

(2) L.-F.G. V.60 (230/300 h.p. B.M.W.IY); pilot, Haase. 

(3) L.F.G. V.61 (420 -h.p. Bristol Jupiter IV); pilot, Von 
Reppert. 

(4) Caspar C.29 (400 h.p. Hispano-Suiza) ; 
and Sido. 

(5) Rohrbach Ro. VII Robbe (Two 230/300 h.p. B.M.W.IV); 
pilot, Landmann. 

(6) Rohrbach Ro.VII Robbe (Two 230/300 h.p. B.M.W.IV) ; 
pilot, Roth. 

(7) Junkers W.33 (230/310 h.p. Junkers 1.5); pilots, Lan- 
ganke, Thiedemann and Tacke. 

(8) Junkers W.34 (425/530 h.p. Bristol Jupiter VI); pilots, 
Frantz and Zimmermann. 

(9) Heinkel. H.E.5 (450 hip: 
Gronau. 

(10) Heinkel H.E.5 (420 h.p. Gnéme-Rhéne Jupiter) ; pilot, 
Von Dewitz. 


pilots, Berthold 


Napier Lion); pilot, Von 


(rr) Heinkel H.D.24 (230/300 h.p. B.M.W.IV); pilot, 
Spiess. 
(12) Heinkel H.D.24 (230/300 h.p. B.M.W.IV); pilot; 
Geisler. 


(13) Gerbrecht W.3 (three 110 h.p. Thulin); pilot, Schiller. 


(14) Dornier Doe (420 h.p. Bristol . Jupiter IV); pilot, 
Coeler. 

(15) Dornier Doe (420 h.p. Bristol Jupiter IV); pilot, 
Wagner. 

(16) Junkers A.20 (230/310 h.p. Junkers JL.5); pilots, 


Friedensburg and Hagen. 
(17) Heinkel S.1 (360 h.p. Rolls-Royce Eagle IX); pilots, 
Starke and Kessel. 


Napier. 

Weight empty. 

1,640 kg. (3,620 lbs.) 
Weight loaded. 

2,500 kg. (5,510 lbs.) 
Wing loading. 

51.1 kg./mz2. (10.4 lbs./sq. ft.) 
Power loading. 

527 kOe (eon lbSa) ep 
Maximum speed. 

207 km/h. (132 m.p.h.) 

ft.) 3.6 mins. 


Jupiter. 
1,500 kg. (3,306 Ibs.) 
1,920 kg. (4,210 lbs.) 
39-3 kg. /m?. (8 lbs./sq. ft.) 
4.28 kg. (9.5 lbs.) h.p: 


200 km./h. (122 m.p.h.) 
2.6 mins. 


| a ee a 


Jupiter, below with the Napier. 


JuLy 21, 1926 The Aeroplane 105 


latest machines built at the Westland Aircraft Works. It 
marks an important stage in the development of this type 
of aircraft possessing among its other features of superiority 
a good view for pilot and observer in all directions, stability 
(for accurate bombing), gravity feed of petrol from tanks in 
upper plane, and oleo-rubber undercarriage with wide track. 
Jt has a Rolls-Royce Condor Engine of 670 h.p. with Leitner- 
Watts metal propeller. The performance of the machine 
which was built for the Air Ministry is highly satisfactory. 


4 Pige photograph is ot the Yeovil Day Bomber, one ot the 


At the Westland Aircraft Works, machines of all types have 
been designed and constructed for the British Government 


and for industrial purposes. 


The personnel of these Works includes an expert staft which 
is available to consider specifications for aircraft required by 
Foreign and Dominion Governments or private customers. A 
fully equipped 4 foot wind channel is available for model 


experiments. 


AIRCRAFT FOR BUSINESS OR PLEASURE. 


WESTLAND AIRCRAFT WORKS 


(Branch of Petters Limited), 


Telephone : YEOVIL. Rees 1 41, Yeovil. 


Yeovil 141 (4 lines). 
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THE JUNKERS W.33 and W.34. 

For the seaplane competition which is now in progress on 
the Baltic coast of Germany, the Junkers Werke Dessau have 
built two seaplanes which differ mainly in the use of different 
engines. 

These machines are known as the W.33 and W.34, and are 
fitted with a Junkers 1.5 engine of 310 h.p. and a Gnéme- 
Rhéne Jupiter of 420 h.p. respectively. Both machines are 
of standard Junkers construction and type, and are of the 
same over-all dimensions. 

They have cockpit accommodation for two pilots side by 
side, followed by a large mail or freight compartment, en- 
tered from a large side-door and communicating with the 
pilots’ cockpit. 

A very full equipment of navigational instruments is fitted 
ineluding a turn-indicator and a complete wireless equip- 
ment, including direction-finder, in order that over-sea navi- 
gation may be carried out in bad weather, and special at- 
tention has been given to the problems of seaworthiness 
generally. 


The following are their specifications :— 
W.33 W.34. 


Span. 18.35 mm. (62 ft.) 

Length. 10.9 11. (36. ft roms) 

Wing area. ; 43 sq. m. (505 sq. ft.) 
Ba - 


Engine. 

Junkers L.5, 310 h.p. 
Weight empty. 

1,303 ke 1 (3;065 lbs:) 1,350 kg. (2,980 Ibs.}: 
Weight loaded. 

2,100 kg, (4,630 Ibs.) 
Wing loading. 

49 kg./m2. (9.26 lbs./sq. ft.) 49 kg./m?. (9.26 lbs./sq. ft.} 
Power loading. 

6.5 kg. (z5 Ibs.) h.p. 
Max. speed. 

185 km./h. (r15 m.p.h.) 
Cruising speed. 

Tso. kim/ he (gzesepens) 


Gnéme-Rhéne Jupiter, 420 h.p. 


2,100 kg. (4,630 Ibs.} 


4.5kg. (ro lbs.) h.p. 


205 km./h. (127 mip:he 


160 km./h. (100 m.p.h.} 


me i 


ES 


TEE TWO JUNKERS SEAPLANES.—Above with the Jupiter engine, below with the Junkers. 


THE CASPAR C.29. 


A single-bay biplane with heavily-staggered wings and a 
fuselage which in side elevation has the form of a wing sec- 
tion. Timber construction generally, except wing and chassis 
struts, which are steel tube. Fitted with 12-cylinder 400 h.p. 
Hispano-Suiza engine. 

The specification is as follows :— 


Span ... 13.0 m. (42 ft. 8 in.) Wing loading ...... 41 kg. /m?. 
Length ... 9.98 m. (32 ft. 2 in.) (8.5 lbs./sq. ft.) 


: : Power loading ... 4.9 kg./h.p. 
Height 2. 4:zm, (13.26.75 10.) (10.7 lbs. /h.p.) 


Wing area. ....,.... 47/Sq..m. Max. spéed size 200 kim./h. 
(505 sq. ft.) 124 m.p-h, 
Weight loaded ...... 1,950 kg. Climb te 1,000 m. (3,280 ft.) 


(4,300 Ibs.) 4 mins. 
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Commandante Alan Marchese De 
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DOPE 
ON THEIR RECENT GREAT FLIGHTS. 


TITANINE-EMAILLITE, LTD., 
EMPIRE HOUSE, 
175, PICCADILLY, LONDON, W.1. 


TE! EPHONES Codes ; 
Regent 4728. A.B.C. 5th Ed. and Bentleys. 
Gerrard 2312. 
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WORKS: Hendon (London). 
New Jersey (U.S.A.). 
Milan (Italy). 
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THE HEINKEL H.D.24. 

A single-bay biplane with thick wings and a_ very 
robust undercarriage. Steel tube fuselage, easily detached 
engine mounting, gravity feed from petrol tanks in the top 
wing. Wings of timber with steel tube drag struts. Floats 
as on the Heinkel H.E.5, illustrated on page 104. 

Engine 230/300 h.p. B.M.W.IV. 

The specification is as follows :— 


The Aeroplane 
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Power loading... 7.85 kg./h.p. 


Wane Jared. a.nkee 50 sq.m. 
(5315 a SCout) (17.6 Ibs. /h.p.)} 
Weight empty ae Beh Max. speed ...... 160 km./h. 
| 2,975 _ Ibs.) ph. 
Weight loaded ...... 1,960 kg. iso: sa) 
(4,320 lbs.) Climb to 1,000 m. (3,280 ft.) 
Wing loading ... 39.2 kg./m 8 mins. 
(7.9 lbs./sq. ft.) 


STILL ANOTHER DISTANCE RECORD. 

On July 14, Capt. Girier and Lieut. Dordilly left Le Bourgét 
at dawn on a Breguet XIX biplane (500 h.p. Hispano-Suiza 
engine) in an attempt to beat the World’s-Record for distance 
covered in a straight line. The existing record was put up 
on June 26-27 by Capt. Arrachart and his brother, who flew 
from Paris to Basra. 

On July 15 Capt. Girier and Lieut. Dordilly landed at Omsk 
in Siberia owing to very bad weather after having covered 
2,940 miles in 29 hours. This flight beats that accomplished 
by the Arrachart brothers by over 200 miles. 


A HIGH-SPEED CIRCUIT. 


On July 10, Lieut. de Vitrolles and Sergt.-Major Bernard 
left Le Bourgét on a Breguet XIX biplane (400 h.p. Lorraine- 


Dietrich engine) at 04.30 hours, and flying via Gothenburg, 
Oslo, Stockholm, Copenhagen and Brussels, arrived back at 
Le Bourgét at 11.30 hours on July 13, after having covered 
the 3,450 kms. in 30 hours’ flying time. 

A SPANISH, FATAL ACCIDENT. 

Lieut. Duran, of the Spanish Navy, and one of the crew 
of the ‘‘ Plus Ultra’’ that flew from Palos de Moguer to 
Buenos Aires, was killed on July 19 near Barcelona. 

The seaplane flown by Lieut. Duran collided with another 
machine and fell into the sea from 300 feet. 

Lieut. Munaz dived to the rescue of Lieut. Duran from an 
airship from a height of 150 feet (so reported), and got 
Lieut. Duran free from the wreckage, but the latter, who was 
seriously injured, died on board the destroyer Alfedo a few 
moments after being taken on board. 


PROPRIETOR 


Loadon Office :— 


EVELYN HOUSE, 
62, Oxford St., W.1. 


Tel. Museum 4375. 


Parnall Pixie III Two-Seater. 


DESIGNERS & MANUFACTURERS OF 
ALL TYPES OF MODERN AIRCRAFT 
SPARE PARTS SUPPLIED :: 3; 


Folding Wings. 


COLISEUM WORKS 


Telephone: 
No. 4773 (3 lines). 


(P. B. Bx.) 


GEORGE: PARNAILL ® C2 


GEORGE G PARNALL., 


AIRCRAFT DESIGNERS & CONSTRUCTORS. 


Telegram $s 
"WARPELANES” BRIS TOR 


Experimental 
Works and Tes} 
Station :— 


Yate Aerodrome, 
Gloucestershire, 


Tel: Chipping 
Sodbury 50, 


Convertible to Bip!ane 


FACTORIES : 
PARK ROW, BRISTOL :: 
FEEDER ROAD, BRISTOL 
QUAKER FRIARS, BRISTOL 
MIVART STREET, BRISTOE 


PARK ROW 
BREST 2 
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= = WON BY 

Se EORULHE IRISH FREE STATE. = || SP 1S BROAD. AFC. 

= = ON A 

= AIR FORCE = | 

= = || DEHAVILLAND || 

= q The de Havilland ‘‘Moth” has been = MO } H | 

= selected by the Irish Government for = ii eee 

= the training of Officers and Cadets of the = 

= Free State Air Force. = O().4 M.P.H. 

= q The reliability, perfect controllability, = 

= economical running and ease of main- = aia Reig een ae Ne : 

= ; = - T PLANE. 

= tenance of the Moth recommend it as = ee 

= outstandingly the finest aeroplane for the = Base viemicna Cgle? Engine 
= é ° Amc De ab 5 = wit ual Ignition. 
= instruction of military or civil pupils. = Tal ae 

= = Dual Control. 

2 q The illustration below depicts a batch = is | 

= = din ings. 
= of Moths at Stag Lane Aerodrome = au 
= ready for delivery by air to Ireland. = Hand Starter in Cockpit. 
= = Rubber in Compression . 
= = Undercarriage. 

= THE = ae 
= = Luggage Compartment. 

= DE HAVILLAND AIRCRAFT = ass 

= Co.. LTD = RANGE: 3% Hours. 

= Stag Lane Aerodrome, Edgware, Middlesex. = PETROL AUN 

= : = 20 mites r gallon, 

= Telephone: Colindale 6160. Telegrams : “ Havilland, Edgware.” = ec ies 

= = SPEED RANGE: 40-90 m.p.h- 

= = AEROBATIC CERTIFICATE 
SUVVUINIUUNNUUNNOUNNNTNNNUUNNUUONODON0000GN000N00V0NUUUNOUONOUONOUO000 0000 VENOOOUOOVOOTEOOU ENO ENT ETT VET HEATH ETTT= OF AIRWORTHINESS. 


KINDLY MENTION “ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 


TIO The 


Aeroplane 


JULY 21, 1926 


THE ROYAL AIR FORCE. 


The London Gazette. 
July 13. 


GENERAL Duties BRaNcH.—Flg. Off. R. R. Greenlaw is granted a 
perm. comn. in this rank (June 1); R. G. Hart, M.C., is granted a 
S.S. comn., as a Flg. Off., with effect from and with seniority of, 
July 2; Sq ILdr. C. S. Wynne-Eyton, D.S.O., is pleed on the retired 
list at his own request (June 25); Flt. -Lt I. M. Matheson is traus- 
ferred to the Reserve, Class A (July 14); Flg. Off. L. R. Shaw re- 
signs his S.S. comn. (July 11). 

ACCOUNTANT BRANCH.-—Fig. Off. N. E. D. Hutchinson is transferred 
to the Reserve, Class C (July to). 

Mepical, BRANCH.—Flg. Off. J. D’I. Rear ceases to be seconded to the 
Royal Sea Bathing Hospital, Margate (July 1). 

RESERVE OF AIR Force Orrickrs.—The following are granted comns. 
on probation in the General Duties Branch in the ranks stated :— 
Class A.==Bre. Orrs.—S. ‘Turner, DiE:C., Si PRS Woods (uly. oa): 

Crass AA.—Pit. Orr.—T. J.. Tingley (June 29). The following are 
confirmed in rank:—Plt. Off. S. W. White (June 16); Plt. Off. R. N. 

3ullock (June 17); Fig. Off. T. Buchanan (July 12) 

The following Fig. Offs. are transferred from Class A to Class C:— 
H. EB. W. Macandrew (Apr. 20); W. H. Statham (May 8); S. A. 
Dismore (May 15); D. B. C. Fulton (June 19); G. W. Dean (June 25) 
Cc. Mel, Reid (July .4): 

Fit. Lt. H. O. Barnaby, M.B.EB., is transferred from Class B to 
Class C (June) 14)3' Fle. (Of Rv 'G. Hart, M.C., resigns his) com. 
(iuky sa)e 

The following 
service (May 22 


Fig. Offs relinquish their comns. on completion of 
SPESISG Pe uenataol; Wyo eh! WNL Sroveilil 


Appointments. 
Week ending July 20. 

GENERAL DUTIFS BRANCH —Flight Lieutenants C. ‘R. Carr, D.F.C., 
to H.Q., Air Defence of Great Britain, Uxbridge, 10/7 jak. .f5e 
Searson, D.F.C., to Schooi of Photograpby, Sth. Farnborough, 5/7. 
G. C Bladon, to No. 442 Flight, Leuchars, 31/5. T. Humble, to 
No. 4 Sadn., Sth. Farnborough,’ 6/7. W. HE. Reason, to No. 1 S. of 
T.T. (Apprentices), Halton, 6/7. W. F. Dickson, D.S.0., A.F.C., to 
No. 56 Sqdn., Biggin Hill, 19/7. P. H. Mackworth, D.F.C., to R.A.F. 
Cadet Colleges; Crafiwell, .6/7.°° Ei -J. i. Hope,; A-E-C., to. R.A-F, 
Base, Gosport, 6/7 L. I: M. (Gillman, io H/@, Air Defence’ of 
Great Britain, Uxbridge, 6/7. 

Flying Officers A. A. Jones, to No. 4 Apprentices’ Wing, Cranwell, 
6/7. W. I. Payne, to Marine Aircraft Experimental Establishment, 
Felixstowe, 6/7. W. E. Cowan, to No. 32 Sqdn., Kenley, 21/7. F. R. 
Offord, to R.A.F. Depot, Uxbridge, on transfer to Home Hstab., 11/5. 

Pilot Officers J. R. Addams, to remain at No. 43 Sqdn., Henlow, 
instead of to No. z F.T.S. as previously notified. F. S. Homersham, 
DCM., M:M; and J. W. Busteed, to R.A.Po Depot, Heypt, 92/7, 
P. G. Tweedie, to No. 216 Sqdn., Egypt, 2/7. 

MEDICAL BRaANCH.—Squadron Leader (Dental) J. G. Worsley, to H.Q, 
Inland Area, Stanmore, on appt. to Temp. Comn. from Army Dental 
Corps, 1/7. J. G. Worsley, to R.A F. Depot, Uxbridge, 5/7. 

Flight Lieutenants (Dental) T. K. Place, to No 5 F.T.S., Sealand, 
on appt. to Temp. Comn. from Army Dental Corps, 1/7 1S ere 
Procter, to R.A.F. Depot, Uxbridge, on appt. to Temp. Comn. from 
Army Dental Corps, 1/7. H. O. Sumerling, to H.G., Cranwell, on 
appt. to Temp. Comn. from Army Dental Corps, 1/7. 

STORES BRANCH.—Flight Lieutenant J. Iundon, to No. 3 Sqadn., 
Upavon, 19/7 

Flying Officer W. Liniker, to R.A.F. Depot, Uxbridge, on transfer 
to Home Estab., 20/6. ‘ 

ACCOUNTANT BRANCH.—Flying Officer H. Hedderwick, to R.A.F. Depot, 
Uxbridge, on ‘transfer to Home Estab., 28/5 


A Flying Accident. 

The Air Ministry. regrets to announce that as the result 
of an accident at. Cranwell, Sleaford, Lincs., to a Sopwith 
Snipe on July *S 1926, Flight Cadet Humphrey Francis 
Morell Pickford, the pilot and sole occupant of the aircraft, 
was severely injured and died later in the day. 

[Mr. Pickford is the second cadet to be killed at Cranwell 
since the foundation of the Cadet College. The only other 
fatal accident there was the collision in which Mr. Vivian 
Gillmore was killed.—ED. | 

The Service Mediterranean Cruise. 

On July 6 the two Supermarine Southampton flying-boats 
(two 450 h.p. Napier Lion engines each) from the Marine 
Aircraft Experimental Establishment, R.A.F., Felixstowe, 
which left Plymouth on July 1, to fly to Egypt and back, 
arrived at Malta. 

On July 9 they arrived at Bengazi (Cyrenaiea) and on the 
following day at Haifa on the outward journey. 

On July 12 they left Fumagusta, in Crete, for Haifa on their 
return journey to England. 

On July 13 they arrived at Haifa. 

On July 17 they arrived at Aboukir, and on the following 
day they left at 08.30 hours for Sollum and Athens. . 


A Halton Mishap. 

On July 17 a convoy of a dozen lorries was taking 
about 300 men and boys back to Halton from Ballinger, where 
they had been giving a display, when the front lorry r ran 
off the road down the side of a wooded embankment near 
Great Missenden. The lorry was finally stopped by some 
trees, and overturned. Almost all of the thirty occupants 
were slightly injured, but only three had to be taken to 
hospital, where they are reported to be progressing satis- 
factorily. The others were attended to by the villagers and 
Doctor Magrath, the local practitioner of Great Missenden. 


Accountant Officers in the R.A.F. 

The Air Ministry announces that an examination of candi- 
dates for commissions as Accountant Officers will be held 
in London at the end of September. About ten vacancies 
will be filled immediately and further appointments may be 
made at a later date. 

Candidates without previous service in the Forces must be 
between 22 and 26 years of age. 

The written examination, for which a fee of £4 is pay- 
able, will be conducted by the Civil Service Commissioners. 
A written examination in Accountancy will also be held and 
candidates will be interviewed by a Selection Board. 

Details may oS obtained on application to the Secretary, 
Air Ministry (S.7), Kingsway, London, W.C.2. 


The R.A.F. in Parliament. 
THis AIR FORCE LIST. 

In the House of Commons on July 13, in reply to a question by 
Cot. Wooncock, Viscount Curzon (for the Secretary of State for 
Air) said that approximately 2,000 copies of the Air Force List were 
printed each month The annual cost of printing the Air Force 
List was £2,000, and about 675 copies were sold every month. 

[This figure for sales is absurdly small and indicates a lamentable 
lack of interest in the Air Force itself. One would expect at least 1,500 
out of the 3,000 officers in the R.A.F. each to have his own copy, 
apart from the copy in the Orderly Room and in the Mess. And 
every newspaper ought to keep a copy.—ED.] 

THE GIFT HORSE: 

In the House of Commons on July 14, Cot. Day asked the SECRETARY 
or Statr ror Arr the cost of the tea provided in the Parliamentary 
enclosure at the R.A F. Display and to what funds the expenses would 
be charged. Srr Samuel Hoarr explained that the cost was £40 and 
the charge was against the receipts of the Display. 

[Members who feel that they had too much value on July 3 can 
always remit conscience money to the R.A.F. Memorial Fund—Ep.] 
AIR MINISTRY PERSONNEL. 

In the House of Commons on July 14, in reply to a question by 
Mr. W. Hirst, the SECRETARY OF STATE FOR AIR said that there were 
no Squadron Leaders, Flight Tieutenants or Flying Officers employed 
at the Air Ministry on duties of a purely clerical nature requiring 
no special qualifications. ‘The Air Force Officers at the Air Ministry 
were employed solely in posts in which Service experience was 

demanded. 
SPIRIT. 

In the House of Commons on July 9, in reply to a question by 
Cou. Day, the SECRETARY OF STATE FOR AIR said that the number of 
gallons of petrol used by the R.A.F. at the Display on July 3 was 
approximately 13,500 gallons. 


MR. COBHAM’S FLIGHT TO AUSTRALIA. 

On July 13 Mr. Cobham left Basra at about 06.00 hours 
with Sjt. W ard as mechanic and arrived at Bushire at 08.50. 

On July rq he left Bushire at 06.40 hours and arrived at 
Bandar Abbas at 09.00 hours. He attempted to continue his 
journey the following day, but was held up in the morning 
by an unusually low tide and in the afternoon by a bad 
thunderstorm and torrential rain. 

On July 17 he damaged a strut of his undercarriage in 
attempting to leave Bandar Abbas. 

On July 18 the machine was ready to leave at 03.45 hours. 
He arrived at Charbar at 07.30, refuelled his machine, and 
flew straight on to Karachi, arriving there at 11.15 hours, 
having thus taken four hours to do the 420 miles between 
Charbar and Karachi and covering 740 miles in the day. 

Mr. Cobham expects to leave Karachi on July 20. 

On July 14 Mr. C. J. S. Capel, of the Armstrong-Siddeley 
Co., left for Australia. He is flying to Marseilles, atid going 
to Port Said by steamer, where he will board the Australian 
Commonwealth steamer, Jervis Bay, for Fremantle. 

One understands that Mr. Capell is primarily going to 
Australia to advise or instruct the Royal Australian Air 
Force in the care and maintenance of certain Jaguar engines 
recently acquired by the Commonwealth Government. His 
journey may perhaps have been accelerated so that he can 
arrive in time to help Sjt. Ward with any work which may 
be needed on Mr. Cobham’s Jaguar before starting the re- 
turn journey 

Sit. Ward was trained at Halton and is considered by the 
senior R.A.F. technical officers at Basra to be an exceptionariv 
capable mechanic. But naturally he has not the intimate 
knowledge of the Jaguar which the late Mr. Elliott had ac- 
quired in his work with Mr. Cobham. ‘Every engine has its 
own little tricks, and there are just so many dodges for keep- 
ing an engine going with the minimum of work and worry. 
Also there are many special methods in overhauling and 
examining any engine which save time and trouble. So Mr. 
Capell’s assistance should be very valuable when Mr. Cob- 
ham arrives in Australia. 

He and Sjt. Ward together should be able to assure, so 
far as is humanly possible, a successful journey home. 

One gathers that there is no question of Mr. Capell re- 
placing Sjt. Ward. He has gone to Australia on his firm’s 
business and will merely be there to help Mr. Cobham’s 
undertaking im any way possible. 


JuLy 21, 1926 The Aeroplane it 


RRS SI 


5 Se A WO SL vsucacsomn<: Son St Ae swe Sta OO MCW a Uo WW aw a ee ow 


Ge 


OO 
LETS! 


AEROPLANES. }-.... | 
EAPLANES ‘ | 


AND 


AMPHIBIANS © | =< | 


for all. 
Commercial, 


Military8Naval, 


ts = : 7 yee 
SJA28e COCKE aes SS [SAAR SRST SNS SSeS eae 


AviationDepartment, Vases Vlear 
Vickers House, /- Wi 7 Ofer 


i Teroplea ne 


KINDLY MENTION “ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 


JULY 21, 1926 


¥ 
112 Phe Aeroplane 
THE FLYING CLUBS. On Wednesday Mr. 
The London Aeroplane Club. 
Will members kindly note that the Club will close down on the Bishop Auckland Conservative 
Friday, July 30, and re-open on Monday, Aug. 9g. 


The Flying Distlay at Roehampton.—On Saturday, July 17, G-EBNY, 
the new Moth recently presented to the Club by the Duke of 
Sutherland,-was present at Roehampton in charge of Capt. F. G. M. 
Sparks. Mrs. Lynn and Mr. H. Broad, on D.H. Moths, and Fit. Lt. 
Ritchie, of the Seven Aeroplane Club, on the D.H.51, were there. 

The Yorkshire Pageant.—The Iondon Aeroplane Club is proposing 
to send two D.H. Moths to represent the Club at the Yorkshire Pageant 
at’ Leeds on July 24. 

In addition to the Club machines, Mrs. Lynn, Sir John Rhodes and 


Mr. Kittell will, it is hoped, compete on their own Moths. 

Report for week ending July 18. 

The total flying for the week was 55 hrs. 25 mins. 

The following members received flying instruction :—Miss O’Brien, 


Rv Vv. Banke Gy Wady; eS. eh. le Vice-Marshal Sir Sefton 
Brancker, G. Wallcousins, J. A. Simson, R. G. Edkins, B. B. Tucker, 
Capt. Portway, T: H. ©. Richardson, A. EK. Weeding; S. D Durkan, 
Hi. Petre, 1. W. Heath, E.cH> Wright, W. Hay, ©. A. Cook Ls Martin, 
R. Malcolm, G. C, Bonner, By A. Tingard, S. ©: Bradshaw, Al. J: 
Richardson, G. M. Randall, S. Nesbitt, G. W. Hall, S. W. Russell, 
KF. (Gy Elford, 2; “OA. Davison, OF Ja Lapper, , “Solomon. bie ee 
Thomas, Mr. Hamilton, Lady Douglas Hamilton, P. W. Hoare, H. R. 
Presland, L. G. Sykes, G. I:yon, S. J. Bassett. 

The following members made solo flights:—W. Hay, O. J. Tapper, 
Major K. M. Beaumont, N. Jones, R. Malcolm, R. C. Presland, Mrs 
Eliott-Lynn, Capt. W. Roche-Kelly, A. I.ees, A. H. Dalton, G. Wall- 
cousins, IN- J; Hulbert, Es St Brough; sSq ~ dr iM. ip) ACs wane, 
A.-R. Ogston, EB: EH. Stamimers, S. ©. Bradshaw, G. H. Crate. 

Special instruction in navigation was given to G. H. Craig and 
Ll. Ch J, avintcheld, 

The following associate members were given joy-rides :—Mrs. Bailey, 
D. Usher, Miss Dalton, Miss Oldham. 


Garne, Air 


The Lancashire Aero Club. 


Report for week ending July 17. 
Machines in use G-EBLV and G-EBMQ. 
Mr. Stack gave instruction to Agar 3 hrs. 5 mins., Hardy 

2 Hts) reduins.,.> Fallon) brs:, “Costa ‘hn. 35 mine. (Gatirell” nebin 

35 mins., Leeming i hr. 20 mins., Leigh 55 mins., Jenkinson 55 mins., 

Brown 35 mins., Anderson 30 mins., Gerrard 30 mins., Fray 30 mins., 

Newton 25 mins., Goodyear 20 mins., Collinson 20 mins., Rodman 15 

mins., Barnes 15 mins. ‘Total 17 hrs. 20 mins. 

Mr. Cantrill gave instruction to:—-Messrs. Ieeming 1 hr. 

Newton 20 mins. ‘Total 2 hrs. 

Mr. Scholes gave instruction to:—Messrs. Bert 30 mins., Anderson 

30 mins., Lower 25 mins., J.eeming 20 mins. Total 1 hr, 45 mins. 
Solo flights by Messrs. Wilkinson 2 hrs., Goodyear 1 hr. 1¢ muns., 

Michelson zr hr. 5 mins., Lacayo 4s mins., Goodfellow 35 mins., 

Leeming 25 mins. ‘Total 6 hrs. 

Mrs Lacayo gave BD. FE.) Dyson “a 
Tests occupied 1 hr. 10 mins. 
Total for week 23 hrs. #55 mins 
Dr. Wilkinson made the required flights for his certificate on 

Tuesday. Cross-country flights to Sealand Aerodrome, Chester, with 

Mr. Stack were made by Messrs. Agar, Hardy and Leeming on 

Thursday, Friday and Saturday. 

Members are again reminded that the aerodrome will be closed at 

4.0 p.m. on July 23 until 2.0 p.m. on Tully 26. 


The weather has been good. 
>—Messrs. 


40 mins., 


joy-ride of 30 mins. 


The Newcastle-upon-Tyne Aero Club Ltd. 
July 18. 

Total flying time 38 hrs. 50 
26 hrs. 15) mins.° on Tv: 

Until Saturday only one machine, LY, was on service. The 
weather was very bad, almost continual rain, on Sunday, but 8 hrs.’ 
flying was done. 

Mr. J. D. Parkinson 
Tuesday a full 


Report for week ending 


mins.—12 hrs. 35 mins. on LX and 


joined the Club on Monday evening and on 


day’s instruction was put in. It is very satisfactory 


to report that there was a good turn-out of members. 
Hours flown under instruction with Mr. Parkinson, 30 hrs. 25 
mins.; Solo, 5 hrs. 55 mins.; Passengers’ flights, 11 hrs. ‘ests, in- 


cluding Mr. Parkinson’s first flight on the Moth, occupied 1} hrs. 
Members who flew under instruction :—Mrs. Marcks, Miss Leathart, 
Col. Sir Joseph Reed, Messrs. Whitfield, LL. Smith, Detchon, Phillips, 
Davidson, Howard, MacKay, Somerville, Stawart, Thirlwell, Bruce, 
P. R. Kennedy, BE. C. Kennedy, Irving, Bainbridge, Palmer, George, 
Sandilands, C. Thompson, A. Bell and Dr. Dixon. 

Secondary dual :—Messrs. N. S. Todd, R. N. Thompson, MacMillan. 
The following flew MacMillan, C. Thompson, I.,. 
Smith and Dr. Dixon. 

Pilot members who flew, with the passengers named :—Mr. Baxter 


solo :—Messtrs. 


Ellis with Mr Woodeson, Mr Forsyth Heppell with Mr H. Ellis, 
Mr. N. S. Todd with Mr. J. Bell and Mr. Caddies, “Mr.” Ro ON; 
Thompson with Mr. W P. Gibson and Mr. A. Bell. 

Passengers with Mr. Parkinson:—Mrs. R. N. Thompson, Miss 


Minnis, Mr. l.aybourne, Mr. Weltz, and Mr. Rasmussen, 
Mr. I. Smith did his first Saturday morning, following 
this up with longer flights alone on Saturday evening and Sunday. 


solo on 


with Mr. J. M. Davidson as 
passenger, to Bishop Auckland, where he did some excellent exhibi- 
tiou flying near the Bishop’s Park, where a Féte was being held hy 
Association, 

On Sunday he flew to Stockton, taking a medical man, a member 
of the Club, who wished to attend to an urgent case there. 

Altogether it has been a very successful week and a good begin 
ning after the slack period recently 

The Yorkshire Aero Club. 

Report for ending July 18. 

Owing to an error of judgment last Sunday night there has been 
no flying this week. The machine, together with its brother, #% 
expected to leave hespital in time to take part in our Pageant. 

The Air Pageant, July 24-——Almost all the members of the Cone 
mittee turned up on Sunday for a final meeting at the aerodrome io 
settle outstanding matters in connection with the Pageant. Everyone 
has been given a special job and Heaven help those whose job isn't 
carried out well and _ satisfactorily ! 

Events. —1, Preliminary Flying. 2, 
Race for Pilot Instructors. 4, Oper 
5, Private Owners’ Handicap. 6, Relay Race (Clubs only, Moths). 

In addition there will be exhibitions of trick flying, parachute 
desecnts, and the bombing of a fort. 

The prizes are substantial, several large Cups and plenty of Cash. 

Entries so far have been received from the Lancashire, Birming- 
ham, London and Yorkshire Clubs, and from Mrs. Lynn, Capt. Broad 
and one or two manufacturers and three machines from Brough. 

There are promises of attendance from big pots and brass hats. 

We have room for inore entries, but please send your entries in as 
soon as possible, as it’s hard work organising a show like this and we 
want to know how we stand.—R. w. K. 

The Midland Aero Club. 

Report for week ending July 10, (Delayed in Pest.) 

Flying was suspended on Saturday and Sunday, July 3 and 4, as 
Major Dennison (Secretary), Mr. McDonough (Chief Instructor), and 
Mr. W. Halland (Ground Engineer) and a party of members went to 
Hendon for the R.A.F. Display. 

On the following Sunday the party, at the kind invitation of the 
Aircraft Disposal Co., inspected the firm’s factory at Croydon, where 
Mr. O. EK. Olney received the visitors. With Messrs. H. H. Perry 
and G. W. Howland as guides a most interesting morning was 
spent going through the establishment. After lunch an inspection of 
Croydon Aerodrome and the premises and flying stock of Imperial 
Airways took place, and thence across to Stag Lane, where the party 
was most hospiiably received by the London Acroplane Club, and 


Parkinson flew, 


weck 


Inter-Club Members’ Race. 43, 


Handicap Race (any machine), 


served with tea by Mrs. Sparks 
On Wednesday afternoon, Mr McDonough flew EBLW up to 
Hendon for the King’s Cup Race. The entry of this machine was 


made practically at the last moment, and only a very short time 
Was available in which to tune up the machine and engine. 

As is reported elsewhere, Mr. McDonough completed the course 
and was therefore one of the five survivors of the fourteen starters. 
A very creditable performance indeed and a further demonstration 
of the excellent qualities of the de Havilland Moth and Cirrus 
engine. ‘The machine returned to Castle Bromwich on Sunday. 

Enamelled badges and also transfers for attachment to motor- 
car screens, etc., are now available to members free of charge. 

The tuition work for the period under review has been seriously 
hampered by the long grass on the aerodrome, and only totals some 
20 hours. 

The following members took flying instruction :—A. R. Miller, He 
Willis, R. Jackson, S. H. Smith, L. Brighton, W. Swann, G. Perry; 
A. B. Gibbons. 

During the period Mr. A. R. H. Miller went solo. 
now in progress and full flying tuition work is 

Report for week ending July 17. 


Grass cutting is 
again in operation. 


The total flying time for the week was 10 hrs. 35 mins. 
The following members had flying instruction:—O. L. Richards, 


C. Fellows, S. H. Smith, W. Swann, L. Brighton. 

The following members flew solo:—H. Willis, L. Brighton, G. Perry, 
W. Swann. 

Test flights took 35 mins. 

On Thursday a new addition to the Club flying stock was delivered, 
this being an Austin Whippet (45 hp. Anzani), which has just been 
purchased from Flt. Lt. Soden, R.A.F , who brougkt it over by aicz. 

It is expected that the acquisition of this very efficient and useful 
little machine will be a considerable benefit to our Club members. 


Moths at Roehampton. 

On Saturday, July 17, a ‘Flying Afternoon”? was given by the 
Roehampton Club before a large gathering of gay and prosperous 
looking people. The meeting was organised: by the Royal Aero 
Club and was under the patronage of the Right Honourable Sir 
Samuel Hoare and Air Vice-Marshal Sir Sefton Brancker. The Central 
Band of the Royal Air Force: played soothing music throughout the 
afternoon, and the Meteorological Department provided perfect 
weather. 

The first event 
audience entertained themselves in the ‘“ Machine 
sisted of the red-and-white Moth, entered by Sir Charles Wakefield and 
flown by Mr. Broad, in the King’s Cup Race, the pale blue one, 
owned by Mrs. Lynn and Mr. Jones, and a brown one belonging to 
the I,ondon Aeroplane Club. 


was called ‘Inspection of Machines.” In fact the 
Park,’? which con- 


MALLITE 


THE AERONAUTICAL 


PLYWOOD 


STRONGER AND MORE DURABLE THAN METAL 


For AERO and SEAPLANES manufactured to the 


BRITISH AIR MINISTRY SPECIFICATION 2.V3 by the 


AERONAUTICAL & PANEL PLYWOOD CO., LTD. 
218-226, Kingsland Road, London, E.2. 


Phone ; Clissold 3680 (3 lines). 


Grams : VICPLY, KINLAND, LONDON. 
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Mr. Broad’s machine was the general favourite, and he folded 
back the wings to show how it could be put in the cupboard at night. 
And Mrs. Lynn lifted the tail of her machine into position and 
swung the “prop” herself to show what a homely thing an aero- 
plane really is. 

The second event was some quite pretty aerobatics by Mr. Broad 


and Mrs. yun. Two more Moths arrived meanwhile. Ye, edenadcspapertorre 
After rather a long interval an air mechanic announced through ; ft 

a megaphone that ‘Three Grebe machines from No. 32 Fighter ity 5 

Sadn, Kenley, were approaching in formation.” They flew over the fl™ Wy ; 


ground and, after separating, delighted everybody with a display of y JW Yj 
aerobatics as known to the R.A.F., and quite up to Pageant standard z wy YU 
Everybody was watching their departure regretfully when a Snipe, * “Wy is 
flown by Flg. Off. Atcherley, of No. 23 Sqdn., Henlow, who flew : 
well at the Pageant—which Snipe had been hanging about in the air “we. of 
behind the scenery during the last act—gave a wonderful exhibition 
of looping, rolling, diving and upside-down flying. 
The last event was Aerial Golf. ‘The five entrants were Mrs. Lynn, 
Mr. Sparks, Fit. Lt. Ritchie, Mr. Broad and Mr. St. Barbe, all on 
Moths. They were each loaded with three flour bags which they had 
to drop on a target marked out in the middle of the ground by 
a large white circle with a white bull’s-eve centre. Mr. Sparks won 
the first prize for getting nearest to the bull’s-eye, with Flt. Lt. 
Ritchie second. 
The Duke of Sutherland then gave away the prizes. Mrs. Jynn 
and Mr. Broad both won prizes for stunt flying. Mr. Sparks and Fit. 
Lt. Ritchie were first and second in the Aerial Golf Competition. And 
Mr. Broad got a Consolation Prize ‘For winning the King’s Cup.” 
Sir Sefton Brancker proposed three cheers for the Duke of Suther- 
land, who thanked everybody for their help in organising the show. 
We hoped it would help people to regard flying as an everyday 
proceeding, and io realise the possibility of keeping an aeroplane in 
the hack garden to take the place of motor-cars and cycles at 
week-ends. 
Then everybody who had been lucky eneugh to win a ticket in the 
lottery held earlier in the afternoon was taken up for a flight by 
Mr. Broad, and the others consoled themselves with tea or 
polo--M. H. 
[Fortunately what wind there was happened to be in a_ favour- 
able direction; for experienced pilots say that in certain 
directions—or in a flat calm—a Moth could not lift a passenger out 
of the limited area at Rochampton. One suggests that if Moths are 
to be used for these ‘‘ Reforming Society ” stunts, a few sets of high 
lift wings should be built for the purpose. Society (with a capital 
S) would never notice that the speed was reduced to that of a 
Pterodactyl or an Auto-Giro, and would be impressed by the quick 
get-off and slow landings.—c. G. G.] 


COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK 


“nipfl 4 


Trips per Day.—Monday, 26; Tuesday, 28; Wednesday, 27; Thursday, 


29; Friday, 25; Saturday, 27; Sunday, 9. Is the finish on your car so delicate that 

IMPEPIAL ATRWAYS LTD. : i j H 3 
London—Paris—Zurich; ‘1,ondon—Ostend—Brussels—Cologne; London 1 Tea oe att If SO; ba 
—Rotterdam—Amsterdam—Berlin: Machines 82, passengers 660, have probably a paint and varnish finish 
freight 20 tons. —a finish which is only effective while 


AIR UNION: : , 
Paris—London : Machines 49, passengers 319, freight 11 tons. the varnish lasts, when this wears away 


K.L.M. : under repeated washings there is no 


Amsterdam—Rotterdam—lLondon: Machines 24, passengers 133, ; 

freight 2.6 tons protection. 

SABENA : If your car is finished with CERRIC Cellulose 
xs begs eo aes 5 yee 12, passengers 79. Lacquer, there is no varnish to wear away, each 

fe sc . IS le x s . . . 

Bet Ee ee coat is a protection coat. CERRIC is tougher 
Berlin—I,ondon: Machines 2, passengers 8. . . . . 
een than paint and varnish, it does not readily 
Machines 0, passengers o. scratch, it is impervious to grit, mud and tar, 
Total number of trips by British Machines, 82, carrying 660 pas- and each cleaning actually serves to improve its 

sengers. Toreign Machines, 87, carrying 539 passengers brilliant lustre. 


Comparative Figures : 

Weck ending July 11: 

Machines, 169; Passengers, 1,199; Crews, 218; Total personnel, 1,37 
Corresponding week, 1925: 

Machines, 165; Passengers, 838; 


; 838; Crews, 218; Total personnel, 1,106. : = 
Corresponding week, 1924: ZS is 
Machines, 199; Passengers, 991; Crews, 250; Total personnel, 1,241 
Corresponding week, 1923: ne 
Machines, 121; Passengers, 604; Crews, 164; Total personnel, 78. 
Corresponding week, 1922: 


Machines, 152; Passengers, 411; Crews, 256; Total personnel, 667 


Corresponding week, Ig2t. C E jG. L U L O S E 


Machines, 115; Passengers, 43c; Crews, 137; Total personnel, 567 


Corresponding week, 1920: 
Machines, 106; Passengers, 219; Crews, 127; Total personnel, 356. ’ 1B A C Q U E R S 
PERSONAL NOTICES. CERRIC is used by many leading 


TR makers, and any up-to-date Coach 
HUGHES.—On July 19, at Whitley Acrodrome, Coventry, as the oe ae eee Eo ee 
result of a flying accident, Flg. Off. D. A. Hughes, of the Reserve We boo let and ae ieee 
bf Ais Borer Omeeea, CERR'C Finisher, write to the sole 
Mr. Hughes had retired from the Royal Air Force and had been manufacturers :— 
acting as instructor at the Armstrong-Whitworth School, established 


a ee for the training of cfficers of the Reserve CELLON (RICHMOND) LIDS 


The Air Ministry states that at the time of his death he was giving Cellon Works, Petersham Road, Richmond, Surrey. 
a demonstration flight which had no cornection with his work as Telesrams: AJ \WB Richmond, Surrey Telephone: Ri-hmord 2213 (3 lines} 
instructor to the R.A. Reserve, on a Siskin aeroplane which did : 7 
not belong to the R.A.F. oe 

According to reports he was flving at a height of over 1,000 feet 
when the machine was seen to nose-dive to the ground. His death 
Was instantaneous. 
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A REAL WAR MACHINE:—Our latest Coast De‘ence aircraft, the Avro Ava (Two 650 h.p. Rolls-Royce Condor 
engines), taking off Hamble aerodrome. The three gun positions (in the nose, and above and below the fuselage aft of 
the wings) ave c'early seen. In addition, the Ava carries an unmentionable quant’ty of bombs or torpedoes, amounting 
to about 2,000 Ibs. more than that carried by any machine of her power and range of d'stance. Altogether a very fine 


aeroplane, and one which would be dangerous to attack. 
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Telephones: TITANINE-EMAILLITE, LTD., Telegrams: | 
Gerrard 2312 and ‘ 75. Pi dil Pd w.l Tetrafree, Piccy, London 
Regent 4728, Empire House, 175, Piccadil.y, London, W-1. Codes: A.B.C., 5th Edn. 


Works:—London and New York. and Bentleys. 
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TOP BOTTOM 
: HE AVRO ‘HE Svea 
: “ AVENGER,”’ AV Ares 


multi-seater, twin 
engined night- 
bomber and coastal 
defence torpedo 
landplane fitted 
-- > with two 670 
VIII engine. : Hohe Rolle ae 


: i ee ee MACHINES _ Seton engines | 


A single - seater 
fighting scout 
fitted with a direct 
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Napier-' Lion’”’ 


A. V. ROE & CO., LTD., Avro Works, Newton Heath, Manchester. 
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ON THE SLOTTED WING AGAIN. 


Demonstrations of the Handley Page Slotted Wing were 
given at the Handley Page Aerodrome at Cricklewood on 
July 20 and 21. The machine on which the demonstrations 
were made was the Handley Page Hendon with a Napier 
Lion engine. This machine is a biplane which was produced 
about two years ago and is a two-seater variation of the 
Handley Page Hanley. It is a torpedo-carrier intended for 
deck-landings by the Fleet Air Arm. 

Being purely an experimental machine intended primarily 
to demonstrate the possibilities of the slotted wing for deck- 
landing, it has naturally been equipped with every possible 
gadget which the Admiralty and the Air Ministry together 
could crowd onto it, although obviously it would have cost 
yery much less money and could have been put into use with 
much less waste of time if‘it had been built with the simplest 
possible equipment and had merely carried dead-load in place 
of all these gadgets. The result of it all is that it is now 
two years out of date. 

THE FULL, SLOT EQUIPMENT. 

The really interesting thing about the machine is of 
course the slot arrangement. The leading edges of both the 
upper and lower planes have slots along their whole length, 
and the trailing edges have flaps which, when pulled down, 
open a slot between the leading edge of the flap and the rear 
spar of the machine. The slots and flaps extend along each 
wing as far as the aileron and) for the rest of the length the 
slots and ailerons work in conjunction. 

That is to say, when the ailerons are up in flying position the 
corresponding slots are closed. And when the ailerons are 
pulled down the corresponding slots are open, irrespective of 
whether the slots and flaps on the inner portions of the wings 
are open or closed. 

DECK-LANDING. 
The Hendon came to Cricklewood for these demonstrations 


> 


after a prolonged period of deck-landing experiments on one 
of our aircraft-carriers. 

One gathers that these experiments were highly satisfac- 
tory, and it is said that the Hendon was in fact the first 
machine to land on the deck of a ship carrying her full 
war load of petrol and the Service torpedo. One of the latest 
and most successful,experiments was to land the machine 
over the bows of the ship when she is steaming down wind. 

Hitherto all deck-landings have been done by turning the 
ship head-to-wind, so as to give the deck as much speed as 
possible in the same direction as that in which the machine 
had to alight, so that the head wind would be slowing the 
machine, and thus, in effect, reducing the relative speed be- 
tween the aeroplane and the deck. The objection to this 
manceuvre is obviously that in action an aircraft-carrier which 
steamed head-to-wind to pick up a number of aeroplanes 
which had been launched earlier in the action might have to 
steam for many miles right away from the fleet to which she 
was supposed to be attached, and while thus steaming would 
be entirely without protection against other warships. 

Therefore the Navy has been anxious to get hold of an aero- 
plane which would be capable of landing on the deck of a 
ship steaming down-wind as well as head-to-wind. Naturally 
if the ship is steaming down-wind it must increase the differ- 
ence between the landing speed of the aeroplane and the 
speed of the deck on which it is to alight. 

Apparently by the use of the Handley Page slot the Hen- 
don was able to reduce her speed through the air to practi- 
cally nothing at the moment of landing and so was able to 
alight in a direction opposite to the movement of the ship. 

Wuy LAND ON DECKS ? 

Of course, that is all very satisfactory from a naval point 
of view. But one cannot help feeling that the Air Force is 
rather approaching that problem from the wrong point of 
view. The real object of the Air Force should be to make 


Fe 


THE SLOT WING.—The Handley Page Hendon getting off at Cricklewood. In this photograph the main slots 


are fully open, and the flaps on the trailing edge are pulled down to give a quick get-off. The aileron slots on the 
near (or port) side are partly closed as the ailerons are raised to a higher level than the main flaps. 
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all ships, including aircraft-carriers, unnecessary. A properly 
efficient fleet of bombing and torpedo craft with a range of 
200 miles out and another 200 miles home would ensure a 
belt of sea 100 miles wide being kept clear of hostile sea craft 
either surface or submarine. 

With a 200-mile radius (not range) of action and an adequate 
supply of aircraft the whole British Empire could be pro- 
tected against sea-going craft while operating all the time 
from aerodromes ashore. Ships should only be carriers, ex- 
cept for special work, such as, for example, impressing the 
inhabitants of some troublesome island, or bombing a coast 
town, where no counter-attack from the air is to be feared. 

Still, so long as the Navy retains its political power, pre- 
sumably the Air Ministry must play up, or down, to it. And 
so the Air Ministry must spend valuable money on deck- 
landing machines and so forth. 

There is at any rate some consolation in knowing that if 
and when we produce realy effective deck-landing machines 
we shall be able to use them equally well for landing on 
very minute aerodromes or on landing platforms erected 
where ordinary aerodromes are not available. 

So out of evil cometh good. And the Handley Page Slot 
is a very good thing indeed. If the Navy forces the Air 
Ministry’s reluctant experts to hasten its development, the 
Navy will at any rate have done something to justify its ex- 
istence. 

A LONG-DELAYED DEMONSTRATION. 

On July 20 a demonstration was given to a number of press 
people and ofher visitors. The machine was flown by Mr. 
Wilcockson, the well-known Imperial Airways pilot, who also 
does the test work for the Handley Page people. He showed 
how slowly the machine can land and how quickly it can 
get off with the slots open, and how it is under perfect control 
when stalling and sinking. Also he showed how when the 
ailerons-cum-slots are used the machine can be manceuyred 
laterally without any yawing tendency to be overcome by the 
rudder. 

All these good points about the slot wing have been dis- 
cussed and described and advocated in THr AKRROPLANE for 
years and years and years. Therefore all this is ancient his- 
tory to all readers of THr A®ROPLANE and probably to most 
other people, except the Air Ministry’s technical experts. 

The one regrettable feature of the whole demonstration was 
that it should have occurred in August, 1926, instead of about 
January, 1923. No blame attaches to Handley Page, Ltd., who 
have worked strenuously on the development of the slot, and 
on the gear which is necessary to operate it, all these years 
since the slot principle was first fully described and illustrated 
in THE ARROPLANE some time in Ig2r. 

Naturally, the Handley Page Company’s progress has been 
hampered by financial considerations. But if the Aijr 
Ministry’s technicians had realised the value of the slot prac- 


ee 
THE LATEST SLOT WING.—Mr. Handley Page (left) and Mr. Wilcockson explaining the slotted wing on the 


Hendon. 


SLOT CLOSED 


SLOY OPER 


THE SLOT WING.—A Gadttingen photograph showing 

how the air-stream breaks (and the wing stalls) with the 

slot closed, and how the stream flows over the wing 
with the slot open. 


tically every machine in this country, both Service and 
civilian, would nave been equipped with slots at least three 
years ago, and a large number of valuable lives would have 
been saved. 

THE POSSIBILITIES. 

One takes this opportunity of stating one’s personal be- 
lief that with proper development of the slot idea, an aero- 
plane of what we are accustomed to regard as the normal 
type, can be made to do anything which is done by the Hill 


The photograph shows how the slot on the outer section of the leading edge is inter-connected with 


the aileron so that when the aileron is down the slot is open. 
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56,000 miles (ie o 


UCH is the record of the Napier engines 
on the recent flight from Cairo to Cape 
Town and back via Cairo to England. 


Four Fairey aeroplanes made this flight. 
Flying in formation through intense heat, 
rain and sandstorms, no mechanical trouble 
was experienced and no change of engine 
made. 


The same type engines as made this epoch- 
making flight possible are available for 
you—they were ordinary standard Service 


NAPIERS. 


For freedom from trouble 
and absolute reliability 
on all occasions and in 
all climates install the— 


NAPIER 


The finest Aero Engine in the World 


D. NAPIER & SON, LTD. 
ACTON, LONDON, W.3 


“ Never before have a number of aeroplanes, flying in company, 

carried out without a hitch an extended journey over continent and 

ocean, over high land and low, and in great temperature contrasts.” 
Daily Telegraph, 22nd June, 1926 
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Tail-less machine and the Auto-Giro, which are attracting 
so much public and officiel attention at the moment. And 
it would do that while retaining the speed and climb and 
weight-lifting ability of a nornial aeroplane. 

As to what constitutes a ‘‘ normal aeroplane,” one may 
here quote a remark of Captain Geoffrey de Havilland’s the 
other evening, when he said that if we had all been accus- 
tomed to tail-less aeroplanes for the last seventeen or eighteen 
years—as we very well might have been if the Weiss ex- 
periments in England and the Etrich experiments in Austria 
had heen adequately supported financially—and if anybody 
had at this date produced an aeroplane with a tail and a 
rudder and elevators, everybody would probably have hailed 
it as an immense advance in aeroplane design and aero- 
dynamic science. 

If somebody went to the expense of building an aeroplane 
of normal type with the light wing-loading of the Pterodactyl 
it could certainly do anything in the way of slow manceuyr- 
ing and flying and landing which that machine does. 

The one great obstacle to the general adoption of the slotted 
wing at the moment is the difficulty of making a simple and 
cheap and light, and at the same time adequate and 
reliable, mechanism to operate the slots. The Handley Page 
Company seem to have arrived at something very like the 
most desirable design. Being still in the experimental stage 
there is probably room for detail improvement, and it will 
probably be made considerably lighter, for the weight of 
the operating gear miust absorb quite a considerable per- 
centage of the benefit derived from the slots in the way of 
extra lifting power. 

‘TEACHING THE EXPERIENCED. 

On July 21 the Hendon was turned over to be flown by the 
test pilots of a number of the leading aircraft firms. Among 
those who flew it while one was present were Mr. Piercey cf 
of the Gloucester Company, Mr. Openshaw of the Westland 
Company, Mr. Barnard of Imperial Airways, Mr. Bulman of 
the Hawker Company, and Mr. Payn of Vickers Ltd. Capt. 
Frank Barnwell of the Bristol Co. and Mr. Lankester Parker 
of Short Bros. also flew the machine. 

Mr. Bulman, who was the pilot who carried out the original 
experiments at Farnborough on an Avro with inter-communi- 
cating slots and ailerons, naturally gave a very perfect ex- 
hibition of what slot control can do in the way of keeping 
a machine fully under control below stalling point. 

Mr. Barnard, who had never flown a slotted-wing machine 
before, gave a most amazing exhibition of skilful piloting. It 
was in fact far more spectacular that Mr. Bulman’s, because 
he half-looped the machine and generally pitched her about 
in the air in the way which recalled Mr. Kipling’s phrase about 
‘‘ incredible tmproprieties.’”? One remarked to Mr. Savage of 
the Handley Page Company that Mr. Barnard seemed to have 
perfect confidence in Handley Page construction, to which 
Mr. Savage replied that he ought to have, considering that 
Imperial Airways I,td. had lately been using nothing, else. 

The general opinion of the pilots seemed to be very favour- 
able towards the slots. This is extremely satisfactory, be- 
cause the average pilot, even a test pilot, is among the most 
conservative of human beings and always starts with a 
prejudice against anything which he has not flown before. 

One pilot remarked that the machine was slow considering 


its engine, as it only showed about 105 m.p.h. on the indicator, 
That seems natural, considering that the machine is not built 
for speed and probably has not got a fast wing curve, and 
has all sorts of gadgets and things sticking out all over it, 
besides having an undercarriage designed for torpedo-drop- 
ping, which takes a lot of pushing through the air. 

Also it is necessary to remind readers that the machine is 
over two years old and that probably the latest version, which 
1s now in process of construction, will be very much faster. 
One imagines that quite a good deal of speed could be got 
simply by cleaning up the wing structure itself. 

_At any rate one gathered quite enough from the demonstra- 
tion to confirm one’s belief expressed five years ago that in 
the slotted wing lies the solution of most of our aeronautical 
difficulties. 

_ Not only can it solve the Safety First problem, by abolish- 
ing for ever all the accidents which occur through stalling and 
diving and spinning, but it does away with the immense 
amount of expense incurred by the necessity for enormous 
aerodromes so that the machines of the present day can have 
a long enough run to get off or land. 


If only because of the safety which it gives to flying, the 
slotted wing ought to be in use on all commercial machines 
to-day, and on all Service machines, except, perhaps, the very 
high-speed single-seat fighters. 

The attitude of the Air Ministry’s technical experts to- 
wards the slotted wing has been absolutely criminal. It 
is true that they have not condemned it, but they have not 
shown anything like the enthusiasm or energy over its de- 
velopment which they should have shown. And the death 
of every aviator who has been killed through his machine 
stalling in the last three years—to be perfectly fair to the ex- 
perts one will give them the three years necessary for de- 
velopment—can be definitely laid at their door. 

One can only hope that under the new direction which we 
are promised on the Supply and Research side of the Air 
Ministry, and in the Directorate of Technical Development, 
sufficient progress will be made in the development of the 
slotted wing before the end of next year to make it as com- 
monly used on British aircraft as are pneumatic tyres on 
motor-cars.—C. G. G. 


THE NEW CHAIRMAN OF THE R.Ae.C, 


At a meeting of the Committee of the Royal Aero Club 
held on July 19, the Lord Thomson of Cardington was elected 
Chairman of the Club for the current year. 

As Secretary of State for Air under Mr. Ramsay Mae- 
Donald’s Iabour Government, Lord ‘Thomson showed highly 
intelligent and sympathetic interest in the R.A.F. Since 
then he has spoken much on air affairs and has always shown 
proper understanding of his subject. : 

As a former officer of the Royal Engineers, he has had a 
technical training which fits him to understand the problems 
of aircraft constructors. And as a soldier of wide experience 
he knows the usefulness of staff work. Also, as a politician, 
he appreciates the sweet uses. of advertisement. With all 


these qualifications he should make a very good Chairman of 
the Royal Aero Club. 


THE SLOT WING.—Left, showing the aileron partly up with the corresponding slot nearly closed. 


Sa 8 


: . ‘ J : ; ; L : Right, show- 
ing the machine in the air with ailerons in flying position and the corresponding slots closed, with the main 
slots still open. 
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Sole Manufacturers and Licensees of Reed 


Patent Airscrews for the British Empire: 
FAIREY AVIATION COMPANY LIMITED 
HAYES MIDDLESEX 
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MR. SIDDELEY’S PROMOTION. 


Readers of THE AEROPLANE will learn with interest that Mr. 
J. D. Siddeley, hitherto best known as Managing Director 
of Armstrong-Siddeley Motors Ltd., and of Armstrong-Whit- 
worth Aircraft Ltd., has been appointed Senior Managing 
Director, and Chairman of the Committee of Management, of 
Sir W. G. Armstrong-Whitworth and Co. Ltd., of Elswick. 

Mr Siddeley deserves every congratulation on his rise to 
so important a position. Armstrong-Whitworth Ltd. is one cf 
the three great armament firms, commonly known as the 
Armament Ring, which includes Vickers Ltd. and William 
Beardmore and Co. Ltd. Though the three firms are en- 
tirely separate, they have considerable community of inter- 
ests, and. a number of subsidiary firms exist in which blocks 
of shares are held by two or more of these three great arma- 
ment firms. 

Since the War, all three have naturally had a very difficult 
time owing to the cancellation of war contracts. The colossal 
cut in the capital of Vickers Ltd. is recent history, and the 
Armstrong-Whitworth balance-sheet has rather shocked the 
share market since then. 

Mr. Siddeley has evidently been appointed to his new ex- 
alted position because of the success which he has achieved 
in the management of the subsidiary firm of Armstrong- 
Siddeley Motors Ltd. 

Mr. Siddeley’s first connection with mechanical transport 
was his engagement by the Rover Cycle Company, somewhere 
about the year 1895. ‘Thence, in the earliest days of motoring, 
he joined the Wolseley Motor Company, which was, and stiil 
is, a subsidiary of Vickers Ltd. There—after the departure 
of ‘ Pa’’ Austin, now better and more respectfully known as 
Sir Herbert Austin of Austin Motors Ltd.—he produced the 
Wolseley-Siddeley car, which soon made a reputation for 
itself as a reliable and thoroughly English piece of work. 

Thereafter he set up in business on his own account, with 

the assistance of Capt. Deasy, and produced the Siddeley- 
Deasy car, which still further enhanced his reputation. The 
Siddeley-Deasy car was never a sporting car nor a speed car, 
but it was always a gentleman’s carriage. 
_ It was the Siddeley-Deasy Company which first started mak- 
ing aero-engines when the development and mass-production 
of the B.H.P. engine was turned over to them by the Air 
Board, after it had been developed from the original Beard- 
more and Austro-Daimler by Major Halford, who is now of 
A.D.C. Aircraft Ltd. As the Siddeley Puma, the engine be- 
came very popular, when once the Air Force had learned the 
very simple little dodges required to get it in order. And 
to-day it is regarded as one of the most reliable engines in 
the World. 

The double Puma, known as the Tiger, was never de- 
veloped fully and the firm’s interests were diverted to the air- 
cooled type, with the result that the Jaguar was produced 
and has achieved quite a considerable amount of success in 
the hands of Air Force personnel. 

The half-Jaguar 200 h.p. engine, known as the Lynx, has 
done very well on training machines and should have quite 
a considerable future, if one may judge by the success at- 
tained in the United States by the Wright Whirlwind of al- 
most the same power. For there is undoubtedly a market 
for a radial engine of about 200 h.p., and the Lynx seems to 
be the only engine in that category on the British market. 
y More recently the firm has produced the Genet, in the 

Cat’? class of engines,.a very neat five-cylinder radial of 
60 h.p. That also should meet with success as its only com- 
petitor in England is the Cirrus. Though, from what one 
hears, its price is likely to prevent it from appealing to the 
owner-pilot. ; 

These brief notes will show the astuteness with which Mr. 
Siddeley has throughout his career adjusted his programme 
to meet the demands of the particular market for which he 
was catering. His success in this way should therefore be a 
happy augury for the future of Armstrong-Whitworth Ltd. 
and its unfortunate shareholders. ; 

Though one has disagreed from Mr. Siddeley’s opinions 
quite considerably in the past, one has always recognised his 
business capabilities and one wishes him well in his task of 
reviving the Armstrong firm.—c. G. G. . 


AN ACCIDENT TO THE MARCHESE DI PINEDO. 


On July 20 the Dornier Wal flying-boat (two 500 h.p. Isotta- 
Fraschini engines) to be used by Col. the Marchese di Pinedo 
on his forthcoming Round-the-World flight, was being tested 
at Pisa, when in attempting to take off with a 3,000 kg. load 
one of the wings was caught by a wave and the machine 
capsized. 

Major Conti, the pilot, was drowned, and the five other 
members of the crew, which included the Marchese di Pinedo 
were injured. 


The accident will not interfere with the proposed Round- 
the-World flight. RECD ounc 


THE VALUE OF THE JUPITER. 


The following extract from French Journal Officiel, dated 
June 11, 1926, will give some idea of the value placed ou 
the Bristol Jupiter engine by the French Military Authorities. 
The French Minister for War, speaking in defence of his 
Department against the criticisms to which reference was 
made recently in this paper, said :— 

If your report had been drawn up eight months ago, it would have 
dealt with another engine and, if it is not mentioned in your report 
it is because facts have overweighed criticism. As nobody has re- 
ferred to it, I will, myself, speak of the Jupiter engine. 

You all know, Gentlemen, that car or aircraft engines are cooled 
by means of a water radiator. Radiators are most fragile articles, 
A bullet through the radiator of an aeroplane spells a fatal ending. 

It is therefore easily understood that there is a great advantage in 
fitting to war machines engines without gadiatars, namely air- 
cooled engines. 

Three or four years ago, in the course of a friendly interview with 
French manufacturers, I advised them to consider the production of 
this new type of engine. Ali they had to do was willingly to make 
an effort—hard, perhaps, but necessary—in order to succeed. They 
preferred to continue in improving the classical types of engines, 

What happened? ‘To-day more than half the fighting units of the 
British Air Force are fitted with air-cooled engines, whereas the only 
engine of this type, really efficient and manufactured here, is the 
Jupiter engine made under British licence. It is up to our designers 
to conquer in this new field the lead they hold) where watersooled 
engines are concerned. 

Three years ago the French Navy, despite certain resistance, ordered! 
a few Jupiter engines. It was no easy matter. It caused a bursting 
of a storm in that class of the Press already mentioned. 

The Naval Minister, who had taken this decision quite deliberately, 
because facts seemed pertinent to him, became alarmed. He came 
to me. At the time, I remember it well, he was inclined to cancel 
the order. I advised him not to give way, pointing out. his rather 
timid attitude and regretting he had not been forestalled by the War 
Minister. 

This was three years ago. What are the consequences? They are 
the Goliath machines fitted with Jupiter engines which last year I had 
to borrow from the Navy for action in Morocco, for they were the 
only machines capable of carrying out efficient bombing raids against 
the Riff positions. 

I need ‘not tell you that in the orders given last year. by the 
Ministry of War I placed the Jupiter in the position it deserved. I 
know, however, of severai French firms building powerful air-cooled 
engines, and ¥ do not doubt their prompt and outstanding success. 

The Honourable M. Gamard has reproached me for having issued 
the order rather late and in two parts. What were the reasons? 
I delayed the complete yearly order because I was awaiting the results 
of the Scout Competition in order to make a more judicious selection 
from the competing machines. But having to wait too long for these 
results, I had to take a decision and place the greatest part of our 
order, reserving, however, a part of it for engimes receiving the 
highest awards in the Scout Competition. 

This is how I fulfilled my duty as Minister of War as regards the 
question of engines 

Some speakers have credited me with certain technical knowledge. 
I thank them for it. It may or may not be a happy chance, unlikely 
to occur again, that the War Minister of to-day is a man who, for the 
past 20 years has been interested in the theory and progress of 
aviation. 

But there is no need for a Minister to be a specialist in order to 
decide to the best advantage on the choice he must make. He must 
have decision and character, and not shirk the responsibilities. He 
must have a psychological knowledge of his advisers and of the 
aircraft industry. With these qualifications a man will be up to his 
duty whatever his position. 

With common sense, and scorn of criticism from underlings, and 
contempt of attacks, I have overcome the difficulties preventing the 
choic2 of the Jupiter engine. 


AN INTERMISSION IN FRENCH CONTROL. 


In these days of quick-change French Governments it 1S 
not possible and it is hardly of interest to notice who does 
or who does not hold particular offices. But M. Laurent 
Eynac has held the post of Under-Secretary for Air under 
so many Governments of different political complexions that 
the fact that he was not appointed to M. Herriot’s Cabinet, 
which was formed somewhere about July 19 and promptly 
defeated, is worthy of note. 

M. Laurent Kynac had been Under-Secretary for Air since 
January, 1921, and served in ten successive Ministries, includ- 
ing M. Herriot’s former Cabinet. He has done very good 
work by encouraging commercial and sporting flying and by 
setting a good example in always making his own journeys 
by air whenever possible. Undoubtedly the progress madé 
by French aviation during the past five years owes much to 
the fact that M. Eynac assured a continuity of policy. 

M. Eynac was the founder-proprietor of L’Air, the leading 
French aeronautical paper, but severed his personal connec- 
tion with it on taking office in 1921. The post of Under- 
Secretary for Air in M. Herriot’s brief Government was filled 
by a M. Robagla, of whose aeronautical interests one knows 
nothing. 

Possibly by now M. Eynac may have returned to office 
under the next French Government but two or three. But 
even if he has done so the interruption in the continuity of | 
his office is worth recording. 
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1st D.H ‘MOTH’—27/60 h.p. A.D.C. ‘CIRRUS’ ENGINE. 


Pilot: Capt. H. S. Broad. 


Ath D.H. ‘MOTH’—27/60 h.p. A.D.C. ‘CIRRUS’ ENGINE. 
Pilot: Capt. F. G. M. Sparks 


5th D.H. ‘MOTH ’—27/60 h.p. A.D.C. ‘CIRRUS’ ENGINE. 
Pilot: Capt. W. J. McDonough. 


All the above machines were fitted with standard ‘CIRRUS’ Mark I 
Engines, which ran faultlessly at full throttle throughout a period of over 
sixteen hours and a course of 1,464 miles. 


3rd MARTINSYDE A.D.C.1.— 
385 hp. Siddeley ‘Jaguar.’ 
This machine, piloted by 
Sq.-Ldr. H. W. G. Jones, won 
the Prize for 
FASTEST TIME 
with an average speed of 
151.92 m.p.h. — RECORD 
SPEED FOR THIS EVENT. 


A.D.C. AIRCRAFT, LTD. 


Regent House, 89, Kingsway, London, England. 


fe a4 . . ’ 
Telephone: Regent 6240. Telegrams:  Airdisco, London.” 
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THE ROYAL AIR FORCE. 


The London Gazette. 
July 20. 

GENERAL DUTIES BRANCH.—Lt. BE. J. Howes, R.A.R.O., is granted a 
S.S. comn. as a Flg. Off. for three years on the active list (June 30). 

The following are granted S.S. comns. as [it. Offs. on probation, 
for five years on the active list, with effect from and with seniority 
of, July 14:—B. H. Ashton, B. W. Barton, J. Barton, H. B. Collins, 
R. W. Coneybeer, B. A. J. Crummy, R. C. Edwards, H. V. Forbes, 
R. C. Greenhalgh, R. G. Hennessy, D.S.O., M.C., D. K. Hewison, 
Cc. E. Kay, H. C. Marett, A. O. Moore, L. K. Mundy, C. Pitt-Hardacre, 
M. M. Restell-Little, F. H. L. Searl, F. S. Smythe, A. J. Vaughan, 
W. ‘fT. Walton, A. R. Ward. 

The following Plt. Offs. on probation are confirmed in rank :— 
A. W. Whitta (June 15); L. G. Rumsey (June 16); Cc. V. Mossman 
(June 22); D. G. K. Walker (June 22). 

Flg. Off. F. Barnshaw is placed on the retired list at his own 
request (July 19); Flg. Off. W. N. Sherlock is transferred to the 
Reserve, Class A (July 21); Fig. Off. A. A. N. D. Pentland, M.C., 
D.F.C., is transferred to the Reserve, Class C, in this rank and is 
granted permission to retain the rank Of Pitt, (Tuty 2m). 

The S.S. comn. of Plt. Off. on probation W. S. Barnicott is ter- 
minated on cessation of duty (July 1). 

MepicaL BraNcu.—L. Freeman is granted a S.S. comn. as a Flg 
Off. for three years on the active list, with effect from and with 
seniority of July 1. 

The following officers of the Army Dental Corps are granted temp 
comns. in the rank stated on attachment to the R.A.F. (July *): 
They will continue to receive emoluments from Army funds :— 

So. Lpr.—J. G. Worsley (Maj.). 

Fir. ‘Lits.—T, K. Place \(Capt.); -Hy i. Proectores(Capt.), Sie CO: 
Sumerling (Capt.). 

The following officers of the Army Dental Corps relinquish their 
temp. R.A.F. comns. on return to Army duty (July 1) :— 

So. Lpr.—D. Blair (Maj.). 

Fir. ts—R. M. King (Capt.), D. H. W. Williamson (Capt.), 
A. Williams (Capt.). 

Flt. Lt. W. G. Weston, M.B., relinquishes his temp. comn. Qn 
ceasing to be employed (July 1). 

MEMORANDUM.—Sec. Lt. W. J. Singleton relinquishes his hon. comn. 
on enlistment in the Army (June Ir). 

RESERVE OF AIR FoRCE OFFICERS.—The following are granted comns 
in the General Duties Branch as Plt. Offs. :— 

Crass A.—H. A. Denny (July 20). 

Crass A, A.—S) Armitaceé Ro EH. Hopper, J. bo oe) McKenna G.7 W. 
Phillips, EB. T. Scott, V. V: W. Vallance (Iuly 5); D. 2. T. Haynes 
(July 7). 

Fle. Off. W.. M. Miler is confirmed in rank (June 28); Plt. Gite. 
H. W. P. Stewart is transferred from Class A to Class C (July 17}; 
Flg. Off. A. J. Packham is transferred from Class B to Class C 
(Jan. 19). 

The following relinquish their comns. on completion of service :— 
Blt. Low. De “Thom, Die-C. (May? Zo); (Bls On. Les Coombes; 
D.F.C. (May 29); Fig. Off. E. D. Salthouse (June 19); Flg. Off. R. D. 
Leigh-Pemberton, M.C. (June 26). 

Fle. Off. M. V. Molony relinquishes his comn. on account of 
ill-health and is permitted to retain his rank (July 21). 

AUNILIARY AIR Force.—GENERAL DUTIES BRaNcH.—The following to 
be Plt. Offs.:—No. 60r COUNTY OF LONION (BOMBING) SQUADRON.— 


is ‘ a sie ee cae 


SHOWING THE FLAG.—One of the Supermarine Southamptons (Napier engines) which have been cruising 


J. J.-Parkes (July 13); H. N. St. V. Norman (uly 20); No Hijau 
(July 20). 

No. 602 City oF GLASGOW (BOMBING) SQUADRON.—J. P. Drew (July 15), 

ACCOUNTANT BRANCH.—The following to be Pit. Offs. :—No. 602 Crry 
OF GLASGOW (BOMBING) SQUADRON.—H. G. Davidson (July 15). 

PRINCE Marvy’s R.A.F. NURSING Sekvice.—The following are pro- 
moted :—StaFF NURSES TO BE SISTERS.—Miss M G. Wiseman (acting 
Sister), Miss A. M. Hardwicke (acting Sister), Mrs. G. M. Ruttledge 
(acting Sister), Miss E. Crozier, Miss E. L. M. Graham (acting Sister), 
Miss A. M. Angus, Miss M. B. Morrison, Miss P. K. Pearce (acting 
Sister), Miss C. C. Kirkpatrick, Miss D. E. Mallett, Miss ae 
Mansell, Miss EB. J. Stuart (acting Sister), Miss E. A. Nunn (acting 
Sister), Miss G. Imman, A.R.R.C. (acting Sister), Miss M. EH. Hands 
A.R.R.C. (acting Sister), Miss M. Manders, Miss F. L. White, Miss 
A. F. Acheson, Miss M. H. Adamson (acting Sister), Miss M. 7m 
Garnett, Miss E. M. Featherby, Miss C Mcl. Youngson (acting 
Sister), Miss EK. W. Hunter (acting Sister), Miss K. M. Beall (acting 
Sister), Miss J. K. A. Browne, Miss E. M. Buckley, Missa 
Charlesworth, Miss M. E. Ball, Miss E. M. Burton, Miss F. M. Morey, 
Miss H. W. Cargill, Miss W. E. Bailey, Miss M. E. Griéeveson 
(July 1); Miss’: A. ‘W. Marsland (July 2). 


Appointments. 
Week ending Tuly 27 

GENERAL DUTIES BRANCH.—Group Captain E. D. M.- Robertson, Dubie 
to R.A.F. Base, Gosport, to command, 19/7. 

Wing Commander J. T. Cull, D.S.O., to H.Q., Coastal Area, for duty 
as Fleet Aviation Officer on Staff of C. in C., Atlantic Fleet, 19/7. 

Flight Lieutenants F. Thomasson, D.F.C., M.M., to R.A.F. Deport 
Uxbridge, on transfer to Home Estab, 2/7. J. A. Hollis, to REAR 
Depot, Uxbridge, on transfer tu Home Estab., 19/6. J. A. Sadler, to 
R.A.F. Training Base, Leuchars, 19/7. A. R. M. Rickards, A.PIC, 
to No. 24 Sqdn., Kenley, 19/7. O. E. Carter, to Home Aircraft Depot, 
Henlow, 1/8 N. C. Saward, to No. 5 Armoured Car Co., Iraq, 15/5 
M. M. Freehill, D.F.C:, to No. 1 Sqdn., Iraq, 25/6. 

Flying Officers H. M. S. Wright, to Experimental Section, R.AGB, 
Farnborough, 26/7. J. Summers and P. FE G. Sayer, to No. 22 Sadm, 
Martlesham Heath, 26/7. C. H. F. Nesbit, to Armament and Gunnery 
Schoo!, Eastchurch, 19/7. T. W. S. Brown, to Armament and Gunnery 
School, Hastchurch, 26/7. CC. C. K. Dagg, A-P-@| to” Rien 
Gosport, on transfer to Home Estab., 15/5. K. C. McKenzie, Bisbee 
to Electrical and Wireless School, Flowerdown, on transfer to Home 
Estab., 28/6. KE. J. Howes, to H.Q., Palestine Command, on appoint- 
ment to S.S. Comn.; 30/5. E. J. Howes, to H.O7, trad, 3/7. eee 
Bazalgette, to No. 2 F.T.S., Digby, on appointment to a Temp. Comm 
from Army, 17/7. I. E. Dowse,to R.A.F.. Base, Gosport, 16/7. Tyee 
Thornton, to No. 6-Sqdn., Iraq; 9/6. I... W. Lane,“ M-C., to Ream 
Depot, Uxbridge, on transfer to Home Estab., 6/7. M. C. Pascoe, to 
R.A.F. Base, Calshot, on tratisfer to “Homie “steb yy sayz J. ak 
Hargroves, to No. 2 F:T.S., Digby, 19/7. H. R. Mel. Reid, (D7 
to No. 2 F.T.S., Digby, 19/7. C. LL. Lowe, DEG and) J. pee 
feild, to No. 5 F.T.S., Sealand, 19/7. R. Scott-Taylor, to Armazmmat 
and Gunnery School, KEastehurch, 19/7. H. R. D. Waghornyp 
C.F.S., Upavon, 19/7. 

Pilot Officers L.. F. T. Price, to No. 56 Saqdn., Biggin Hills seme 
The Karl of Bandon, to No. 5 F.T.S., Sealand, z¢/>. H- R. Bardon 
No. 17 Sqdn., Hawkinge, 19/7. G. E. Campbell, DiPM., ‘Goce 
Owen, -to No 2 BYE.S:, Digby, 10/7 


round the Mediterranean, filling up at Naples with Shell Spirit. The flag of the Royal Air Force may be seen 
‘flying from the main ’’—in this caSe plane and not mast. 
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THE DE HAVILLAND ‘‘ MOTH "’ 
TWO-SEATER LIGHT AEROPLANE. 
FOUR CYLINDER AIR-COOLED 
ENGINE WITH DUAL IGNITION. 


DUAL CONTROL. 


MOTHS 


AT THE 


YORKSHIRE AIR 
PAGEANT. 


Of the eighteen aeroplanes 

participating in the Air Pageant 
organised by the Yorkshire Aero- 
plane Club, at Sherburn-in- Elmet, 
on july 24th, TWELVE were 
de Havilland MOTHS. 


FOLDING WINGS. 


HAND STARTER IN COCKPIT. 


RUBBER IN COMPRESSION 
UNDERCARRIAGE. 


LUGGAGE COMPARTMENT. 


RANG EG. 34 HOURS. 


PETROL CONSUMPTION...20 M.P.G. 


SPEED RANGE..... 40-90 M.P.H. 


AEROBATIC CERTIFICATE 
OF AIRWORTHINESS. 


They were flown by members 
= of the Yorkshire, London, Lan- 
cashire and Newcastle Clubs and 
by several private owners. 


THE RACE FOR | 
THE | 
KING’S CUP 


HHUTUVLPMUUELUTEEUUUDUULENTUULUONUOUUOUEOQOUOUEEOOOOUUTROCOQUOUERTOQUOOEROOSQUUUEEU¢ QUCUOOUUUEOOOUDOEOOO VETO EEUU eT 


THE DE HAVILLAND | WON BY 
AIRCRAFT CO., LTD. || Capt. H. S. BROAD, A.F.C. 


Stag Lane Ae:zodrome, Edgware, Middlesex. DE HAVILLAND 


| MOTH 


AT A SPEED OF 
90.4 M.P.H. 


Telegrams: Havilland, Edgware. 
Telephone: Colindale 6160. 
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TUTTLE LULU LLL 
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The undermentioned Pilot Officers are all posted to the R.A.F. 
Depot, Uxbridge, on appointment to S.S. Comns. (on probation) with 
effect, 14/7:—B. H. Ashton, B. W Barton, J Barton, H. B. Collins, 
R.. We Coneybeer, B. A. J. Crummy, R. ‘C. Bdwards, oe. -V Forbes, 
R. @. Greenhalgh,. R. G. Hennéssy, D.S.0., MC. Di K, Hewison; 
C. B.. Kay, H. C. Marett, A. O. Moore, J.. K: Mundy, C: Pitt-Hardacre, 
M. M. Restell-Little, F. H. J.. Searl, F. S. Sniythe, A. J. Vaughan, 
W. T. Walton, A. R. Ward. A. H. Campbell-Horsfall, to R.A.F. 
Depot, Uxbridge, on transfer to Home Estab., 27/6. 

The undermentioned Pilot Officers are all posted to No. 2 F.T.S., 
Digby, on appointment to S.S. Comns (on probation), 17/7:—T. M. 
Abraham, P. V. Anson, G. M. Buxton, Rk. J. Carvell, H. EH. Ellison, 
B, G. Barrow, /C. G; (Grentell, 3S. Hall seas Martin, Kee Parker: 
J. W. Pease, A. A> Rumsey, A. &. Scott Moore, ING Wek. Seeman: 
EE. 3 Shine, K. R: Soward, D, Payilor, “IL Ro Whitley, “cy 1G) © 
Williams 

MeEpIcaL BRANCH.—Flight Ijeutenants (Hon. Sq. Ldr.) J. Valerie, 
O.B.E to, R.A Depot, Uxbridge, io/7. A: Ay Downsend, iB. to 
Marine Aircraft Experimental Estab., Felixstowe, 24/7. B. F. Hay- 
thornthwaite, M.B., B.A., to R:A.F. British Hospital, Iraq, 2¢/6. J. CG. 
Russ<hl MB: “BA, tol H.Gs- Iraq: 2201/0. 

Flying Officers R. G. Freeman, to R.A.F. Depot, Uxbridge,’ 19/7. 
J. O. Priestley, D.M.R.E., and J. Twohill, M.B., to Research l.abora- 


tory and Medical Officers’ School of Instruction, on appointment to 
SS. .Comns.,, 13/7. Ci J. “MacQuillan, MCB., BAS. to RAE Depat, 
Uxbridge, on transfer to Home Estab., 2/7. H. C. Patterson, to 
Station Commandant, Basrah, 21/6. R. J. I. Bell, to No. roo Sqdn., 
Spittlegate, 20/7 

STORES BRANCH.—Flying Officer W. F. Langdon, to Station H.Q, 
Northolt, 25/7. 

ACCOUNTANT BRANCH.—Flight Lieutenant O. K. Griffin, to R.A.F. 
Depot, Uxbridge, on transfer to Home Estab., 5/7. 

Flying Officers S. C. George, to Command Accounts Office, Palestine, 
S17. J. Mick” Murray, to” HQ.) As Delenee of “Great Britain; 


Uxbridge, 16/7. 
The Accident at Hinaidi. 

An accident involving the deaths of six officers and men of 
the Royal Air Force, and a member of the Works and Build- 
ings Department, occurred early on the morning of July 26, 
at Hinaidi. A Vickers Vernon crashed and collided with the 
store sheds on the Aerodrome at Hinaidi. The cause of the 
accident is unknown. 

Those killed were :—Sq. Ldr. E. M. Pollard, Flg. Off. O. K. 
Stirling Webh, Flg. Off. R. C. B. Brading, Sjt. E. Kennedy, 
AGT. H. [.Dawis, AC.2 7B, Whittle, and MoS. Co Inglis: 

Other people involved in the accident were : Plt. Off. G. P. 
Mee, of 45 Sqdn., who was seriously injured, and AC.1 J. D 
Henderson, who was unhurt. 

AC. Whittle was killed while working in a shed into which 
the machine crashed. 


Another Parachute Success. 

On July 23, L-AC. Parrish, R.A.F., Manston, while flying 
over the town of Margate, lost control of his Service Avro. 
The machine crashed and was wrecked. Parrish descended 
safely by parachute in a field outside the town, about two 
miles from the spot where the aeroplane fell. He received 
minor injuries, and was taken to Manston Aerodrome 
Hospital. 

The Service Mediterranean Cruise. 

The two Supermarine Southampton flying-boats (two 450 
h.p. Napier Lion engines each), which left Plymouth on 
July r on a cruise round the Mediterranean and are now re- 
turning to England from Alexandria, arrived at Corfu from 
Athens on July 20. 

On July 22 they left Corfu at 08.00 hours for Malta. 


The Flowerdown Inspection. 

The Passing-Out Inspection of the aircraft apprentices 
entered in September, 1923, at the Electrical and Wireless 
School at Flowerdown, took place on July 22. This was the 
fourth passing out inspection at this school. 

Group) Captains IR Peele Ross, DES:OF, me AcE © t@ Gs Flowerdown, 
reported that altogether there were 228 apprentices under training 


exclusive of those passing out. One hundred and ninety-eight were. 


being trained as Wireless Operator Mechanics, 10 as Instrument Makers 
and 20 as Electricians. 

He stated that the standard of discipline and drill of those passing 
out had been above the average and their health had been very good. 


THE ROYAL AIR FORCE AT OLYMPIA. 


Part of the Drill Display 


Their athletic qualifications had been exceptional and they had 
represented the Unit at Rugby, Soccer and Hockey. Also a number 
showed great promise at Tennis and Cricket. Eight of them were 
in the Unit Tug-of-War Team competing at Olympia. Several had 
also represented the Unit at the R.A F. Athletic Championships, 
They had shown keenness in the Gymnasium and at the Rifle Range 
and some promised to be good gymnasts and marksmen. 


Their educational standard had been high and the best of them)! 


were in every way comparable with the best of their predecessors. 
Filementary evening classes had been well attended and every 
apprentice had successfully operated wireless instruments in the air, 

Of those passing out 14 have passed out as L-ACs., 33 as ACISiagy 
as AC2s., and 4 only had failed to qualify. 

A Cadetship had been offered to No. 364095 EK. B. Hughes, who was 
also the winner of the Hyde-Thomson Memorial Prize. 

The following had been retained at the school for the Advaneud 
Course with a view to their passing out as Corporals :—No. 364260, 
Mott, A. J.; No. 363991, Corden, W.; No. 364118, Jukes, (AQ SSsye 
No. 364215, Lea; J. 

A. J. Mott had won the Prize offered by the Air Ministry for the 
aircraft apprentice obtaining the Highest Aggregate Marks in all 
sections. I. E. Farrell had obtained the Highest Marks in Technical 
Subjects, and R. A. Godfei! had won the Prize for the Highest Marks 
in Educational Subjects. 

Air Vice-Marshal Sir Philip Game, K.C.B., D.S:O.7, pist@peeeee 
Member for Personnel, said that he was particularly glad to hear 
that the standards of discipline and drill had improved, as he saw at 
the March Past. Since he had joined the Service thirty-one years 
before ideas of discipline had changed. We were no longer Satis- 
fied with the discipline of punishment but looked for the higher 
discipline of self-respect and esprit de corps and it was for this 
that ail officers and n.c.os of the R.A.F. should strive: 

He. congratulated the two apprentices who had been recommended 
for Cadetships and was sorry that one of them had failed in his 
Medical Examination. He also congratulated those selected for 
training as Corporals, which was the next highest distinction. 

He emphasised the importance of the wireless and electricity trades 
in assuring efficiency and rapid communication for aircraft. He said 
that the apprentices got a thorough vrounding in their trade at 
Flowerdown and he looked to their being. really skilled men when 
they had had practical experience, so that they would be thoroughly 
good craftsmen while in the R.A.F. and would readily find jobs when 
they passed to civil life. 

While they were at Flowerdown they could be looked after in- 
dividually, but after leaving it -was up to them to maintain dnd 
improve their skill and prospects. The born mechanic might not get 
a great deal of operating and the man who shone as an operator 
might get little mechanical work so they must try and keep their 
hand in at all the various branches in their spare time, and they 
could always ask for a transfer from one branch to another if they 
felt that they were losing their skill in any particular branch. ‘They 
must help themselves and they should regard their officers and their 
education officer as friends. 

He warned those who had passed cut as L-AC.s not to imagine 
that they knew everything. No school could turn out the fully 
practical mechanic. Experience only came with time. He advised 
them therefore to seize every opportunity and not to be above 
learning from anybody who had practical knowledge even if he 
was not an L-AC. ; 

The Royal Tournament. 

The Foils Championships of the four Services were decided 
at Olympia on July 14. The R.A.F. Championship was wou 
by .Fle. JOfh PC (Chalmers: 

The Inter-Services Championship was won by Lieut.-Cdr. 
Kershaw, R.N. The R.A.F. was not represented, as Sq. Ldr. 
Sherriff, M.C., who won it last year, is still in hospital as 
the result of a flying accident. g 

Fencing :—On July 16, Flg. Off. F. C. Chalmers, of No. 9 
Bombing Squadron, Manston, won the Royal Air Force con- 
test for the Epée versus Epée Individual Championship. 

In the Inter-Services Championship Flg. Off. F. © 
Chalmers was bracketed third with Lt.-Cdr. C. A. Kershaw 
and Lt.-Cdr W. C. T. Eyres, R.N.; and “Plt. Dt5sGaeee 
Knocker, of the R.A.F. Cadet College, had sixth place. 

Sabre v. Sabre, Individual Service Championships: 


R.A.F. :—Cpl. W._R. Hancock. 

Sabre v. Sabre (Phase 4), Inter-Service Competition : 
sracketed sixth, Fig. Off. F. C. Chalmers and Cpl. W. Re 
Hancock. 

Fig. Off. F. C. Chalmers was awarded the King’s Certificate 


by 260 Recrvits from the R.A.F. Depot at 


Uxbridge, which has taken place at. the Royal Tournament. The evolutions shown in the above illustration 
are carried out at the double and were suggested to Fit. Lt. Wombwell, O.B.E., by the musical drive of the Guns. 


{ 
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*Wheels Nos 


z ; Telegrams :— 
Tyricord, Cannon, London.” 


D/ND 


. 161, 162, 163 and 211 are of stronger type than the other 
Grease gun equipment is now a s 


wheels for 800 X 150 tyres. 
tandard fitting on all wheels. 


THE PALMER TYRE LIMITED, 


Contractors to the Admiralty, the War Office, and the Air Ministry, 


100-106,- CANNON 


PARIS : 


STREET, LONDON, 


31, Rue la Boétie. 


HC: 


Tyre Wheel Hub Track Tyre | Whee! Hub Track Tyre |Wheel | 
Size ah Length Bore | Line Size No. | Length) Bore | Line Size No: 
m/m m/m m/m | m/m m/m m/m | 
375X55 \168 | 111.12 | 25.4 | Central] 700x100 112 150. | 38-09 Central] 1000 150 210 
. 1176 | 178. | 44.45 | Central | 
oe 16 | 111.12 | 25.4 | Central » lig | 178, | 55. | 139/46 1000 x 180 nas 
Reieo ace | O2-78| Cental| e50x195 |119 | 178. | 88. | 192/46) {155 
° ; : i 1147 | 178. | 55. | Central - \166 
575 X60 | 21 ee 28. | Central as 188 | 120. | 34.92| Central eee 1107 
" 0 ; | | | x nN i 
80 | 150. | 38.09) 104/46 | 255195 77 | 178. | 44.45) 132/46 ealice 
ee y.co | 120." | 34.92) Central 92/185. | 55. | 135/50] ” fag 
\1 ’ | ca e 9 ? 
” | 90 150, 38.09 Central ¥ | 95 185. | 55. | Central 1137 
650X65 | 78| 178. | 44.45| 132/46 S 99 178. | 38,89) 132/46 of 1157 
” 79 | 178, 44.45 | Central - 112 | 150. | 38.09) Central ‘ 1202 
fee 100) 178, 38.09 | 132/46 x 1176 | 178. | 44.45) Central * | 
» —|1o1 | 178. | 31.75| 132/46] ” 179. «178. 55, |: 132/46 f1100x 220 134 
600X75 | 21 | 160. | 28. | Central] gooxiso 61*| 185. | 55. 135/50 ae eee 
» 180 | 150. | 38.09; 104/46 ‘ 162*| 185. | 55. | Central 192 | 
{186 | 120. | 3492|Centrall| ” — |163*| 185. | 66.67| 135/50 | 979%?” |10; | 
»  |190 | 150. | 38.09] Central ‘ 1169+] 185. | 55. | 135/50 ° mene, 
700X765 | 78 | 178. | 44.45| 132/46 ‘ 172s) 185,12 55.0)8 235/50, ples <250 [133 
- 79 | 178. 44,45 | Central ~ [83 | 185. | 55. See i 1154 
, {100 | 178. | 38.09| 132/46 »  {211*} 185. | 60.32) 135/50 | 
| ean | 1500 X 300 |115 
» 101 | 178. | 31.75) 132/46 | 1990x150 167 | 185. | 55. | 125/60 rei 
700X100 | 77 | 178. | 44.45) 132/46 fi l174 | 250. | 80. | Central} on9 4309 |139 
92) 185. | 55.  |--135/50 , ]I82 | 185. | 55. | Central] °° roxty, 
i. | 95 | 185. 55. |Central te {187 | 220. | 66.67 | Central 3 | 
»  |99| 178 | 38.89| 132/46 ‘ 201 | 185. | 60.32 125/60 ]1750 30 193 | 


+Wheel No. 169 is fitted with Ball Bearings. 


Hub | Track 


| Length | Bore | Line 
m/m m/m | m/m 
185. | 60.32! Central 
| 
220. | 80. | Central 
185. | 55. | Central 
220. | 66.67 | Central 
185. | 55. | 125/60 
185, 55. | Central 
185. | 58, | 125/60 
220, | 66.67} Central 
250, | 80. | Central 
185. | 80. | Central 
185. | 60.32 | Central 
290. | 66.67 | Central 
250. | 80. Central 
185. | 60.32 | Central 
185. | 59. 125/60 
950. | 80. Centra] 
304.8 | 101.6 | Central 
304.8| 101,6| Central 
304.8) 152.4 | Central 
400. | 152.4 | Central 
350. | 150.3 | Central 
400. | Central 


| Daas, 


Telephone :— 
City 1477 (Two Lines). 
(365) 
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for all-round skill-at-arms, having been in the first six of 
the Inter-Service Pools in foil, épée, and sabre. 

Sabre v. Sabre, Individual Service Championships : 
R.A.F. :—Cpl. Lever; Officers’ Medal, Flg. Off. A. A. Jones. 

Bayonet Team Combats, Individual Service Championship 
Finals :—Royal Air Force, Lee-on-Solent. 

Lug of War :—Royal Air Force Inter-Unit Championship 
Final (110 st.) :—R.A.F., Gosport, beat R.A.F., Flowerdown, 
by two pulls to none. Time—first pull, r min. 50 secs.; 
second pull, 1 min. 5 secs. 

Royal Air Force Inter-Unit Championship Final (130 st.) :— 
R.A.F. Base, Gosport, beat R.A.F., Manston, by two pulls 
to mil. First pull, 4o secs.; second pull, 59 secs. 
Inter-Services Championship Semi-Final (130 st.) :—The 
Army beat the R.A.F. by two pulls to nil. 


Bisley. 
The following distinctions were won by the Royal Air Force 
during the shooting competitions held at Bisley on July 17 :— 
Badge and £5: Sjt. Cresswell, R.A.F. : 5 
Badge and £3: 2nd Lt E. lL. Hopkins, late R.A.F.; Fit. 
It. R. S. Greenslade, R.A.F.; and F-S. R. J. Williams, 


R.A.F. 
Nuri Pasha Al Sa’id. 

The Air Council entertained Nuri Pasha Al Sa’id, C.M.G., 
D.S.O., Chief of Staff of the Iraq Army, at luncheon at the 
Savoy Hotel on Thursday last (July 22). Sir Samuel Hoare, 
Secretary of State for Air, presided. Those present were :— 
Jafar Pasha el Askeri, C.M.G., Major-General A. C. Daly, 
C.B., C.M.G., Air Marshal Sir John Salmond, K.C.B., C.M.G., 
C.V.O., D.S.O., Air Commodore C. L. N. Newall, C.M.G., 
C.B.H., A.M., Air Commodore A. M. Longmore, C.B., D.S.O., 
and Group Captain C. S. Burnett, C.B.E., D.S.O. 


A British Defeat? 

According to a report in The Times some British seaplanes 
which are visiting Dalmatia, presumably attached to a British 
Naval Squadron which is at present in Adriatic waters, took 
part in a race with some Yugo-Slav Naval flying-boats in 
the Gulf of Cattaro, on July 25, and the Yugo-Slay flying- 
boats won. 

The Archie Gunners. 
Anti-aircraft gunnery practice has been in progress during 


the past week in the neighbourhood of Minehead, Somer- 


set, the units employed being :—The 26th (London) Air De- 
fence Brigade, of which Colonel Thomson is the Brigade Com- 
mander and Major R. H. Pipon Brigade Major. The bat: 
teries are the 154th, 155th and 156th. The 155th is made up 
of employees at the Vickers works, and is known as the 
Vickers Battery. The 156th Battery is raised in Barking, and 
is known as the Barking Battery,—which seems a good name, 
though one hopes that it can also bite. 

Some preliminary work was done with full charges and 
on July 21 practice was carried out in height-finding and the 
use of vartous anti-aircraft gunnery instruments, with the aid 
of aeroplanes flying above a certain limited altitude the shells 
being fuzed to burst at a range of 5,000 feet. 

Later full charges were used against ‘‘sleeve”’ targets 
towed behind an aeroplane at the end of a wire 2,000 feet 
long. One gathers that with inexperienced gunners 2,000 
feet is by no means too large a margin for the aeroplane 
which does the towing,—some pilots say that they would 
prefer to have the guns firing directly at them. 

This seems to be the only possible method of giving gun- 
crews actual practice against a moving target. ‘There seenis 
to be no other means by which it is possible to practise cor- 
rection by means of flank observers or by observing the 
height of shell bursts with height-finders. But one thinks 
that something might be done with kite-balloons towed hy 
destroyers with mock-up aeroplanes of life size slung below. 

Practice has also been done in the identification of air- 
craft and in co-ordinating fire of two or more gun stations. 


A CIRCUIT OF THE NORTHERN CAPITALS. 

On July 17 Commandant Weiss and Sergeant Latapie, of 
the 34e Regiment d’Aviation, left Le Bourget on a Bréguét 
XIX biplane (450 h.p. Lorraine-Dietrich engine), and arrived 
at Copenhagen six hours later. 

: he July 18 they flew from Copenhagen via Oslo to Stock- 
101m. 

On July 19 they left Stockholm at 04.00 hours, they flew 
via Helsingfors to Reval. f 

On July 20 they flew from Reval to Riga. 

On July 21 they flew from Riga, via Kovno and Warsaw, to 
Prague, and on July 22 they covered the distance from Prague 
to Paris, 560 miles, in 6 hours 20 mins. : 

_ The total distance represents 3,375 miles, which was covered 
in 31 hours 4o mins. flying time. 
TEHERAN—MOSCOW. 

On July 24, M. Moiseeff flew from Teheran to Moscow, a 
distance of 1,937 miles, in 20 hours, with three interinediate 
landings. 
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THE DE HAVILLAND HERCULES. 


The De Havilland Company has issued a notification that 
the D.H.66s, the three-engined commercial machines which 
are now being built for Imperial Airways Ltd. for use on the 
Cairo-Karachi service, will be known by the type name of 
Hercules. 

The name seems appropriate, for the various tasks which 
were put upon the legendary hero were mere trifles com- 
pared with the job which the De Havilland Hercules will 
have in making an air line pay between Egypt and India, 
Apart from which, the Hercules will have to be something of 
a weight-lifter to carry enough petrol for its journey across 
the desert, even with an intermediate landing, if it is going 
to carry a paying load. . 

However, the De Havilland aircraft have always been so 
successful that one has confidence in the machine’s ability 
to do the job for which it was designed. And the Jupiter 
engines with which the type is to be fitted have proved their 
reliability beyond question. 

The only objection one has to the name is purely on the 
point of euphony. It sounds so awkward to talk about the 
five Herculeses which are being built for this job. 

In connection with the naming of the D.H.66 a Prize Com- 
petition was held by Meccano Magazine, that extraordinary 
publication which is probably doing more to educate the youth 
of to-day in everything of a practial nature than anything else 
which appears in print. Readers of the magazine were asked 
to submit appropriate names and from the names suggested 
the de Havilland Company chose the one which the directors 
like best. 

Seven Meccano readers suggested the name ‘ Hercules,” 
and as the first postcard received with that name on it came 
from Mr. KE. F. Hope-Jones, of Common Lane House, Eton 
College, he has been awarded the first prize, which is a fifty- 
mile flight out and home from the Stag Lane Aerodrome or 
two-and-a-half hours of flying lessons on a Moth, whichever 
he prefers. The second postcard with the name ‘‘ Hercules ”’ 
was sent by Mr. M. V. Longbottom, of Waterloo, Liverpool, 
who is thus entitled to half-an-hour’s flying lesson on a 
Moth. 

Five other readers suggested the name “‘ Hercules,’’ and to 
them Consolation Prizes have been awarded, these being joy- 
rides in Moths in the immediate neighbourhood of Stag Lane. 
As three out of the five come from Manchester, Bedford and 
Folkestone respectively their joy-rides are likely to be ex- 
pensive in railway fares. 

Five similar Consolation Prizes have also been awarded to 
readers of Meccano who submitted the word ‘‘ Dragoman ” 
as a name for the D.H.66s. Personally one rather prefers 
the name ‘‘ Dragoman ”’ seeing that the D.H.66s are intended 
for the Cairo—Karachi route and will conduct quite a number 
of people for their first journey to the East. But perhaps 
the de Havilland Company objected to the syllable ‘‘ drag ” 
in the name, seeing that the aim of the designer is always 
to obtain a high proportion of lift over drag. And de Havil- 
land machines have always been famous for their clean lines 
and consequent absence of drag. 


MAILS. 


In his speech on the Post Office Estimates in the House 
of Commons on July 10, the Postmaster-General said :— 

The air mail network in Europe continues to expand. If hon. 
Members will look at the new air mail leaflet, which is now to be 
found in post offices, I think they will be surprised at the number 
of extended facilities which are now available for the postage of 
letters by air. I should like to call particular attention to the 
latest of the new services, which is that to Marseilles, by the use 
of which it is now possible to post by air mail for the Indian mail 
very early on Friday morning, instead of at six o’clock on Thursday 
evening—a clear saving of about 12 hours. A letter posted in London 
before, I think, six o’clock on Friday morning—the particulars are 
obtainable at the post offices—for the air mail, will get to Marseilles 
in time to catch the Indian mail on the Saturday. 

[Considering that the ordinary mailing time for India 
is 6 p.m. on Thursdays in London, without any extra ex- 
pense, or the risk of loss or delay consequent upon air trans- 
port, or the risk of the letter falling into the hands of the 
French postal authorities during transit, those who wish to 
communicate with India would be well advised to post their 
letters in time for the ordinary mail. 

To those who leave things to the last-minute, but do not 
want to visit the nearest pillar-box before 6 a.m,. there is a 
very sound motto (of Naval origin), ‘‘ He prospers who 
burns in the morning the letters he wrote overnight.— 

Cc. M. McA.] 


WARSAW—PARIS. 


On July 20 Lieut. Thoret flew from Warsaw to Paris, a 
distance of 906 miles, without a stop, in 10 hours ro mins. 
on an Albert-Tellier light monoplane (40 h.p. Salmson en- 
gine). He used approximately 24 gals. of petrol, which 
gives a fuel consumption of roughly 372 miles to the gallon. 
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King’s Cup Air Race won on PRATTS by 
| De Havilland (Moth) 27/60 h.p. “Cirrus” engine, 
| piloted by Capt. H. S. Broad, entered by Sir Charles 
| Wakefield Bart. 


LAND 


— 
24 Hours’ British Built Bentley Record (3 litre 
class) made on PRATTS. 


AND 


Duke of York’s Trophy (Motor Boats) won on 
PRATTS by Miss M. B. Carstairs’ “ Newg.” 


BEST ON TEST | 
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THE YORKSHIRE AIR PAGEANT. 


RE a 


THE YORKSHIRE PAGEANT.—The array of Moths and Avros on the Aerodrome. 


On Saturday, July 24, there took place at Sherburn-in- 
Elmet aerodrome the first Air Pageant organised by the 
Yorkshire Aeroplane Club. The choice of date was unfor- 
tunate in that it clashed with that chosen by the fourth Test 
Match at Manchester and therefore bad weather was in- 
evitable. 

On the Friday evening, although the weather was over- 
cast, the flying conditions were good and a number of the 
competitors had arrived. By 20.00 hours a dozen machines 
were in the spacious Yorkshire Club sheds and the 
Organising Committee were doing their best to get every- 
thing ready for the morrow and making everybody 
thoroughly at home. The aerodrome at Sherburn is an ex- 
cellent one, but is unfortunate in its inaccessible situation. 
In accommodation, size and surface it is an ideal instructional 
aerodrome. The three blocks of three permanent sheds be- 
long to somebody’s wagon works [Mr. Bridgman’s forgettory, 
and not an editorial desire to suppress free advertisement, is 
responsible for the omission of the name.—Ep.], but the 
owners have generously allowed the Yorkshire Club the 
use of one block of three, and in these three there would 
be almost enough room for the Club to carry out flying 
instruction under cover in bad weather. 

Leeds is some fifteen miles away and there is no com- 
munication except by road. The Club had asked the local 
charabanc companies to run a ’bus service out from Leeds, 
but these people, not knowing what an air pageant was, gave 
little or no assistance. 

On Saturday morning some more machines arrived and 
by midday everything pointed to a very successful meeting. 
THE COMPETITIONS. 

The machines present were:—Two Yorkshire Club Moths; two 
London Club Moths; three Lancashire Club Moths; one Newcastle 
Club Moth; the de Havilland Co.’s demonstration Moth, on which 
Mr. Broad had won the King’s Cup and on which Sir Sefton Brancker 
had flown up on the Friday, piloted by Mr. Broad; Sir John Rhodes’ 
Moth: Mr. Kittell’’s Moth; two Renault-Avros, one Mono Avro and 
a Blackburn Kangaroo from the Blackburn Co.’s R.A.F. Reserve School 
at Brough; cone Renault-Avro from the Lancashire Club; and the 
Avro Gosport sent over by A. V. Roe and Co., from Manchester. 

At about 14.00 hours a short burst of sunshine caused everybody 
to feel pleased with life. A few early spectators had arrived and 
all the roads leading to Sherburn were bringing people in all manner 
of transport. The last touches of paint had been applied to the 
“fort,” built by Mr. Barraclough and one assistant—a very credit- 
able piece of work. And the machines were taxied out to the 
northern boundary of the aerodrome. 

The row of ten Moths and four Avros, parked wing-tip to wing-tip, 
looked very impressive. 

Promptly at 15.00 hours Mr. Broad took off and gave a short demon- 
‘stration of low looping, rolling and slow fiying on G-EBMO, the red- 


and-white King’s Cup winner, which drew loud applause from the 
crowd which now numbered about 5,000. 

The first event was a 1ace for Iight Aeroplane Club Instructors. 
There were six entrants: Messrs. A. M. West, Yorkshire Club; 
F. G. M. Sparks, Iondon Club; J. D. Parkinson, Newcastle Club; 
T. N. Stack, J. J. Scholes and J. C. Cantrill, Lancashire Giga 
naturally all on Moths. 

The course was round a water-tower just outside the aerodrome, 
round the chimney of the Olympia Works at Selby and the chimney 
of Smith’s Brewery, Tadcaster, and back to the aerodrome, a distance 
of 25 miles. At this time the wind was strong and gusty and the 
take-off of the six Moths in line and fairly close together was not a 
comforting sight. The difficullies of a simultaneous take-off were 
accentuated as all the machines had to make a turn in a bunch round 
the water-tower. 

However, everything passed off happily, although there was a 
certain amount of breath-holding among a number of people. After 
a quarter of an hour’s wait the first three machines were seen approach- 
ing from ‘Tadcaster, at no feet altitude, Kedge-hopping, and at times 
disappearing from sight behind hedges and treés. 

Mr. Parkinson was just in front of Mr. Sparks, with Mr. West not 
far behind, and the three Lancashire Moths, town by Messrs. Stack, 
Scholes and Cantrill in this order, brought up the rear, flying some- 
what higher than the first three. 

The result and times for the race were: 1, J. D. Parkinson, 18 mins. 
37 secs.; 2, Mr. F. G. M..Sparks, 18 mins. 38 3-5 secs; 93, Mic.) Ae 
West, 18 mins. 41 secs. 

The first prize was a cup presented by Mrs. R. W. Kenworthy, to 
be held for one year, also £10 presented by A.D.C. Aireraft Ltd., and 
a replica of the cup presented by the de Havilland Aircraft Co. Ltd. 
The second prize was a gold medal presented by Messrs. Sweeney’s 
of Bradford. 

Just as this event was finishing Mrs. Lynn arrived from London 
on her pale blue Moth, this arrival bringing up the number of 
D.H. Moths present to a dozen. 

The second event was an Inter-Club Relay Race for a cup presented 
by Mr. Stuart Wirst. 

Four teams were entered, the teams being (i) London: N. Jones, 
Major K. M. Beaumont and F. G. M,. Sparks on G-EBNP; (ii) 
London: Mrs. Lynn, G. H. Craig and W. Hay on G-EBNY;) (Ga) 
Yorkshire: A. M. West, E. B. Fielden and RW. Kenworthy 
on G-EBNN; and (iv) Lancashire: J. Scholes, A Goodfellow and 
J. Cantrill on G-EBLR. 

Unfortunately the organisation of this race was bad. Each team 
used one machine and on landing, after flying round a four-mile 
course, the machines had to taxy back to the starting line to change 
pilots. At the end of the first lap the four machines landed almost 
simultaneously and in endeavouring to return to the line in the 
least possible time everything became hopeless confusion. 

A Jancashire Moth, piloted by Mr. Scholes, and a London Moth, 
flown by Mrs.. Lynn, did what everyone expected would happen, 
and collided head-on. This was not due to negligent piloting or 
taxying, but to over-zealous man-handling by the ground staff. 
One of the Lancashire ground staff grabbed Mr. Scholes’ wing-tip and 
swung the machine round into Mrs. Lynn’s machine which was 
taxving alongside. 


THE YORKSHIRE PAGEANT. 


Moths and Avros with a Blackburn Kangaroo in the background. 
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THE YORKSHIRE PAGEANT.—tThe start for the Open Handicap, showing the three Renault-Avros (two from 
Brough and one from Manchester) just starting. The farthest machine, flown by Mr. Neville Stack, of the 
Lancashire Aero Club, was the winner. 


Fortunately little damage was done. The only noticeable damage 
was a broken leading edge on the Lancashire machine and a broken 
flying-wire on the Iondon machine. In the meantime the remaining 
London team and the Yorkshire team were carrying on, and having 
more room to manceuvre on the ground by the elimination of two 
teams no further damage was done. The Yorkshire team eventually 
won with London second and last. 

At about this time the weather broke, but in a lull in the rain 
the third event was started. 

This was an Open Handicap Race for a first prize of £20 presented 
by the Blackburn Aeroplane and Motor Co. Ltd., and £10 presented by 
the de Havilland Aircraft Co. Ltd. as the second prize. Owing to 
the impossibility of being everywhere at once, and to the rain, 
which increased in intensity, it was difficult to gather either the 
method of starting or the handicap times or the actual pilots com- 
peting on the various Club Moths. 

There were four Avros and five Moths lined up on the starting 
line. The Avros were piloted by Mr. Loton, Mr Stack, Mr. Wood- 
head and Mr. Norman Blackburn, and among the Moth pilots were 
Mr. Broad and Mr. I.amplugh. 

The course for the race was the same as for the Club Instructors’ 
Race. On the first leg Mr. Broad’s engine seized and he was forced 
to land in a cornfield near Selby. The machine turned over and 
was somewhat damaged, but neither Mr. Broad nor his passenger, 
Mr. W. Hay, a member of the I.ondon Ciub, were hurt. 

The finish of the race was made in heavy rain. Mr. T. N. Stack, 
on the Lancashire Club’s Renault-Avro, being first in 18 mins. 20 2-5 
secs., with Mr. J. D. Parkinson, on the Newcastle Club Moth, secon: 
in 18 mins. 59 4-5 secs, and Mr. Lamplugh, on the london Club Moth, 
third. 

The next event, which eventually turned out to be the last, was 
a Private Owners’ Handicap Race, for a cup presented by The York- 
shire Evening News, over the Sherburn—Selby—Tadcaster course. Th 
two entrants for this were Sir John Rhodes, Bt., and Mrs. Lynn, both 
on their own Moths. Both took-off together in the rain and Sir 
John Rhodes retained the lead on the 25-mile course until a few 
hundred yards from the finish, when Mrs. Eliott Lynn stepped on the 
gas and won by 9g 1-5 secs. She certainly had the faster machine, 
but held back in order to follow the other machine round a course 
she did not know. 

While these two machines were away Mr. Bert Hinkler went up 
on the Avro Gosport and gave a delightful exhibition of flying, 
entirely within the precincts of the aerodrome, but not over the 
crowd and not high enough to give anyone a crick in the neck. 

The rain, which had been fairly persistent but not enough 
to drive the enthusiastic crowd to cover, now burst into full 
song and the whole sky seemed to be full of solid water. The 
Blackburn Kangaroo, which had come over from Brough, 
turned itself into an umbrella and offered voluminous if pre- 
carious shelter for quite a crowd. However, in time those 
sheltering under machines were forced to run for the sheds 
and the rest of the afternoon was spent therein. 

It was decidedly bad luck for the Yorkshire Club that the 
Pageant, which looked like being such a success, should 


suffer the fate of being drowned out. The crowd may have 
been small but taking into consideration the inaccessibility 
of the aerodrome and the various counter-attractions it was 
certainly a good one and full of enthusiasm. 

The events which were washed out were a Bomb Dropping 
Competition, a Parachute Descent, an exhibition of Stunt 
Flying by Mr. Broad, the Bombing of Fort Barraclough and 
the Passenger Flying. 

Although, the Lancashire Club hold the honour of running 
the first Club Display, the Yorkshire Pageant can certainly 
be claimed as being the first representative Inter-Club Meet- 
ing, and, except for the Relay Race confusion, and the bad 
broadcasting of information concerning the races and results, 
everything was done extremely well. 

The programme was poor. In the first place the events 
were not run in the order given in the programme, and 
secondly there were no details as to the competitors or the 
lettering or colouring of the various Club machines, with 
the result that it was impossible to expect the crowd to work 
up anything more than just ordinary interest. 

The Blackburn Aeroplane and Motor Co. Ltd., and the 
North Sea Aerial and General Transport Ltd., which is re- 
sponsible for the R.A.F. Reserve School at Brough, and A. VY. 
Roe and Co. Ltd. deserve the thanks of the Club. 

Among the visitors present were Sir Sefton Brancker, Brig.- 
Gen. Festing, Mr. Robert Blackburn and Mr. Charles Black- 
burn, of the Blackburn Co., Mr. John Lord and Mr. Dobson, 
of TA.” V. Roe ands Coy -btde 

The Pageant Committee of the Yorkshire Club deserve a2 
mention for the good work they did in organising an ex- 
cellent show :—Messrs. R. W. Kenworthy (Chairman), D. D. 
Little, H. S. V. McCalman, M. B. Lax, G. H. Barraclough, 
and J. F, Barnes, the energetic Club Secretary. 


THE FLYING CLUBS. 


The London Aeroplane Club. 

Report fer week ending July 24. 

The total flying during the week was 23 hrs. 25 mins. 

The following members had flying instruction :—L. G. Sykes, M. P. 
Susman, R. G, Edkins, Col..Farfan, A. L. A. Petty, R. C. Woodcock, 
D. E. Martin, E. W Russell, Lady Bailey, E. K. Blyth, Avg 
Richardson, P. O. A Davison. 

The following members flew solo:—Sq. Ldr. M. KE. A. Wright, 
N. Jones, Capt. Lamplugh, Major K. M. Beaumont, G. H. Craig, 
W. Hay, Mrs, Eliott-Lynn, N. J. Hulbert, E. L. O. Baddeley, Capt. 
W. Roche Kelly, A. R. Ogston, A Lees. 

The following associate members had joy-rides:—B. D.. Waugh, 
G. W. West, Miss Sykes. 

The Club will be closed down on Friday, July 30, till Monday, 
Aug. 9, so as to enable the staff to have a short holiday. 


THE YORKSHIRE PAGEANT.—The Crowd watching Mr. Bert Hinkler performing on the Avro Gosport. 
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The Midland Aero Club. 

Report for week ending July 24. 

Very bad weather with high winds considerably restricted flying 
throughout the whole week, with the result that the total flying time 
was only four hours. 

The following members had flying instructicns:—C. Feliows, 
L. Goodway, R. L. Jackson, H. Smith, O. I.. Richards 

Mr. G. Perry flew solo. 

On Thursday, Col. Shelmerdine, of the Air Ministry, visited the 
aerodrome in order to pass a number of members in their viva voce 
examinations for ‘A’ J.icences. 


The Hampshire Aeroplane Club. 

Report for week ending July 24. 

The newly-formed Hampshire Aeroplane Club will comm 
activities at the Hambie Acrocrome cn faturcday, Aug. 14. 

The Club is receiving delivery of two de Havilland Moths on the 
Saturday previous, Aug. 7 

The Moths will be due to arrive at Hamble Aerodrome soon after 
6 p.m. Members and their friends wishing to be present on the 
occasion of their arrival will be welcome. 

On Wednesday of last week, Air Vice-Marshal Sir Sefton Brancker, 
C.M.G., D.S.O:, Director of Civil Aviation, paid a surprise visit tu 
Hamble, where he inspected the Club premises. 

He was received by Mr. A. V. Roe, Vice-President of the Clu», 
and, in the unavoidable absence of the Chairman, by Mr. R. V. 
Perfect, Assistant Secretary, and Mr. R. H. Bound. Sir Sefton ex- 
pressed pleasure with the commodious premises so ideally situatesi 
and prophesied a prilliant future for the Hamipshire Aeroplane Clun. 


The Newcastle-upon-Tyne Aero Club. 

Report for week ending July 25. 

This has been again a week of wet weather and the total time 
flown during the week was only 21 hrs 55 mins., 12 hrs. 45 mins. 
on LY;-and 9 hrs; 10 mins on IX: 

The following members flew under instruction, with Mr. J]. 1. 
Parkinson :—Mrs. Marcks, Miss Leathart, Cok. Sir Joseph Reed, 
Messrs. J. D. Irving, J. Bell, M. G. Thirlwell, A. D Bruce, F. Howard 
Phillips, Dr Ha 1. B. Dixon, “Ay Bell; DS i. “Sandilands, (iz AG 
Campbell 

The following members flew solo:—Mr. C. Thompson, Mr. L. Smith, 
and Dr. Dixon. 

Mr. Baxter Ellis flew with A 3ell as passenger and Mr. N. S. 
Todd flew solo. Mr. P. Forsyth Heppell flew with Mr. R. N. 
Fhompson as passenger. 

The following had joy-rides:—Mr. and Miss Stonehouse and the 
Rev. Mr. Stonehouse, Mr. Davis, Mr. l.aidler and Mr. Bedson, Junr. 

On Saturday, Mr. Baxter Ellis and Mr. Forsyth Heppell flew ove1 
Ponteland Rifle Range at the request of Mr. Howard Phillips, also 
a member of the Club, for the purpose of carrying out Infantry conta. t 
patrol exercise, etc., with Mr. Phillips’s Battalion of the Northumbcr- 
land Fusiliers. One of the exercises, it appears, was to instruct the 
Infantry regarding firing upon low flying aircraft, and it is learnt 
that one of tke Pilcts concerned, at any rate, felt that it would be 
interesting to know whether any of the Infantry had forgotten to 
unload their rifles after shooting at targéts 

Mr. J. D. Parkinson flew in the Instructors’ Race at Sherburn 

and also in the Open Handicap, the results of this racing are report«! 
elsewhere. 
The Yorkshire Aeroplane Club are to be congratulated unon the very 
thorough manner in which they arranged a very interesting programme 
and it was exceedingly unfortunate that such very bad weather was 
experienced. Though they are used to really severe weather con- 
ditions, the Newcastle representatives are quite satisfied that they have 
never experienced anything quite as wet as that through which they 
had to travel from Sherburn to Leeds. 

There was great jubilation at Cramlington Aerodrome when the 
telegram announcing that Mr. Parkinson had won the Instructors’ 
Race was received by the members present. 


THE LIGHT AEROPLANE COMPETITION. 

The following is the list of entries for the Light Aeroplane 
Competition which is to be held at Lympne frem Sept. 10 
to Sept. 18 :— 

The Blackburn Aeroplane and Motor Company Ltd. :— 
Blackburn Bluebird (Arimstrong-Siddeley Genet). 

The De Havilland Aircraft Uorepany Ltd :—D.H. Moth 
(Armstrong-Siddeles Genet). 

The Bristol Aeroplane Company Ltd. :—Bristol Brownie 
(Bristol Cherub). 

_ The Royal Aircraft Establishment Aero Club :—(1) Hawker 
Cygnet (Bristol Cherub); (2) Sirceco Monoplane (Bristol 
Cherub). 

Messrs. T. O. M. Sopwith and F. Sigrist :—Cygnet II (Bris- 

tol Cherub). 


The Supermarine Aviation Works, Ltd. :—Supermarine light 
aeroplane (Bristol Cherub.) 

The Halton Aero Club :—Two-seater biplane (Bristol 
Cherub). 

A. V. Roe and Company Ltd., Manchester :—(z) Avro Avion 


(Armstrong-Siddeley Genet); (2) Avro Avis (Blackburne 
Thrush or A.B.C. Scorpion). 

The Cranwell Light Aeroplane Club :—(z) C.I.A.4 ‘(RP ’ 
engine); (2) C.J).A 4 (Bristol Cherub). 

Mr. H. W. Martin :—A.N.E.C. (Blackburne Thrush). 

Mr. George G. Parnall :—Parnall Pixie JII Monoplane 
(Bristol Cherub). 

The Seven Aeroplane Club:—(z) Monoplane (A.B.C. 
Scorpion) ; (2) Biplane (A.B.C. Scorpion). 

From this it will be seen that with the exception of t”< 
Avrq Avian and the A.N.E.C. all the Trade machines were 


built a year or more ago, and that the real novelties are the 
outcome of private enterprise at the R.A.E., Halton and Cran- 
well. 

At the conclusion of the Conipetition a Race on handicap 
will be held over a course of approximately 100 miles. “This 
race will be open to the aeroplanes taking part in the Light 
Aeroplane Competition which shall have accomplished at least 
50 per cent. of the course in the Competition. A prize of 
two hundred guineas has been promised by the Society of 
Motor Manufacturers and Traders. 

In the Grosvenor Challenge Cup Handicap, to be flown on 
Sept. 18, the aeroplane and engine must have been entirely 
constructed in the British Empire. The weight of the en- 
gine must not exceed 275 lbs. The entrant and pilot must be 
British subjects. ‘The entrant must be an individual and not 
a company. ‘The race is over a distance of approximately 100 
miles. 

THE R.Ae.C. AND AIR RACING. 

At a meeting of the Racing Committee of the Royal Aero 
Club, held on July 20, it was decided not to hold the Aerial 
Derby this vear, but to make an early announcement of the 
Aerial Derby for 1927. 

It was further decided that for 1927 the Race should be a 
Scratch Race. 

It was decided that the Race for the Grosvenor Challenge 
Cup should be over a course of 100 miles, and that the cir- 
cuit should be reduced to not more than 10 miles. 

It was further decided that the Handicap should be on a 
time allowance basis on the known performances of the 
machine. 

It was decided to hoid a Race Meeting at Bournemouth on 
Aug. 21 and 22, and a sub-committee was appointed to draw 
np the programme of events. 
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THE YORKSHIRE PAGEANT.—Two of the Lancashire 
Moths performing. The fort, intended to be bombed, 
was eventually submarined owing to the rain. 
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ACCESSORIES 


AND 


EO Tayi Nal 
FOR AIRCRAFT. 


‘ Scarff’” Ring Gun Mountings. 


Petrol and Oil Accessories 
(Cocks, Filters, Flow Indicators, Valves, Pumps, &c.). 


“Davis ’’ Navigation Lamps. 


Vickers’ Oleo - Pneumatic 
Undercarriages. 


Stream-line Wires and Tierods. 


Pyrotechnic Signals and 
Signal Guns, 


etc. 


All Enquiries to: 
Aviation Department, 
VICKERS HOUSE, BROADWAY, 
LONDON, S.W.1. 


Telephone: Telegrams: 
VICTORIA 6900. “VI-KERS, SOWEST, LONDON.” 


Works: WEYBRIDGE, SURREY. 
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COMMERCIAL AERONAUTICS. 
The London Terminal Aerodrome. 


ANALYSIS OF FIGURES FOR THE PAST WEEK. 

Trips per Day.—Monday, 24; Tuesday, 27; Wednesday, 25; Thursday, 
27; Friday, 27; Saturday, 27; Sunday, 13. ' 
IMPERIAL AIRWAYS LTD. : 

London—Paris—Zurich ; 

—Rotterdam—Amsterdam—Berlin ; 


J,ondon—Ostend—Brussels—Cologne ; London 
Machines 87, passengers 754; 


freight 22 tons. 
AIR UNION : 

Paris—London: Machines 44, passengers 289, freight 124 tons. 
BG Doom N By 

Amsterdam—Rotterdam—London : Machines 25, passengers 123, freight 
2 tons. 
SABENA ? 


passengers 75 


Brussels—London : Machines 12, 
DEUTSCHE JI,UFTHANSA AG. : 


Berlin—lLondon: Machines 0, passengers 0. 


PRIVATE : 

Machines 2, passengers 2 

Total number of trips by British Machines, 69, earrying 756 pas- 
sengers. Foreign Machines 81, carrying 487 passengers. 


Comparative Figures: 
Week ending July 25: 
Machines, 170; Passengers, 1,243; Crews, 215; Total personne!, 1,458. 


Corresponding week, 1925° 
Machines, 152; Passengers, 894; Crews, 213; Total personne’, 1,107. 
Corresponding week, 1924: 


Machines, 2c7; Passengers, 1,055; Crews, 255; Total personnel, 1,310. 
Corresponding 

Machines, 122; 
Corresponding week, 1922: 

Machines, 159; Passengers, 366, Crews, 
Corresponding week, 1921: 

Machines, 1cr; Passengers, 460; Crews, 126; Total personnel, £S6. 
Corresponding week, 1920. 

Machines, 82; Passengers, 175; Crews, 104, Total personnel, 279. 
Corresponding week, 1909. 

Machines, 1; Passengers, 0; 


Croydon Notes. 


Having deserted the Croydon front for that of Vectis for 
the past fortnight, and knowing nothing of what has hap- 
pened at Croydon in the interim except what one has gleaned 
from the daily press one will now proceed to write the Croy- 
don Notes. One can approach the subject with more of the 
open or, perhaps, vacant, mind of the General Public. 

One has often wondered what the General Public really 
thinks about Croydon and flying. Anyhow, from the daily 
press, one expects to find Croydon a fairly marvellous place 
when one gets back there. 

First and foremost aeroplanes are perfectly safe and cannot 
crash. Slotted wings, auto-giros, flaps, anti-stall gears, etc., 
make an ordinary crash impossible. In fog, cloud, darkness 
and other afflictions, leader cables and directional wireless 
enable a pilot, whether he has flown before or not, to bring 
a machine in with perfect safety. 

As all the giant air lines have three infallible engines 
housed in a central engine-room, with mechanics tending 
them all the time, forced landings are impossible, and should 
a pilot, through sheer joi de vivre, alight in the Channel, the 
machine will float for any length of time. 

The scene at Croydon on any day is just like Charing Cross 
and/or Clapham Junction. The engines and airscrews, al- 
though both are always efficiently silenced, are roaring away 
with ear-splitting effect. 

Thousands of passengers are jostling one another and 
porters with trolleys full of luggage are jostling the rest. 
Machines are arriving from and leaving for Karachi, Kat- 
mandu, Karlisle, Kew, Konstantinople and Kamden Town. 

The Directors of Imperial Airways Ltd. are oosing wealth 
at every port. Captain Lamplugh, of Insurance fame, is 
a bloated millionaire, as there are no crashes to pay for. Mr. 
Jerry Shaw has turned Shell Corner into his private flat, and 
cannot make up his mind which of his Rolls-Royce super- 
cars to use to-day. Sir Charles Wakefield is giving away 
million-pound prizes for air racing, which Viscount Harold of 
Clifford Street, fresh from a banquet at the Savoy to celebrate 
his elevation to the peerage, airily puts in the pockets of his 
shot-gold plus fours for distribution as largesse to successful 
pilots. 

Anyhow, seventeen years ago, on Sunday, M. Blériot flew 
the Channel, so we ought to be somewhere near this state 
of things. One must really go to Croydon and see.—G. D. 


MALLITE 


THE AERONAUTICAL 


PLYWOOD 


week, 1623: 
Passengers, 565; Crews, 212; Tctal personnel, 777. 


251; Total personnel, 677. 


Crews, I; Total personnel, 7. 


Mr. Cobham’s Progress. 

On July 20, Mr. Alan J. Cobham and Sjt. Ward, who are 
flying to Australia on a De Havilland 50J (Armstrong-Siddeley 
Jaguar), left Karachi and reached Bahawalpur. 

On July 21 they flew to Delhi, but they were delayed for 
the rest of the day by the engine refusing to start, owing, it 
was found, to some rag having been sucked into the intake 


On July 22 they flew to Allahabad. 
y 22 they flew to Calcutta. 
On July 24 they flew to Akyab. 
25, seventeen years after Blériot flew the Channel, 
they flew to Rangoon. 

The whole of the flight from Karachi has been made through 
terrific monsoon weather. Mr. Cobham, however, stated in 
an interview, that pilots who are used to English weather do 
not regard the monsoon as much more than nasty weather. 

Mr. Cobham expects to reach Port Darwin on August Bank 
Holiday.—c. D. 


The Pharisees of Harrogate. 

A cutting from a local paper indicates that the Berkshire 
Aviation Tours have been having considerable difficulty with 
the local authorities at Harrogate. There was a time when 
Harrogate appeared to be quite keen about aviation and actu- 
ally put up local prizes for competitors in the King’s Cup 
Race, and one seems to remember that the Town did quite 
well in helping to make a success of the first Circuit of 
Britain in 1911. Apparently, since then, a wave of Pharisaism 
has swept over the place. 

At a recent meeting of the Town Council the Mayor (Sir 
Ernest Bain) said that he would use any power he had to 
stop the aeroplane flights which were taking place. He said 
that he had had complaints from private persons and from 
nursing homes, and that the noise of traffic on the roads was 
bad enough without an additional noise in the sky. Accord- 
ing to a local paper a member of the Council described 
the conditions on Sunday when passenger and exhibition 
flights were being given as ‘‘a disgrace to the town.”” The 
Council promised the Mayor full support in the effort to stop 
the flights, and it afterwards considered in committee the 
question of legality. 

The result was that Mr. Stirling and Mr. Leleu of the 
Berkshire Company did nothing during the week-end. The 
Council owns the site from which the flying was to take place, 
and though it allowed the Berkshire people to have the field 
it forbade Sunday flying on the second Sunday of the firm’s 
visit. 

The correspondent who sends the cutting from which one 
has quoted says that the Council’s action just about com- 
pares with the banning of Mr. George Robey in Birmingham. 

Apparently the wonderful quiet of our modern road traffic, 
thanks to motor-cars and rubber tyres, has quite made people 
like the Councillors of Harrogate forget the horrible noise 
that used to be made by horse traffic. The clatter of iron- 
shod hoofs and iron-tyred wheels on macadamised roads and 
stone setts used to be far more distressing to the ear than 
any quantity of motor traffic on the road or in the air. If any- 
one doubts the statement let him go through any of the in- 
dustrial districts where horse-drawn lorries are still used and 
judge for himself not only how noisy horse-drawn traffic 
used to be but how filthily dirty it was owing to the way in 
which the horses’ hoofs threw up mud in wet weather. 

Somebody ought to take these forgetful Pharisees down to 
some of the dock areas, and give them a chance of reminding 
themselves of what they have escaped. 

Not only are these gentlemen forgetful but they are also 
inconsistent. For if the noise of the aeroplanes was so dis- 
turbing they ought to have prohibited flying on a week-day 
just as much as ona Sunday. And if they have any objection 
to Sunday flying as such they ought to have prohibited the 
flying on the first Sunday of the Berkshire Company’s visit 
as well as on the second Sunday. 


Modern Middlewich. 

A story very different from the tale of Harrogate comes 
from the Berkshire Company’s detachment at Middlewich, 
where Mr. Kent and Mr. Beck were flying. 

On Sunday, July 18, heavy rain prevented much flying, 
but during the two clear hours of the day the two pilots 
managed to take up 140 passengers, which was remarkably 
good. On the previous Sunday Mr. Kent alone took up 98 
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passengers at Middlewich while Mr. Beck flew over to 
Coventry to give an exhibition flight over a large féte. 

A most interesting feature about the firm’s visit to Middle- 
wich was the fact that the farmer from whom they rented 
their flying field wore an Air League badge and was com- 
mensurately keen on doing. everything he could to help them. 
This is the first time the Berkshire Company have come 
across a member of the Air League in a business way, and 
they wish that they could find other members similarly situ- 
ated who would be as good to them as was their landlord on 
this occasion. 

Berkshire Work. 

The Berkshire Aviation Tours continue their good work 
in making the people of this country air-minded. During 
the week-end July 10 and 11, at Crewe, Mr. Beck and Mr. 
Kent carried 450 passengers, although it was the latter end 
of the Crewe Works holiday, when people were away. 

Mr. Stirling and Mr. Leleu, of the Berkshire Company, who 
were working at Harrogate, took up an equal number of 
passengers, so the firm’s good work is progressing steadily. 

A Change in Directorate. 

In accordance with the terms of an agreement between 
Handley Page, Ltd., and the Aircraft Disposal Co., Ltd. (be- 
fore the latter firm became A.D.C. Aircraft Ltd.), Ljieut.- 
Colonel J. Barrett Lennard has retired from the directorate 
of Handley Page, Ltd. 


The Supermarine Regatta. 


Bad weather spoilt the Annual Regatta of the employees of the 
Supermarine Aviation Works Itd., which was held in front of the 
Works on Monday evening, July 10. In consequence two of the 
events had to be postponed, but the others were carried through 
despite the high wind and rain and rough sea. The events which 
took place were the Galley and Gig Paces. ‘The course for the 


events was up and down the river for a distance of about two miles. 

Eight crews were entered in the race for the Easton Challenge Cup 
for four-oared galleys. The crew of the winning boat were :—Stroke, 
J. Woodford; No. 3, Ll. Ford; "No- 2, G.7 Jones; Bow, N. Jeanes; 
Cox, Ey Bird: 

The Itchen Sailing and Rowing Club won the four-oared Gig Race. 
This was one of the best races and was won by a very small margin. 

The whole affair went with a swing from beginning to end and the 
manner in which it was carried out reflects great credit on the 
organising ability of the individual members of the Supermarine firm 
and it is easy to understand how with such keenness among all their 
workers, Supermarine workmanship is known throughout the World 
for its high quality. 


The Hawker Engineering Co.’s Sports. 


The Hawker Athletic Club held their Annual Sports at Kingston 
on Saturday, July 10, under excellent weather conditions. <A large 
crowd witnessed some fine contests. 

The Staff won the Aggregate Cup, the Tool Room the Sopwith 
Cup, and the Machine Shop the Sigrist Cup. 

The most exciting event was the Invitation One Lap Walk. Mr. 
Fred Sigrist was first past the post, but was disqualified for (a) 
running, (b) boring, (c) using the “spinaker.” So Capt. Taam 
Peaty was declared the winner, with Messrs. F. S. Spriggs and 
H. Viney second and third. 

At the conclusion of the racing, Mrs. F. Sigrist presented the prizes 
to the successful conipetitors. 

Those present included Mr. and Mrs. F I. Bennett, Mr. FE. 8 
Spriggs, Flt. Lt. and Mrs. P. W. S. Bulmen, Mr. and Mrs. S. Camm, 
Mr. and Mrs. E. C. Newman, Messrs. Mace, Seller, Chandler, Baigent, 
Sutton, Whitehorn (Hon. Sec.), ete 


PERSONAL NOTICES. 


BIRTHS. 

CODD.—On July 6, at ‘ Howgill,’? Middlesmoor, Yorkshire, to the 
wife of I. A. Codd (late R.A.F.)—a son. 

DAVY.—On July 20, at Manor Cottage, 
to Dorothy (née Stewart), wife of Fit. Lt. k. M. 
daughter. 

DE SALIS.—On July 13, at Riverside Cottage, Laleham-on-Thames, 
to Sara, wife of Capt. W. J. de Salis, D.S.C., R.A.F., retired—a son. 

FFISKE.—On July 23, at Hillside, Brundall, Norfolk, to Mr. and 
Mrs. Geoffrey E. ffiske—a daughter. 

CREGORY.—On July 14, at a nursing home, London, to Mollie, 
wife of Sq. Ldr.. KE W. Gregory, M.C., R.A.F.—a son. 

LOCK.—On July 18, at a nursing home, Broadstone, Dorset, to Cissie 


Stoke Mandeville, Bucks, 
Davy, R.A.F.—a 


(née Bartlett), wife of Fig. Off. C. V. Lock, R.A.F.—a son. 
PURCELL CLARKE.—On July 12, in the Minto Nursing Home, 


Murree, India, to Kathleen, wife of Flg. Off. I. H. Purcell Clarke, 
kR.A.F.—a son. 

STRAFFORD.—On July 23, at Alston Cottage, Ember Lane, Esher, 
to Edna, wife of Fit. It. S. C. Strafford, D.F.C., R.A.F.—a son. 


FORTHCOMING MARRIAGES. 
CAHILL—HARRY.—A marriage has been arranged, and will take 
place in September, between Flt. Lt. C. H. Cahill, No. 70 (Bombing) 
Sadn., R.A.F., Baghdad, only son of Mr. and Mrs. Cahill, late of 
41, Avenue Kléber, Paris, and Belfast, and Gwendolyn Margaret Harry, 
only daughter of the late A. Morgan Harry and Mrs. Morgan Harry, 

of Meadhurst, Eastbourne. 
CHAMPION DE CRESPIGNY—USHER.—The 
announced between Sq. I.dr. Hugh Vivian 


engagement is 
Champion de Crespigny, 
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ie, D.F.C., R.A.F., son of Mr. and Mrs. Philip Champion de ( 
jrespigny, of Melbourne, Victoria, Australia, and Sylvia Ethel, | 
laughter of the Rev. Robert and Mrs. Usher, of Fovant Rectory, 
alisbury, Wilts 
STRATFORD TUKE—JOHNSTONE.—A marriage has been arranged 
vetween Flg. Off. Athol George Stratford ‘uke, only son of Lt.-Col. 
* F. Stratford Tuke, D.S.O., R.A., and Mrs. Stratford Tuke, and 
setty, elder daughter of Mr. and Mrs. William Yuile Johnstone, of 
‘otton House, Westgate-on-Sea, and granddaughter of the late Mr. 
BE. Thompson, of Marlborough. Fe 


MARRIAGES. 


INSALL—YATES.—On July 22, at the Parish Church, Berkhamsted, S : 3s cy 
yy the Rev. W. C. Stainsby, assisted by the Rev. D. F. Stephens, c Res teiciaaecs 
sq. Ldr. Gilbert S. M. Insall, V.C., M.C., eldest son of Mr. and 6 

irs. G. J. Jnsall, of Sevington, Kent, to Olwen Scoit, only daughter 
ff Mr. J. A. Yates, Indian Educational Service, and Mrs. Yates, of 
3angalore, India, and Cranham, Berkhamsted. 
JONES—TATHAM.—On July 20, at Carrington Church, Nottingham, 
w the Rev. E. J. Bardsley, MA., Mr. Leslie Jones, R.A. F. Reserve, 
‘dest son of Mr. and Mrs. J. A. Jones, The Firs, Olton, to Nora, 
rounger daughter of Mr. and Mrs. Allen Tatham, Magdala Road, 
Yottingkam. 

SKINNER LAW—WORSLEY.—On June 30, very quietly, at St. 
Mary’s Parish Church, Bexley, by the Vicar, Rev. Charles Moore, 
2.N., Rev. John Talbot Skinner Law, M.A., R.A.F. (retired), son of 
the late Benjamin Iw, M.A., Barrister-at-Law, to Mabel Milne 
Worsley, widow of Lieut. Reginald Erie Milne Worsley, R.F.C., and 
laughter of the late Stephen Mesnard. 

TENNANT—DUFF.—On July 17, Lieut-Col J. E. Tennant, D.S.O., 
M.C., to Victoria Maud Veronica, only daughter of Lady Juliet and 
the late Major Robin Duff. 


DEATHS. 

BRADING.—On July 26, at Hinaidi Aerodrome, Baghdad, as the 
result of a flying accident, Fg. Off. R. C. B. Brading, D.F.C., of the 
Station Headquarters, Basra. 

DAVIS.—On July 26, at Hinaidi Aerodrome, Baghdad, as the result 
of a flying accident, AC.1. H. I.. Davis, of 45 Sadn., Hinaidi. 

KENNEDY.—On July 726, at Hinaidi Aerodrome, Baghdad, as the 
result of a flying accident, Sjt. E. Kennedy, of No. 30 Sadn., Hinaidi. 

POLLARD.—On July 26, at Hinaidi Aerodrome, 3aghdad, as the result 
of a flying accident, Sq. Ldr. EK. M. Pollard, of No. 6 Armoured Car 
Co., Hinaidi. 

WEBB.—On July 26, at MHuinaidi Aerodrome, Baghdad, as the 
result of a flying accident, Flg. Off. O. K. Stirling Webb, of 45 Sadn., 
Hinaidi. 

WHITTLE.—On July 26, at Hinaidi Aerodrome, as the result of a 
flying accident, AC.z. E. Whittle, of No. 1 Sqdn., Hinaidi. 
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MISCELLANEOUS ADVERTISEMENTS. 


SITUATIONS WANTED. FOR SALE. 
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ON THE KING’S GIFTS. 


On July 27 the Royal Aero Club held a Banquet at the 
Savoy for the dual purpose of celebrating the honour of knight- 
hood conferred by His Majesty the King on its former Chair- 
man, Mr. Frank McClean, and presenting prizes in connec- 
His Grace 
the Duke of Sutherland, President of the Royal Aero Club, 
was in the Chair. and did his duty with all his accustomed 
charm and ingenuousness. 

After the usual loyal toasts the Duke presented the King’s 
Cup to Sir Charles Wakefield, the entrant of the winning 
Moth, together with a cheque for £100, remarking that the 
money would soon be coming back to the Club. Probably it 
will, but it will not be the same money, as will be seen here- 
after. 

Incidentally one imagines that the 1926 King’s Cup is becom- 
ing quite worn with being presented and re-presented. First 
of all His Majesty the King presented it to the Royal Aero 
Club, then the Duke of Sutherland presented it to Mr. Broad 
at Hendon, directly after he had won the Race. Then Mr. 
Broad, as its temporary possessor, presented it to Sir Charles 
Wakefield at the de Havilland party at Prince’s the other day. 
And now the Duke of Sutherland has re-presented it to Sir 
Charles Wakefield. 

Perhaps one had better explain that the King’s Cup goes 
to the entrant of the machine and not to the pilot. That ts 
why the Cup belongs to Sir Charles Wakefield and not to Mr. 
Broad. Still, Mr. Broad did not do so badly, as will also be 
seen hereafter. 

Thereafter the Duke presented £75 to Captain Peter Acland, 
of Vickers: Ltd., as the entrant of the second machine, the 
Vickers Vixen, and £50 to Colonel Darby, of A.D.C. Aircraft 
Ltd., as the entrant of the third machine, the A.D.C.-Martin- 


syde. Also a cheque for £100 was presented to Sq. Ldr. Jones 
for doing fastest time on the last-named machine. 

Silver tankards were also presented to Sq. Ldr. Jones, Mr. 
Broad, Mr. Sparks, Mr. Scholefield and Mr. McDonough, the 
gallant five who finished out of the fourteen starters. 

A tankard was also presented to Flg. Off. Boyes, of the 
Seven Aeroplane Club, as the winner of the Impromptu Handi- 
cap on the Saturday afternoon of the King’s Cup Race, the 
aforesaid handicap being now dignified by the name of the 
Hendon Handicap. 

Srr CHARLES WAKEFIELD’S THANKS. 

Sir Charles Wakefield returned thanks for the Cup in one 
of the neatest and most heart-felt speeches one has ever heard 
him make. He said that he would prize the King’s Cup very 
highly because it was given by His Majesty, who by thus 
recognising Aviation was teaching us to think and act Im- 
perially. 

Referring to the Duke of Sutherland, he said that His 
Grace always looked for what was best 'in people and so al- 
ways got the best out of them,—a principle in life which many 
people might follow with advantage. 

Sir Charles said that the King’s Cup Race this year had 
been extraordinarily interesting, and the capabilities of the 
light aeroplane had been remarkably demonstrated. He 
himself had become the possessor of the King’s Cup by good 
fortune rather than by merit. The real hero of the occasion 
was the man at the wheel, Mr. Broad. He said that he 
noticed Captain de Havilland was looking at him expectantly, 
evidently hoping that he would say something about the 
machine. He admitted that the modern aeroplane was a 
triumph of engineering skill. But he asserted once more 
that it was the human element that counted for most. 


A MAIDEN VOYAGE. 


by Imperial Airways, about to leave Croydon on its maiden voyage to Paris on Thursday, July 29. 


The Armstrong-Whitworth Argosy (three 385 h.p, Jaguar engines), the first to be acquired 


Piloted by Mr. 


FE. L, Barnard and with eighteen passengers, the Argosy covered the distance between London and Paris in 1 hour 
51 minutes. 
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He said that he would be seriously embarrassed if he had 
to take the £100 Prize as well as the King’s Cup, so he would 
ask Mr. Broad to accept the £100 cheque. ‘This graceful act 
evidently took Mr. Broad as completely by surprise as it did 
the audience, and the hearty and sincere applause showed how 
much the act was appreciated. 

One is genuinely glad that Sir Charles did win the King’s 
Cup. He has been such a generous giver of prizes and other 
gifts, not only to the Royal Aero Club, but to various other 
institutions, ever since Aviation began, that he thoroughly 
deserves to become a receiver of prizes. 

No doubt Sir Charles’ firm has done very well out of the 
sale of Castrol to Service and civilian aviation people, but 
those profits have been thoroughly well deserved. ‘The Castrol 
firm were the very first to make a special oil for aero-engines 
and for their enterprise in that direction alone they deserve 
everything good that comes to them. 

One hopes that Sir Charles Wakefield’s win may prove to 
be only the second of a series (for Mr. Cobham won the King’s 
Cup for him in 1924). The mere money prize of course is 
nothing to a man of his: wealth. But one who has so long 
been keenly interested in aviation and has done so much for 
it does deserve to have something that he can keep about 
the house as a souvenir of what he did. 

Mr. BROAD’S REWARDS. 

And, so one sees that the £100 cash prize which went with 
the King’s Cup went to Mr. Broad and did not come back to 
the Aero Club. Of course sooner or later (probably sooner) 
the Aero Club will proceed to ‘‘ touch ”? Sir Charles for some 
more prizes, and so an equivalent amount will come back, 
probably with much more added thereto, 

With this £100 Mr. Broad really did very well out of the 
race. Sir Charles had already given him a chcegue for fifty 
guineas, in the same friendly spirit in which an owner of a 
horse makes a present to a successful jockey. Also Mr. Broad 
had the £50 cheque offered by Mr. Siddeley for the fastest 
time done in the King’s Cup Race on an engine of less than 
80 horse power. And one gathers that he received from the 
Anglo-American Oil Company, the proprietors of Pratt’s 
petrol, a cheque for £500. 

As these are all winnings or presents, and, not being his 
earnings in the regular way of business, are of the nature of 
what legal folk call ‘‘ wind-falls,” they are presumably free 
from Income Tax. So that he has done just about as well 
out of the King’s Cup Race as if he had earned £1,000 in the 
ordinary way. And he thoroughly deserves it. 

THE TOAST OF THE EVENING. 

Following these presentations the Duke of Sutherland pro- 
ceeded to propose the Toast of the evening, the health of 
“Sir Francis K. McClean.” 

First of all he read a letter from the Secretary of State for 
Air addressed to ‘ Colonel”? Perrin (whom the Duke con- 
gratulated on his further promotion), regretting that he was 
unable to be present, and expressing his appreciation of all 
that Sir Francis McClean had done for flying in its early days. 
The Duke also read a letter from Mr. Holt Thomas referring 
to the inestimable value of Sir Frank’s work as a pioneer. 

In proposing the Toast the Duke said that he had been 
trying to find out something about the early life of Sir Francis, 
but beyond discovering that he had been to the South Sea 
Islands before the days of flying he had not discovered much. 


— 


He said that our guest had lived a life of successful enter- 
prise in aviation, and proceeded to relate how he had begun 
flying in 1908, how he had lent Eastchurch to the Admiralty 
and how the earliest naval aviators, Lieutenants Samson, 
Gregory and Longmore, R.N., and Lieut. Gerrard, R.M.I7i 
had been enabled to learn to fly because of the generosity of 
Sir Francis in having Short machines built and in lending 
them to the Navy. 

The Duke then gave a general review of what Sir Frank 
had done for the development of seaplanes, referring to his 
being the first aviator to alight on the Thames, up which he 
had flown from Sheerness on one of the earliest Short sea- 
planes, and how he had had a specially large seaplane built 
by the Short Brothers in which he had flown, accompanied 
by Mr. Alec Cgilvie (and also Mr. Horace Short, one may 
add), up the Nile to Khartoum. 

He related how Sir Francis had also helped in the training 
of Territorial officers with balloons and aeroplanes and how 
at the outbreak of War in 1914 he had joined the Royal Naval 
Air Service and served therein with distinction, being ulti- 
mately awarded the Air Force Cross. And he concluded by 
referring to him as “‘ The Father of Naval Flying.” 

In all due humility one may add that this epithet was ap- 
plied to Mr. Frank McClean a great many years ago in THER 
AEROPLANE. 

The Duke added that Sir Francis had taken part in five ex- 
peditions to observe eclipses of the Sun. To this one may 
add the information that Sir Frank inherited his interest in 
Astronomy from his distinguished father, who equipped a 
number of similar expeditions, and, one believes, specifically 
desired that this work should be carried on by his son. 

No. r PILot’s REMARKS. 

Lieut.-Col. J. ‘I. C. Moore-Brabazon, M.C., M.P., Parlia- 
mentary Secretary for The Ministry of Transport, himself a 
contemporary pioneer with Sir Frank, and the holder of No. 1 
Aviator’s Certificate of the Royal Aero Club, said that we all 
attended the Dinner in a spirit of better late than never. 
He felt that it was rather like giving an award for services 
at the Battle of Agincourt. 

The Dinner, he said, might in fact have been held fifteen 
years ago. Many of the pioneers would have liked to be 
present if they had survived. Referring to those early days 
he said that he had himself been classed as an amiable iunatic 
on account of his early interest in flying. 

In those days Frank McClean’s purse had been a cornucopia 
for Aviation. And he hoped that this recognition would com- 
fort other pioneers for their hard work in the past. 

THE NAvy’s Frrst AVIATOR. 

Air Commodore A. M. Longmore, C.B., D.S.O., paid a 
tribute to Sir Frank on behalf of the first four naval aviators. 

Incidentally one notices that the speaker referred to our 
guest as Sir Frank, and not as Sir Francis. One imagines 
that everybody who has been associated with Aviation for 
any considerable time. will prefer the more familiar Christian 
naine, even with a handle to it. 

Thanks to Sir Frank’s efforts, said Air Commodore Long- 
more, the first naval aviators were enabled to fly a year or 
eighteen months earlier than they would have done normall¢. 

He said that many of the earliest R.N.A.S. people were 
there that night, and he was sure that, as in his own case, 
their pioneer days at Eastchurch provided them with their 
happiest recollections. 


THE ARGOSY. 


A close up view of the nose of the latest acquisition of Imperial Airways, taken at Croydon aero: 


drome prior to its maiden trip to Paris. The machine has accommodation for a crew of two and eighteen pas: 
sengers. 
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A Napier Achievement ; ds 


ss \ \ TE saw the fly past of four pilots who 
recently flew in the Fairey machines 

from Cairo to the Cape and back to 
England—56,000 miles without a hitch. 


A triumph for British engine 
reliability — 
the Napier Lions were used—especially as the high 
altitude of some of the aerodromes they landed 
on, such as Tabora, Johannesburg and Bulawayo, 


where the air is so thin, tends seriously to affect the 
efficiency of aero engines and ’planes. 


It may be fairly simple nowadays to fly one machine 
half round the world, but when four machines 
do it together, showing the flag, as it were, any 
one engine or machine of which may break 
down, and not one of them does, then 
something has been achieved indeed.” 


Sunday Times, 
4th July, 1926. 


For consistency, reliability 
and efficiency, install the 


NAPIER 


The finest Aero Engine in the World : 
D. NAPIER & SON, LTD. 


ACTON, LONDON, W.3 
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SiR FRANK’S REMINISCENCES. 

Sir Frank McClean, to whom one has on occasion referred 
as the worst speaker in the World, bar one, and that is one- 
self, made a speech which would have been a good effort 
for the most practised speaker. He evidently forgot all that 
nervousness with which his naturally modest and _ rettring 
nature afflicts him on public occasions, and felt that he was 
just speaking to a room full of friends,—which he was. 

He said that to have done something, however small, was 
its own reward, but that the recognition of his friends was 
very pleasant. As to the honour conferred upon him by His 
Majesty, he felt that this was an honour to the Aero Club. 

He said that the work of the Aero Club before the War 
was not fully understood. It had, in fact, paved the way for 
the flying done during the War. 

He himself had joined the Club twenty years ago and had 
gone in for ballooning. In balloons one had no reason for 
going anywhere and one had no real control over where 
one went and no one troubled when or where one went. 
In these days, before one could go anywhere in an aeroplane, 
one had to show a reason for going and one had to be 
medically examined to prove that one was fit to go and then 
one had to get all sorts of licences and things. 

Sir Frank said that flying really began in England when 
Mr. Moore-Brabazon did his first landing on the Isle of 
Sheppey. Referring to Kastchurch as the home of pioneer- 
ing, Sir Frank said that before there was any real naval fly- 
ing it had an amphibian which really amphibbed. It was 
flown by Lieut. Samson and he thought by Lieut. Longmore. 
Also it had the Dunne tail-less machine, which was a studied 
effort to secure stability, all those years before this latest 
interest in tail-less machines. 

Eastchurch in those days was very Naval. Looking towards 
Colonel Mervyn O’Gorman, who was sitting further down the 
table, Sir Frank said that Eastchurch regarded the Super- 
intendent of the Royal Aircraft Factory at Farnborough at 
that time as a being who successfully concealed a spiked tail. 

FKastchurch was not hostile to the Army for it endeavoured 
to get permission to train Territorial officers as aviators. The 
War Office replied that it did not think that there was any 
need to teach Territorials to fly. But a Territorial Balloon 
Company came to KEastchurch for their training and five 
of the officers were taught to fly aeroplanes, among them 
being one T. O’B. Hubbard. 

By way of showing how ideas had changed Sir Frank read 
an extract from an agreement made in ro1r between the 
Admiralty and the Aero Club, as the proprietors of the Kast- 
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church aerodrome, in which it was stated that the number 
of machines in the air must not exceed ten without the con- 
sent of the lessors. In these days nobody would bother if there 
were fifty or a hundred machines in the air at once in the 
vicinity of the aerodrome. 

As to the work of the Aero Club, Sir Frank said that all 
the original rules for flying were laid down by the Club. Also 
it investigated accidents, with very beneficial results. All 
this was now done by the Air Ministry, and the Club now 
only dealt with amateur flying and sport. 


After the War amateur aviation was nearly dead but there 
had been a revival during the last year. By next year he 
hoped that amateurs would have a class of their own in 
racing. 

To this one may add the personal opinion that though at 
present practically all our professional aviators are of the 
class who were officers during the War it is neverthless all 
wrong that serving officers, if they take part in a flying com- 
petition, should take cash prizes. No doubt cash is very 
welcome to any of us at any time, no matter how rich or 
how poor we may be, but, in all forms of sport, ultimately 
those governing the sport come to recognise that a definite 
amateur status must be established, and that amateurs must 
not receive cash prizes. 

Referring to the present position of the Club, Sir Frank 
said that it was never rich, and that now it was very poor. 
Every meeting meant a loss of money. Crowds would not 
come to flying meetings. ; 

Here one disagrees. Crowds will come to flying meetings 
if those meetings are properly advertised and properly run, 
The R.A.F. Pageant is sufficient proof of that. And all that 
is wanted is a capable manager, not necessarily even of the 
calibre of the late Richard T. Gates, to draw a crowd to an 
aerodrome and run the first one or two meetings successfully. 
The only thing that will ever draw and keep a public is 
sincerity. Richard Gates and Bernard Isaac were absolutely 
sincere in their faith in aviation and in their love of flying 
as a sport. In advertising they played down to the Press but 
they also tried to educate the Press.’ And even the Press 
responded to their sincerity. Since their day nobody had 
ever set about organising a race meeting with such a single- 
minded and sincere desire to promote the sport of flying. 

In conclusion Sir Frank asked all his friends to support 
to the best of their ability any appeal which might be made 
on behalf of the Club. Big classic races and record-breaking 
attempts were a matter for Nations, but he hoped that some- 
thing would be done for the mere sport of flying. 


— 


~~ J 


ON THE AIR ROUTES. 


A photograph by the Surrey Flying Services of Tonbridge School, a prominent land- 


mark en route from Croydon to the Continent. In the left bottom corner is part of the Head and the Kickabout. 

The building half-way up the left side is the chapel, at the east of which are the science buildings, The main 

school buildings are in the centre of the picture with the Big School jutting out into the Quad. School House, 

the Observatory and Fives Courts can be seen in the right-hand bottom corner. The main building faces the 
London-Hastings road, which can just be seen. 
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THE KING’S CUP AIR RACE, 1920. 
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The winning of the 1926 King’s Cup 
Air Race by Capt. Broad, on a 
de Havilland “Moth,” fitted with a 
FAIREY-REED Airscrew, adds __ yet 
another event to the long list of 
successes achieved with the Reed 


FAIREYREEL 


ALL: METAL AIRSCREW 


Among other recent successes may be 
mentioned: Commander Byrd’s flight 
to the North Pole; Lieut. Medaet’s 
flight of 11,400 miles from brussels to 
the Congo and back ; the World’s Speed 
Record of 278 miles per hour, etc., etc. 


Sole Manufacturers and Licensees of the Reed 
patent metal airscren for the British Empire: 


FAIREY AVIATION COMPANY, LIMITED, 
HAYES an aa ue MIDDLESEX. 
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THE CHAIRMAN. 

Air Vice-Marshal Sir Sefton Brancker, proposing the health 
of the Chairman, said that the Duke of Sutherland had been 
a real friend to aviation. He had given a nice present (a 
Moth) to the latest baby of the Royal Aero Club, the London 
Aeroplane Club. Apropos the Flying Clubs, Sir Sefton said 
that, when a woman competitor won an air contest recently, 
a Civil Servant in the Air Ministry remarked that he knew 
there was an Aerial Derby but he did not know there was 
an Aerial Oaks. 

Sir Sefton said that he could vouch for the altruism, 
energy aud keenness, and the power to get the best out of a 
man, and the high sense of duty of the Duke of Sutherland. 

The Duke of Sutherland, returning thanks, said that he 
had expected to hear an educative discourse on Aviation 
from Sir Sefton Brancker and had settled down in his chair 
to enjoy it. And now he found that he had to make another 
speech. He said, with his usual modesty, that there was very 
little he was able to do for Aviation, but he did his best. 

A’ PERSONAL NOYE. 

Altogether it was a very interesting gathering. There 
were not so many people there as Sir Frank McClean de- 
served, but perhaps he was all the happier for that. At any 
rate, almost all the survivors of his old friends in Aviation 
turned up to celebrate the occasion with him. Some prob- 
ably were away on holidays so far that they could not get to 
London for the occasion. But at any rate there were enough 
of us there to show Sir Frank that we rejoiced with him in 
the honour which had been conferred on him. 

One would like to take this opportunity of paying one’s 
own little tribute to.a man who is one of.one’s earliest friends 
in aviation. One first met Frank McClean at Leysdown, or 
rather at Shellness, in the extreme East of the Isle of 
Sheppey, quite early in 1909, when he and the never-to-be- 
forgotten Horace Short were conspiring in the construction 
of an aeroplane which Frank McClean hoped to fly some day. 

The Short Brothers at that time held the British agency 
for the Wright Brothers, which had been wished onto them, 
one believes, by Mr. Griffith Brewer. Frank McClean had a 
Wright biplane at Shellness and on it he was launched along 
a rail by that catapult device which was necessary to the 
early Wright machine. 

One well remembers one’s first sight of the apparatus in 
action. The actual flight lasted fully fifty yards. And as 
usual something broke when the machine sat down. A little 
later the flight extended still further and the machine sat 
down still harder, with the result that the upper plane 
descended and enclosed Frank McClean as in a tent. In no 
wise discouraged, he climbed out of his machine time after 
time with that same good humoured smile which we all 
know so well, and merely set to work again. 


Apart from his generosity, which has helped so many lame 
ducks over stiles that it has justified the wealth which he 
has expended on entirely unworthy human objects in an 
equally earnest desire to help them, Frank McClean’s ont. 
standing characteristic is his good temper. Presumably some- 
body must have seen him lose his temper at some time or 
another, but one has not yet met the individual who has 
done so, Therefore there is nothing surprising in the fact 
that he has more real friends than any man can reckon. 

If Frank McClean had not inherited wealth one doubts 
whether he would ever have made it, for he ig far too good- 
natured and geverous, and he would never have pursued any 
of the various hard-headed hard-fisted policies by which alone 
money can be made. But he would certainly have done good 
work in the World. 

In spite of having been born with a golden spoon in his 
mouth, Frank McClean has always used his very consider- 
able mental ability to good purpose. His astronomical work 
before flying began, conferred benefits on the World at large 
which alone would justify the honour which has been con- 
ferred upon him by His Majesty. And the fact that he backed 
Aviation when he did, and that he devoted himself so par- 
ticularly to the Naval side of aviation shows that he has 
foresight and an appreciation of political developments. 

Touching this matter of his belated honour, one is not of 
those who think that it should have been conferred years 
ago. Up till the outbreak of War in 1914 flying had not de- 
veloped to the point when anybody deseryed a title. Aviation 
was not sufficiently developed and nobody knew enough about 
the possibilities of flying to say that this, that or the other 
person should be honoured with a title as a Pioneer of Avia- 
tion. Also the pioneers were very young and it is a bad 
thing to give a title to a man so young that his subsequent 
career may not justify the honour conferred upon him. 

During the War itself some few titles were given to people 
concerned with Aviation but mostly they were given for what 
was generally called War Services, chiefly of a commercial 
nature. The knighthood given to Sir Henry White Smith 
was particularly well deserved for he had been Chairman of 
the Society of British Aircraft Constructors for three con- 
secutive years and was himself a pioneer of aviation dating 
back to 3910, besides representing, ashe did so well, the 
whole British Aircraft Industry. 

It is only now, when war production has ceased and some- 
thing approximating to peace conditions have arisen, that we 
can look back calmly on the History of Aviation since it 
began in this country seventeen years ago and assess without 
prejudice the value of the work done by the real Pioneers of 
Aviation. And there is not one among those pioneers who 
will not agree with a whole heart that of all their number 


none is more worthy to be honoured by His Majesty than 
iS Pranks McClean CG. Gace 
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THE SOVIET MENACE TO INDIA. 


The Calcutta Correspondent of The Morning Post, in « 
communication dated July 8, states :— 

Confirmation of the seriousness of the Bolshevist menace to India 
is provided by Colonel Saunders, Director of Military Intelligence in 
India, lecturing to Furopeans in Calcutta. After quoting Zinovieff as 
saying that “the Achilles heel of the British Empire is India, an 
we, therefore, must make every effort to develop all possible lines ot 
advance on India,’? Colonel Saunders described the extensive Bolshevist 
propaganda in Arabia, Iraq, Turkey, and Persia, and the disappear- 


ance of Bokhara and Khiva, which have been replaced by Soviet 
Republics. 
“In Afghanistan,” said Colonel Saunders, “the Soviet is most 


active in preparing lines of advance and in endeavouring to obtain 
paramount influence. The Russians are giving large subsidies, mainly 
in arms and munitions, and their engineers are busily building roads 
and railways. An Afghan air force is being developed, with Russian 
pilots and mechanics, with its main aerodrome at Kabul, and landing 
ground have been made at Kandahar and Jellalabad, and from their 
present aerodromes the Russians can easily bomb Peshawar, Kohat, 
and Rawal Pindi, and even down to Lahore. ‘This penetration is a 
serious menace to the peace of India. Further east, in Chinese 
Turkestan, the same policy is at work, which, if successful, means 
that India will have in the mountainous area contiguous to its frontier 
eight hundred miles of Bolsheviks ” 

The speaker saw in the Red activities in China yet another threat to 
India through ‘Tibet. and Burma, and concluded: ‘‘ Whereas other 
nations are economising on military expenditure the Soviet is in- 
creasing by 50 per cent. ‘The Soviet menace to India is a very real 
one, and Bolshevism is the real enemy of all civilised nations. The 
British Empire has to bear the brunt and main attack which, as 
announced by the Soviet leaders themselves, is being directed at 
India.”’ 

Lord Rawlinson and General Birdwood have both hinted in speeches 
that the military strength is at danger point, while less highly- 
placed soldiers do not disguise their amazement at the evidence of an 
alarming shortage of mechanical resources. 

With reference to the above, and in reply to a question by 
Str W. Davison, the following statement was made in the 
House of Commons on July 12 by the UNDER-SECRETARY OF 
STATE FOR INDIA :— 


FARL WINTERTON said that he was aware that there had 
been reported in the Press a statement which had just been 
made in Calcutta by the Director of Military Intelligence in 
India as to the menace to the safety of India owing to Bol- 
shevist activity in Afghanistan, where it was stated that 
an Afghan air force was being developed, with Russian pilots 
and mechanics, with new aerodromes and landing grounds, 
and new military roads and railways. His noble friend (Lord 
Girkenhead) was inquiring by whose authority it was made. 
The situation in Afghanistan was being carefully watched by 
His Majesty’s Government. 

The question of Afghanistan was again raised in the House 
of Commons on July 14, when, in reply to a question by SIR 
FP. Hat, LORD STANLEY said that the present strength of the 
Afghan Air Force was understood to be approximately 12 
machines and 36 men. Nearly all the men were Russians. 
The force was commanded by an Afghan, but Russians were 
advising in regard to training and development. 


LORD THOMSON ON AIR DEFENCE. 


The Lord ‘Thomson, Secretary of State for Air in the 
Tabour Government, was the guest of the London Com- 
mercial Club on July 1s. 


In the course of his speech Lord Thomson said that the 
R.A.F, must now be recognised as the first line of home 
defence. Its action would be the first and probably the 
decisive phase in the next war. He thought that the first 
attack would be directed against the larger cities and would 
aim at the destruction of dockyards, railway junctions, and 
military centres. F 


With regard to a Ministry of Defence, which had been 
urged as a measure of economy, he did not consider that such 
a move would be feasible for another twenty or thirty years. 
For the moment there were three entirely separate policies 
which must be pursued, the defence of our communication, 


the defence of these islands and the defence. of India. 
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KINGS CUP 


Ist D.H ‘MOTH’—27/60 h.p. A.D.C. ‘CIRRUS’ ENGINE. 


Pilot: Capt. H. S. Broad. 


4th D.H. ‘MOTH’—27/60 h.p. A.D.C. ‘CIRRUS’, ENGINE. 
Pilot: Capt. F. G. M. Sparks 


5th D.H. ‘MOTH’—27/60 h.p. A.D.C. ‘CIRRUS’ ENGINE. 
Pilot: Capt. W. J. McDonough. 


All the above machines were fitted with standard ‘CIRRUS’ Mark I 
Engines, which ran faultlessly at full throttle throughout a period of over 
sixteen hours and a course of 1,464 miles. 


3rd MARTINSYDE A.D.C.1.— 
385 hp. Siddeley ‘Jaguar. 
This machine, piloted by 
Sq.-Ldr. H. W. G. Jones, won 
the Prize for 
FASTEST TIME 
with an average speed of 


151.92 mph. — RECORD 
SPEED FOR THIS EVENT. 


A.D.C. AIRCRAFT, LID. 


Regent House, 89, Kingsway, London, England. 


Telephone : Regent 6240. Telegrams : “ Airdisco, London.” 
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MR. LESTER GARDNER’S AIR TOUR. 


On Thursday, July 29, a lunch was given by the Society 
of British Aircraft Constructors to Mr. Lester D. Gardner, 
Proprietor and Publisher of Aviation, New York, and a 
Director of tne Aeronautical Chamber of Commerce of America. 
The party was given partly because the $.B.A.C. to a man, like 
Mr. Gardner very much, and partly to celebrate his extra- 
ordinary air-trotting feat of covering 21,000 miles by air with- 
out accident, a performance which has been neglected by the 
British Press with that genius for missing the things which 
matter and concentrating on the futilities of life which is so 
typical of English newspapers. 

After the usual loyal toast, and after drinking the health of 
the President of the United States (which surely ought to be 
drunk in water), Captain Peter Acland, of Vickers Ltd., the 
Vice-Chairman of the S.B.A.C., proposed the health of Mr. 
Gardner. He said that we had assembled to meet a business 
man who had come over to see whether there were any air 
lines operating in this part of the World, and we wanted him 
to explain, after his experiences, what air travel meant. 

Several of those present, he said, including Sir Geoffrey 
Salmond and Sir Sefton Brancke:, had made long flights 
which, like Mr. Cobham’s long flights, would form the nucleus 
of future air lines. It was the fashion in speeches and in 
writing these days to find a slogan for everything, and for 
Mr. Gardner’s method of travelling in comfort by air every- 
where he thought the Lester Loiter would be a good phrase, 
though some might prefer to call it the Lester Lounge. 


LORD THOMSON’S VIEWS. 


The Lord Thomson of Cardington, the new Chairman of 
the Royal Aero Club, said that he recognised in Mr. Gardner 
an enthusiastic supporter of Aviation who had won the ad- 
miration of the aeronautical community. He had made the 
Aerial Grand Tour of Europe, Africa and the Middle East. 

It was really a remarkable achievement to have flown 21,000 
miles in 53 days without stress or strain. He had slept in 
a bed in a hotel or a private house every night during these 
journeys, he had run no risks, and he had returned in the 
condition which they saw to-day. There was no business man 
but must recognise the utility of travelling in this manner 
and of being able to cut out railways and boats, and to substi- 
tute this lounging method of transport. 

He, Lord Thomson, and Mr. Gardner had met before at 
the Harvard Club in New York. They had much in common. 
They had both flown to Baghdad and back by the Desert 
Route, and he was confident that Mr. Gardner would agree 
that it was a vital link in World communication. ‘The real 
value of the work which the R.A.F. were doing in Iraq was 
that we were doing so much for humanity in linking up com- 
munication. He had always maintained, often in the face of 
acrimonious criticism, that the money we spent in this way 
was a first-class investment. 

He and Mr. Gardner had also both been to Bucharest. He 
himself had been Military Attaché there for two years. In 
the course of his duties he had to send in reports, and in one 
he had to state what was the National Sport. There was a cer- 
tain amount of sport of a kind but the Roumanian ladies were 
extraordinarily attractive and he reported accordingly that 
the national sport was ‘‘ the assiduous cultivation of the fairer 
sex,’’ or words to that effect. He asked Mr. Gardner whether 
his experiences in Bucharest did not confirm this. 

Becoming serious, Lord Thomson said that we owed Mr. 
Gardner a debt of gratitude for his rare and encouraging con- 
tribution to aviation. 


Mr. GARDNER’S STORY. 


Mr. Lester Gardner said that he felt the embarrassment of 
the situation. He had expected to meet a few of his friends 
in the Aircraft Industry but he did not expect this distin- 
guished gathering. He felt that it was there to honour not 
himself but the Aeronautical Chamber of Commerce of 
America, of which he was an unofficial representative. This 
honour was an evidence of the growing feeling of cordiality 
between the people of England and of the United States. 

He said that he had come over without any intention of doing 
anything spectacular. He had just come to see a few friends 
but he had found opportunities of doing a lot of flying. Those 
who were closest to aviation sometimes felt unfavourably to- 
wards air transport, but he thought that they ought to show 
their belief in its safety by personal demonstration. And he 


said that his own belief in it was proved by the fact that : 


Mrs. Gardner accompanied him for nearly 5,000 miles of his 
21,000 miles of flying, and that Mrs. Gardner now flew with 
a feeling of relief that she was not compelled to use trains 
and boats. 

Mr. Gardner said that he felt genuinely amused at the idea 
that a business man flying around as he had done should be 
regarded as extraordinary. He was sure that aviation was 
now just at the turning point, for it was possible in these days 


to fly everywhere. A person could fly to Casablanca, Con- 
stantinople or Moscow, as easily as going by rail. 

What had been called “ air-trotting ’? might be a new diyer- 
sion for jaded globe-trotters. It would previde them with a 
new form of sport. 

He had been asked how much he had seen of the World 
during his journey. Calculating that on an average he conld 
see for 25 miles on each side of the line along which he was 
travelling, he calculated that he had seen 1,000,000 square 
iniles of Kurope, Asia and Africa. 

In all his flights he had never had a forced landing and 
had never had an engine failure. Of the 53 days he had 
only had bad weather on three, and even then he had con 
pleted his journey. And his average speed for all his journeys 
was 90 m.p.h. He offered his compliments to the people wh) 
had made possible such a record of safety. 

The greatest development was along the lines of the human 
element. Mechanics and pilots were highly efficient, and the 
ground organisation was far better than he had expected. One 
could get into an aeroplane on any of the recognised air lines 
with confidence, especially when it happened to be a British 
machine made under the rigid inspection of the Air Ministry. 

As to the way in which air lines were directed, a friend of 
his on the Continent, whom he regarded as the greatesi 
authority on air transport, in discussing Civil Aviation, had 
said that Major Woods Humphery of Imperial Airways Ltd, 
was the most competent air-line operator in Europe. 

He himself had been fortunate in travelling in so many 
British aeroplanes and with so many British engines. And 
Mrs. Gardner had similar confidence in British aircraft. He 
had flown in Vickers, de Havilland and Bristol aeroplanes, 
And on foreign air lines more British engines were used thar 
anything else, so he had also flown with Napier, Rolls-Royce 
Jaguar and Puma engines. 

As to the Near East, he said that he felt that with the de 
velopment of the Cairo-Karachi route the phrase would in: 
clude all Asia, and would not be purely geographical. 

With the developments which were now going on, he fel! 
that Civil Aviation would soon be Commercial Aviation an¢ 
that subsidies would no longer be necessary. He said that thé 
old slogan of hands across the sea seemed a little worn ont 
Aviation would promote solidarity between the people of Eng 
land and America, so he asked the company to drink t 
‘‘ Wings across the Sea.’’ Which they did with good will. 

AUF VIEDERSEHEN. 

One hopes at a later date, when Mr. Gardner has returnec 
to America and has published the account of his journeying: 
in Aviation, to publish in THE AFROPLANE a full account of his 
itinerary. 

Meantime one may state that in the course of his 21,00( 
miles of flying, done in 53 flying days spread over fow 
months, he has flown over 28 countries with 65 pilots of 1: 
different nationalities. As his average speed was go miles pe! 
hour he has put in about 230 flying-hours, or about 43 hour 
on each flying day. Which would be very good going for ai} 
Service pilot, or observer. 

It was a distinctly good show for a man of close on 5 
years of age (his soth birthday is on Aug. 7.—Many Happ} 
returns). And he is not of the hard-bitten athletic typt 
either, though one knows to one’s cost that he has immens 
staying-power—having tried to live up to his pace for a montl 
in the United States. : 

Of course Mr. Gardner has been extremely lucky in hii 
weather, his machines, his engines and his pilots. Durin; 
the period in which he was careering over Europe and Afric 
and the Near East, eleven people have been killed on th 
Continent of Kurope in accidents to regular air-line machines 
Perhaps that is not a very high proportion of fatalities pe 
passenger-mile. But one is fairly sure that it is higher thai 
the passenger-mile casualty rate of even the French railways 
which are about the most homicidal in the World. 

Even allowing that all Mr. Gardner’s mascots must hay 
been working overtime for him, he certainly has done some 
thing which, if only it is intelligently used by the director 
of the various air lines all over the World, will ultimately 4 
good to aviation. Perhaps the German air lines will influence 
the German Press so that the lessons to be learned serve a useé 
ful purpose. And one feels sute that when Mr. Gardner get 
back to America his account of his journey will be used mos 
effectively for the benefit of American Civil Aviation. — Bu 
of course it is far too much to expect that the British Pres 
will give anything like as much attention to this remarkabl 
journey as they did to that unfortunate but quite ordinart 
accident to an aeroplane at Hinaidi the other day. 

Still, somehow or another, these lessons will gradually pe! 
colate to the intelligence of a certain number of the member 
of the British Public and to that extent British Aviation is als 
indebted to Mr. Gardner. 

When these notes appear Mr. and Mrs. Gardner will be 0 
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PROVED RELIABILITY 


ROLIS- ROYCE 


WATER-COOLED AERO ENGINES 


THE FIRST AND BEST IN 
THE WORLD 


SEVEN YEARS AGO Rolls-Royce Aero Engines in a Handley- 
Page Aeroplane flew from ENGLAND 
to INDIA (Karachi), (5,556 miles). 

SIX YEARS AGO . Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew the NORTH AT- 
LANTIC (1,890 miles non-stop). 

SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew from ENGLAND 
to AUSTRALIA (11,500 miles). 

SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew from ENGLAND 
to SOUTH AFRICA (6,281 miles). 

FOUR YEARS AGO Rolls-Royce Aero Engines in a Fairey 
Seaplane flew across the SOUTH AT- 
LANTIC (3,800 miles). 

TWO YEARS AGO Rolls-Royce Aero Engines in a Fairey 
Seaplane flew ROUND AUSTRALIA 
(9,800 miles). 

TWO YEARS AGO A Rolls-Royce Aero Engine in a Fokker 
Aeroplane flew from HOLLAND to the 
EAST INDIES (10,000 miles). 

ONE YEAR AGO A Rolls-Royce Aero Engine in a Handley- 
Page Aeroplane flew from BRUSSELS to 
the BELGIAN CONGO (5,084 miles). 


Re@ ples Re@) YsG Bele Malal she) 


myaceCON DUTT ST RE Be OR DIOUN Saw 


Telegrams: Rolhead, Piccy, London Telephone: Mayfair 6040 (4 lines) 
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the Atlantic on their way home. One wishes them on behalf 
of the whole of the British aeronautical community a safe 
journey and many years’ continuation of the good work whic! 
they have both done for International Aviation. And may they 
soon come back for another air tour—for we shall all be verv 
pleased to see them.—c. G. G. 


AVIATION IN TURKEY. 


The following interesting information concerning the activi- 
ties of the Constantinople Aero Club has been extracted from 
The Times :— 

One of the most interesting features about modern Turkey is the 
amount of attention which is being devoted to aviation. On July 7 
the Constantinople Aero Club held its second general meeting which 
was attended by no fewer than 509 members. Hakim Riza Bey, 
Deputy for Kutahia, presided, and several influential members of the 
popular party made speeches in which they reaffirmed the necessity 
for Turkey to possess a strong air force. One speaker referred to 
Italian designs in Asia, Minor, and bluntly informed his audience 
that it was the duty of every patriotic citizen to ensure that the 
Turkish Republic should be speedily equipped with an efficient air 
wing. 

At the close of the meeting it was decided to urge the Government 
that certain donations or forced levies should be contributed by the 
taxpayers towards the cost of creating an air fleet. The principal 
suggestions were that 2 per cent. of the income tax of Constantino- 
politans, 10 per cent. on taxes paid in advance, and 3 per cent. of the 
tax levied on buildings and land, if in excess of ten Turkish pounds 
(30s.), should be given to the Aero Club. When it is taken into con- 
sideration that the same Aero Club has been assiduously organising 
lotteries throughout turkey in aid of aviation, it will be realised that 
a really serious effort is being made, unofficially as well as officially, 
to encourage the development of flying At the present moment 
French instructors are busily engaged in giving tuition to Turkish 
pilots, while some of the latter have gone abroad to receive more 
advanced instruction. 

Civil aviation, which ostensibly is the only branch in which the 
Aero Club is interested, has not been developed to any great extent, 
although the Franco-Roumanian Air Company maintains a _ service 
between Bucharest and Constantinople. Travellers between Angora 
and Constantinople still have to rely on an i8hours’ train journey, 
although next year a daily air service is promised. 

Competent observers do not consider that Turkey possesses an air 
force equal to that of some of her nearer neighbours. The Govern- 
ment has been very chary of voting money towards a branch of de- 
fence which is not yet appreciated at its proper value. If, however, the 
Aero Club continues its active propaganda, there is no reason why the 
Turkish Air Force should not speedily develop into a formidable 
weapon. French, German, and other foreign aeroplane manufacturers 
appear to have realised the possibilities of the Turkish market, and 
it wculd seem regrettable that British machines are so far conspicuous 
by their absence 

Regarding Service aviation it has already been noted that 
the Turkish Government has organised a single-seat fighter 
competition and that a number of French and one Germano- 
Danish (Rohrbach) firms are competing. The object of this 
coinpetition is to select suitable fighter equipment for the 
Tntkish Air Force, and the winner of the contest will re- 
ceive an order ‘or 50 aircraft. 


THE BUSK STUDENTSHIP. 


The trustees of the Busk Studentship, founded in memory 
of Edward Teshmaker Busk, who lost his life in 1914 while 
flying an experimental aeroplane, have awarded the student- 
ship for the year 1926-27 to Mr. Percy Brooksbank Walker, 
of Peterhouse, Cambridge. 


MR. COBHAM’S PROGRESS. 


Mr. Alan J. Cobham and Sjt. Ward, R.A.F., who are 
attempting to fly to Australia and back on a de Havilland 
soJ (Armstrong-Siddeley Jaguar engine), left Rangoon for 
Victoria Point (the most southerly point in Burma) on July 27. 

On July 28 they flew to Penang. 

On July 29 they flew to Singapore, where they stopped 
for an extra day. 

On July 31 they flew to Muntok, Sumatra. 

On Aug. 1 they flew to Batavia. 

On Aug. 2 they flew to Sourabaya. 


THE GERMAN SEAPLANE COMPETITION. 


On July 31 the German Seaplane Competition, which has 
been held at Warnemiinde, came to an end. 

The competition began on July 12, and of the seventeen 
entries which arrived at Warnemiinde, ten survived the 
technical tests and started on the flying tests. Of these_ten, 
six completed the coastal flights and waited for the sea- 
worthiness tests. As a certain degree of roughness was re- 
quired to determine the results of the seaworthiness tests 
the actual date of the termination of the competition was in- 
definite. 

During the coastal flights, two accidents, one fatal, 
occurred. One machine, an L.F.G. V.60, was forced to 
alight with engine trouble, and the pilot was washed off the 
machine by a wave and drowned. The machine and the re- 
maining member of the crew were salved by a lifeboat. The 


other accident was of a similar nature, but in this case the 
machine sank, but the crew of three were saved. 

The final seaworthiness tests were held on July 31. in a 
rough sea, and only three machines out of the final six sur- 
vived. In two cases machines had their floats smashed by 
the heavy seas. 

The winner of the competition was Herr von Gronau, on 
a Heinkel H.E.5 monoplane (450 h.p. Napier Lion engine), 
the other two survivors being Herr Langanke on a Junkers 
W.34 monoplane (320 h.p. Junkers L.5 engine), and Herr 
Spies on a Heinkel H.D. 24 biplane (240 h.p. B.M.Wily 
engine). 

The success of the Napier Lion engine in this very severe 
competition is very satisfactory. 

Owing to the lack of detailed information it is impossible 
to deal fully with this competition this week, but it is pro 
posed to give a full description in next week’s issue. 


U.S. AIR SECRETARIES. 


On June 30 President Coolidge sent to the U.S. Senate the 
nomination of Professor Edward P. Warner to be -Assistant- 
Secretary of the Navy for Aviation, and on July 2 the Senate 
confirmed the nomination, together with that of Mr. Trubee 
Davison, to be Assistant-Secretary of War for Aviation. 

These two appointments, together with that of Assistant 
Secretary of Commerce for Aviation, not yet appointed, are 
provided for under the new Legislation governing Americait 
aeronautics. 

Professor Warner, who was born in 1894, graduated at 
Harvard (1916) and later at the Massachussets Institute of 
Technology (1917 and 1919) and was responsible for most of 
the aeronautical instruction in the special Army and Navy 
Schools at the M.I.T. in ror7-18. In 1919 he became Chief 
Physicist to the National Advisory Committee for Aero- 
nautics, and was in charge of aeronautical research at Langley 
Field. 

In 1919 he was elected Secretary to the Aerodynamics Sub- 
Committee of the N.A.C.A. In 1920 he became Associate Pro- 
fessor in Aeronautics at the M.I.T., and in 1924 he became 
Professor of Aeronautical Engineering at the same establish- 
ment. He has also acted as consulting engineer to the U.S. 
Air Mail Service, and in a consulting capacity to both the 
Army and Navy Air Services. He was also technical ade 
viser to both the Lampert Committee, and the Morrow Board. 

Mr. F. Trubee Davison, who was born in 1806, graduated 
from Yale (1918) and the Columbia Law School (1922). He 
learned to fly in 1916 and joined the Naval Air Service in 
1917. He is a trustee of the Guggenheim Fund and a director 
of the National Air Transport, Inc. Presumably he will haye 
to vacate these latter positions on becoming a Government 
official. 


CONTROL OF THE FRENCH AIR SERVICES. 


Following on the suppression of the office of Under-Secre- 
tary of State for Air in the recent French Governments it is 
now announced that M. ‘Tardieu, the Minister of Public 
Works, has been placed in control of the French Air Services. 


ITALY AND THE AIR LEAGUE OF THE BRITISH 
EMPIRE. 


A meeting of the Air League of the British Empire was 
held at the Royal Society of Arts on July 14, with Sir Sefton 
Brancker in the chair. 

The Baron Bernardo Quaranta di San Severino delivered 
an interesting address, illustrated with cinema films on 
Italian Aviation. 

The three cinema films showed Ferrarin’s flight from Rome 
to Tokyo, the return of de Pinedo from his flight over three 
Continents, and Colonel Nobile and the Norge. 

The Italian Ambassador, Senator Marconi and representa- 
tives of the Air Ministry were among those present at the 
meeting. 

At the close of the meeting telegrams of congratulation 
were despatched tc Colonel Nobile and to Signor Mussolini, 
as Italian Air Minister. 


A HAPPY RETURN. 

On July 28, Capt. Girier and Lieut. Dordilly arrived at Le 
Bourget at 18.30 hours on their return from Omsk. They 
left Moscow at 04.00 hours and covered the distance of 1,740 
miles from Moscow to Paris, non-stop, in 14 hours 30 mins. 

It will be remembered that these two officers flew from 
Paris to Omsk on a Breguet XIX biplane (500 h.p. Hispano- 
Suiza engine), a distance of 2,940 miles, in 29 hours non- 
stop, thus putting up a new World’s Record for Distance 
covered in a straight line. 

They have, in addition to putting up a new record, become 
the holders of the first Coupé Renault, 1925-26, the competi- 
tion for which closed on July 31. 

This success carries with it a sum of 50,000 francs, and an 
objet d’art valued at 5,000 francs. 
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THE DE HAVILLAND ‘‘ MOTH” 
TWO-SEATER LIGHT AEROPLANE. 
FOUR CYLINDER AIR-COOLED 
ENGINE WITH DUAL IGNITION. 


DUAL CONTROL. 


MOTHS 


AT THE 


YORKSHIRE AIR 
PAGEANT. 


FOLDING WINGS. 


HAND STARTER IN COCKPIT. 
RUBBER IN COMPRESSION 
UNDERCARRIAGE. 


LUGGAGE COMPARTMENT. 


RANGE. 34 HOURS. 


PETROL CONSUMPTION...20 M.P.G. 


SPEED RANGE...... 40-90 M.P.H. 


AEROBATIC CERTIFICATE 
OF AIRWORTHINESS. 


Of the eighteen aeroplanes 

participating in the Air Pageant 
organised by the Yorkshire Aero- 
plane Club, at Sherburn-in-Elmet, 
on fuly 24th, TWELVE were 
de Havilland MOTHS. 


They were flown by members 

of the Yorkshire, London, Lan- 
cashire and Newcastle Clubs and 
by several private owners. 


| THE RACE FOR | 
THE 
KING’S CUP | 


THE DE HAVILLAND beter. 
AIRCRAFT CO., LTD. Capt. H. 8. BROAD, A.F.C. 


DE HAVILLAND 


MOTH 


AT A SPEED OF | 
90.4 M.P.H. 


Stag Lane Aerodrome, Edgware, Middlesex. 


Telegrams: ‘‘ Havilland, Edgware. 
Telephone: Colindale 6160. 
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THE ROYAL 


The London Gazette. 
July 27; 

GENERAL DUTIES BRANCH.—The following are granted S.S. comms. as 
Pit. Offs. on probation, with effect from and with seniority of 
July 17:—T. M. Abraham, P. V. Anson, G M,. Buxton, R. J. Carvell, 
H. H. Ellison, B. G. Farrow, C. G. Grenfell, L. S. Hill, KE. J. Martin, 
K. E. Parker, J. W. Pease, A. A. Rumsey, A. E. S. Moore, N. W. K, 
Seeman, E. F. Shine, K. R. Soward, D. Taylor, J. R. Whitley, C. C. D. 
Williams. 

Lt. V. S. Bazalgette, The King’s Own Royal Regiment, is granted a 
temp comn. as a Flg. Off. on seconding for four years’ service with the 
R.A.F. (July 17); Plt. Off. on probation B. E. Moody is confirmed in 
rank (June 21); Pit. Off. on probation E. J. Pentland resigns his S.S. 
comn. (July 28). 

StoRES BRANcH.—The following Flg. Offs. on probation are con- 
firmed in rank (May 24) :—L. lL. Bray, H. D. Giblett, L. Horwood, M.C. 

Plt. Off. on probation L. F. Caunter is confirmed in rank (June 22); 
Fit. Lt. L. A. K. Butt is confirmed in his appointment in the Stores 
Branch (May 24). 

Mrpica, BRANCH.—J. Twohill, M.B., is granted a S.S, comn. as a 
Flg. Off. for three years on the active list, with effect from and with 
seniority of July 13. 

CHAPLAINS’ 
his S.S. comn. and is appointed an hon. chaplain to the R.A.F. 
(July 28). 

RESERVE OF AIR Force OFFICERS.—W. Dougall is granted a comn. 
in Class A.A., General Duties Branch, as a Plt. Off. on probation 
(July 12); Flg. Off. L. R. Tait-Cox is confirmed in rank (July 26). 

The following Fig. Offs. are transferred from Class A to Class C :-- 
F. H. Pidgeon (July 24); W. J. Walsh (July 25); E. H. Du Heaume, 
A.F:Cy (July 27): 

Flg. Off. H. P. Dean is transferred from Class A to Class B 
(June 19); Fit. Lt. J. P. Wells, B.A., relinquishes his cotnn. on com- 
pletion of service (July 13); Fig. Off. P. R. Cawdell resigns his 
comn. (July 14). 


AUXILIARY AIR FoRCE.—GENERAL DutIES BRANCH.—The following to 


be Flt. Lt.:—No. 601 County or J,ONDON (BOMBING) SQDN.—R. A. 
«Grosvenor, M.C. (July 27). 
Appointments. 


Week ending Aug. 3. 

GENERAL DuTIEs BRANCH.—Squadron Jeaders:—J. V. Steel, O.B.E., to 
No. 20 Sqdn., India, 23/7. G. C. Bailey, D.S.O., to Aircraft Depot, 
India, 23/7. J. B. Cole-Hamilton, to R.A.F. Depot, Uxbridge, on 
transfer Home HEstab., 12/6 

Flight Lieutenants :—R. W. Dawes, to H.Q., Inland Area, Stanmore, 
ro/7, Al ‘TL. Laing, to ‘Home Aircraft Depot, Henlow, on transfer to 
Home Estab., 19/7. N. W. Wadham, to R.A.F. Transjordan H.Q., 24/7. 
F. G. Brockman, to Station H.Q.,; Spittlegate, on transfer to Home 
Estab:; 27/74 Hb. He EH. Reeve; to R.A.F. M.T. Depot, Shrewsbury, 30/7. 
A. L. A. Perry-Keene, to Station H.Q., Bircham Newton, 17/7. A. M. 
Wray, M.C., DEC. AEC, to Rac. Training Base, Leuchars, 19/7. 
W. Catchpole, A.F.C., to No. 1 Stores Depot, Kidbrooke, 26/7. 

Flying Officers :—B. G. Pool, to Record Office, Ruislip, 15/7. W. FE. 
Cowan, to R.A.F. Depot, Uxbridge, instead of to No. 32 Sqdn., as 
previously notified, 21/7. D. R. Mitchell, to No. 5 F.T.S., Sealand, 
19/7. H. V. David, to R.A.F. M.T. Depot, Shrewsbury, 3/8. M. H. 
Garnons-Williams, to A. and A.E.E., Martlesham Heath, 20/7. F. S. 5S. 
Lamprey, to No. 4 Sqdn., S. Farnborough, 3/8. lL. T. Kerry, M.C., 
to Record Office, Ruislip, 19/7. I. Glyn-Roberts, to R.A.F. Depot, 
Uxbridge, 3/8. R. Y. Eccles, to No. 5 F.T.S., Sealand, 5/8. J. E. 
Doran-Webb, to R.A.F. Depot, Uxbridge, 20/7. A G. Moon, to No. 1 
School of T.T. (Apprentices), Halton, 20/7. 

Pilot Officers.—The undermentioned Pilot Officers are posted to No. 4 
F.T.S., Egypt, 24/7:--B. H. Ashton, B. W. Barton, J. Barton, = B: 
Collins, R. W. Coneybeer, B. A. J. Crummy, R. C. Edwards, H. V. 
Forbes, R. G. Greenhalgh, R. G. Hennessy, 1), SOM, IVES Ee ine 
Hewison, C. E. Kay, H. C. Marrett,. A. O. Moore, L. K. Mundy, 
C. Pitt-Hardacre, M. M. Restell-Little, F. H. L. Searl, F. S. Smythe, 
A. J. Vaughan, W. T. Walton, A. R. Ward. 

MEDICAL BRANCH.—Flying Officer J. D’I. Rear, to R.A.F. Depot, 
Uxbridge, 26/7, and to School of Army Co-operation, Old Sarum, 27/7. 

Stores BRANCH.—Pilot Officer F. W. Felgate, to Home Aircraft Depot, 
Henlow, 22/7. 


The Accident at Hinaidi. 
His Majesty the King has forwarded the following telegram 


to Sir Samuel Hoare, Secretary of State for Air :— 
I am shocked to learn of the terrible accident in Iraq 


BRANCH.—The Rev. C. O. R. Wormald, M.A., resigns 


AIR FORCE. 


resulting in the loss of valuable lives. Please send me any 
further information and I hope the injured are doing well. 
Will you be good enough to convey the expression of my 
true sympathy with the relatives. Grorce R.I. 


The Secretary of State has replied thanking His Majesty 
for his gracious message which was at once communicated 
to the relatives of those who lost their lives. 

The Governor-General of the Irish Free State has sent the Secretary 
of State for Dominion Affairs a telegram containing the following 
message from the President of the Executive Council for the Prime 
Minister :— 

My colleagues and I are deeply grieved to learn of the air disaster 
at Baghdad. Please convey our sincere sympathy to the Air Ministry 
and the relatives of the victims. 

The Secretary of State has sent the following reply from the Prime 
Minister :— : 

I have been asked by the Secretary of State for Air on behalf 
of the Air Council and Royal Air Force to thank you for the 
message of sympathy sent on the occasion of the tragic accident at 
Baghdad. Your message is deeply appreciated, and will at once 
be communicated to the relatives of those who have lost their 
lives. . 


The Service Mediterranean Cruise. 

The R.A.F. Flight, consisting of two Supermarine 
Southampton flying-boats (Napier Lion engines), which has 
been engaged on a cruise in the Mediterranean, arrived at 
Cattewater on July 30. The Flight was greeted at Catte- 
water by Wing Cdr. R. B. Maycock, O.B.E., Commanding 
the Marine Aircraft Experimental Establishment, Felixstowe. 

The Flight, which was made under the command of Sq. 
Ldr. G. E. Livock, D.F.C., was an ordinary Service éxem 
cise to a set time-table with standard Service machines. A 
crew of four and a full Service load was carried through- 
out. 

The total number of machine-miles flown was 13,800. 

The machines were equipped with W/T apparatus, and 
constant communication was maintained throughout with 
R.A.F. and other wireless stations. 

During the return journey between Athens and Malta, the 
following telegram) was sent by Malta to the Air Ministry 
and shows the routine procedure adopted and the value of 
such communication on a long-distance cruise :— 

Position of Southampton Flying-boats at 07.15, 39 degrees 18 mins. 
N., 18 degrees 54 mins. ., track 255 degrees Position at c7.30, 3G 
degrees 9 mins. N., 18 degrees 24 mins. E., track 253 degrees. Position 
at o7.45 hours 39 degrees 2 mins. N., 17 degrees 58 mins H., track 
254 degrees. Position at 08.00, 38 degrees 55 mins. N., 17 degrees 35 
mins. *E., track 253 degrees. Position 08.30, Point di Stilo bearing 
290 degrees distant 6 miles, track 220 degrees. Position 08.55, Cape 
Spartivento bearing 226 degrees, distant 28 miles, track 220 degrees. 
Position at 09.00, Cape Spartivento, bearing 253 degrees, distant 8 miles 
track 220 degreés. Position at 09.15, 37 Gegrees 38 mins. N., 15 de- 
grees 54 mins. E., track 220 degrees. Position at 09.30, 37 degrees 45 
mins. N., 15 degrees. 48 mins. E., track 220 degrees. Position at 09.45, 
37 degrees 22 mins. N., 15 degrees 38 mins. E., track 220 degrees. 
Position at 10.02, Cape Roce bears 312 degrees, distant 10 miles, track 
220 degrees. Position at 10.15, passing Cape Murro di Porco, wind 
S.E. 15 m.p.k. Position at 10.30, Cape Passero 204 degrees, distant 


8 miles, track 204 degrees. Position at 10.50, Cape Passero bearing 
Position at 11.00, 36 


32 degrees, distant 5 miles, track 210 degrees. 
degrees 24 mins. N., 14 degrees. 58 mins. E., track 210 degrees. Posi- 
tion at 11.15, 36 degrees 1m mins.’ N., 14 degrees 48 mins. E., track 
210 degrees. Approaching Malta, reeling in. 

The machines were moored out to buoys at each port, and 
re-fuelled by petrol taken on board by dinghies. 

No trouble whatever was experienced with the aircraft or 
the engines. 

The personnel of the Flight were :—Sq. Ldr. G. E. Livock, 
D.F.C. (in command of Flight), Flt. It. B.C) Ho Greg 
D.F.C., Fit. Lt. D. V..Carnegie, A.F.C., Big Oi. Diam 

331706 Sjt. W. Cushing (Fitter, Aero-engine), 333907 Cpl. 
W. McMeeking (Fitter, Aero-engine), 327108 L-AC. ‘F. Nelson 
(W/T Operator), 348697 AC.t G. Dunn (W/T Operator). 


THE END OF THE MEDITERRANEAN CRUISE.—The arrival of the two Supermarine Southampton flying-boats 


‘ee coe “a 


(two 450 h.p. Napier Lion engines each) at Cattewater on July 30. 
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Passing out at the Cadet College. 

Air Commodore A. E. Borton, C.B., C.M.G., D.S.O., A.F.C., 
Air Officer Commanding the Royal Air Force, Cranwell, issued 
the following report on the occasion of the Passing Out 
Inspection at Cranwell :— 

The total strength of the Cadet College is 104, of whom 19 are 
due to pass out this term. 

The total flying time during the term was 2,954 hours 10 minutes. 
The Cadets now due to pass out have averaged 77 hours’ flying, of 
which 28 hours have been solo on Service types. 

I deeply regret to record the death of Flight Cadet H. F. M. 
Pickford, due to a flying accident. ‘This is the third fatal accident 
which has occurred since the formation of the Cadet College-— 
February, 1920; since when 265 Cadets have passed out from the Col- 
lege and a total of 24,500 hours’ flying has been carried out. 

On the whole the standard attained has been satisfactory. In Aero- 
nautical Engineering Flight Cadcts showing the most aptitude have 


been the ex-Aircraft Apprentices Thesis writing in Aeronautical _ 


Science has been introduced in this year’s programme with the object 
of encouraging individual reading and original thought. All have 
tackled well the advanced thesis on Strategy, which they carry out in 
their own time as part of the final examination. 

Many interesting debates have taken place at which Cadets have 
shown great keenness and the standard of speaking has been high. 
Over 300 books have been added to the Reference and Recreation 
Libraries since the last report. 

A considerable amount of practical instruction in short wave Radio 
Telephony has been carried out with good results A new type practice 
buzzer has been designed for installation in each of the Cadets’ 
living quarters. 

In Musketry Training the present First Term Cadets have been the 
first to shoot the R.A.F. Recruits’ Musketry Course and have done 
exceedingly well. 

At the Annual Rifle Meeting at Bisley this year the Cranwell Rifle 
Club, consisting of personnel from the Cadet College and No. 4 
Apprentices’ Wing, created a record in winning the only two team 
events of the meeting, namely the Chief of the Air Staff’s Cup and the 
Salmond Inter-Unit Pistol Team Prize. 

In the individual competitions the members did exceptionally well. 
In the Inter-Service Rifle XX two-fifths of the team were members 
of the Rifle Club. 

Three members were in the final stage of the Kinz*s Hundred for 
the King’s Frze. This constitutes a record for any unit of His 
Majesty’s Regular Services. 

Fit. Lt. J. K. LL. Pearce, who is Captain of the Cranwell Rifle Club, 
represented Ireland in the Irish VIII and Irish XX, and F-S. Williams 
represented Wales in the Welsh XX. 

Instruction has been given in the use and maintenance of para- 
chutes, and 31 Officers and 4 Cadets have made descents. 

The discipline has been good and the Under Officers and Non- 
Commissioned Officers have performed their duties in a most satis- 
factory manner. 

The health of the Cadets during the past half-year has been excellent 

The Permanent Building Committee recently visited Cranwell to 
select a site for the new Cadet College, and it is to be koped that 
the work will commence in the near future as the College loses in 
efficiency in the absence of permanent buildings. 

The standard of Physical Training Instruction remains high and 
the average gain in physical improvement for the term is satis- 
factory. 


SS IRATE TEI A OT 8 
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THE PERSONNEL OF THE MEDITERRANEAN FLIGHT. 


B. C. H. Cross, D.F.C., Sq. Ldr. G. E. Livock, D.E.C., 


The Inter-Squadron Boxing Competition resulted in a win for 
*B” Sqdn. by ten pcints to five. 

The Cadets’ Skill-at-Arms Team won all their matches, including 
that with the R.M.A., Woolwich. 

Cricket has shown a yreat improvement, both in the number of 
Cadets playing and their form in general, which is largely due {6 
the services of a professional having been engaged. At the beginning 
of the season bad weather interfered considerably with the games, 
but out of 26 fixtures arranged 16 games were played, of which gy 
have been won, 5 drawn, and 2 lost. 

Rowing is now included in the number of points to count towards 
the Chimay Cup and the Champion Squadron. During the past two 
months crews have rowed at Evesham, Burton and Derby Regattas, 

The standard attained at the Inter-Squadron Sports was equal to 
the best results of previous years. The College record for the 
220 yards Hurdles was lowered by two-fifths of a second by Flight 
Cadet Francis 

The Inter-Squadron Atheltic Cup was won by “B” Saqdn. for the 
second year in succession by six pcinits to five. 

The Athletic Team conipeted in two contests. The first against 
Clare College, Cambridge, 1esulting in a win for Clare College. The 
second contest was with Queen’s College, Cambridge, which resulted 
in a win for the Cadet College. 

The triangular contest between the R.A.F. Cadet College, R.M.C, 
Sandhurst, and the R.M.A., Woolwich, had to be cancelled on account 
of the general strike. 

Only three hockey matches were lost during the season, one of 
them being against the R.M.C., Sandhurst. The Cadet College won 
against the R.M.A., Woolwich. 

Meets of the Beagles have been well attended and hunting through- 
out the season has been good. 

The Chimay Cup for Inter-Squadron Games has been won by 
‘“‘B” Sqdn., the scores being :—‘*A’” Sqdn., 10 points; ““B*” Sadam 
25 points. 

The Trenchard Cup for Service subjects has been won by “Ba 
Sqdn. :—* A” Sadn., 10 points; “B” Sqdn., 55 points. 

“B” Sqdn. gains the title of Champion - Squadron-at-Arms and 
therefore entitled to parade on the right of the line, scoring 80 points 
to “A” Sqdn.’s 20 points, 

I wish to place on record my appreciation of the able manner in 
which Officers, Civilian Professors and Lecturers and Non-Commis- 
sioned Instructors have assisted me in carrying out the syllabus of 
instruction as laid down by the Air Ministry. 

The Sword of Honour, presented to the best all round Flight Cadet 
in the Senior Team, has been awarded to B. C. Yarde. 

The R. M. Groves’ Memorial Prize, for the best all round Pilot 
in the Senior Team, has been awarded +o H. A. Purvis. 

The Abdy Gerrard Fellowes: Memorial Prize for the Flight Cadet 
obtaining the highest total marks in Mathematics and Science, has 
been won by W. IL. Freebody. 

The Air Ministry prize on Humanistic subjects has been won by 
W. I,. Freebody. 

The Air Ministry prize in Aeronautical Engineering has been won 
by: K. F. Brake. 

A Cup for Inter-Squadron Tennis has been very generously given 
to the Cadet College by Capt. R. De la Bere, Professor of English 
and History. ' 

A trophy for Inter-Squadron Rowing has been given to the Cadet 
College by the Aitcraft Apprentices of No. 4 Aircraft Apprentice 
Wing on leaving Cranweli for Halton. These presentations “have been 
very much appreciated. 


In the front row, from left to right, are Fit. Lt. 


Fit. Lt. D. V. Carnegie, A.F.C., Fig. Off. L. Martin, all 


in tropical kit, and in ordinary kit Wing Cdr. R. B. Maycock, O.B.E., Officer Commanding the M.A.E.E., Felix- 
stowe. 
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Aircraft Apprentices at Cranwell. 


The following report was issued by Air Commodore A. E. 
Borton, C.B., C.M.G., D.S.O., A.F.C., Air Officer Command- 
ing Royal Air Force, Cranwell, at the Passing Out Inspection 
of the September, 1923, Entry of Aircraft Apprentices on 
July 29 :— 

At the present time there are 973 Aircraft Apprentices under train- 
ing here, made up of the following trades :—zr Armourer, 1 Carpenter, 
6 Carpenters, Motor Body Builder, 197 Carpenters, Rigger, 39 Copper- 
smiths, 487 Fitters, Aero Engine, 60 Fitters, Armourer, 92 Fitters, 
Driver Petrol, 47 Fitters, Rigger, 43 Turners. 

The discipline has been good, the standard set by former entries 
being maintained. 

The standard of Technical ‘I'raining has undoubtedly improved, 
this being especially noticeable in basic work. Much benefit has 
been derived from the engagement of Civilians as Permanent 
Instructors and the method of posting Service Instructors to the 
Unit for at least three years. 

The educational work in the School has made very considerable 


Progress. The entry just passing out has benefited by the greater 


experience of the Education Officers and by the continual and in- 
creasing co-operation which exists with the Technical Officers—g5.5 per 
cent. of this entry having qualified as L-AC. in educational subjects, 
and 4r per cent. of the entry having obtained the reqnisite 60 per 
cent. which exempts them from the Studentship examination of the 
Institute of Mechanical Engineers. 

The health of the Aircraft Apprentices has been ood. We have 
been troubled with no epidemics during the past year, but regret 
to report the death of one apprentice from spinal meninvitis. 

All Apprentices have completed Parts 1 and 2 of Table SrA end 
considering the short time available for preliminary training the 
results have been most gratifying. V.8. Dormitory of No. 3 Sadn. 
won the Musketry Cup, and Aircraft Apprentice Williams the Cup 
presented for the highest individual score. 

The recent increase in the number of playing grounds has enabled 
a most comprehensive round of Leagues and Competitions to be held 
in all forms of Sport. Many outside matches have been played at 
Rugby, Association, Hockey, Cricket and ‘Tennis, while the Wing 


‘Gymnastic, Boxing and Cycling Teams have given a good account 
-of themselves in the neighbourhood. 


The results of some of the competitons are :—Station Association 
Football League, No. 2 Sqdn.; Station Rugby Football League, No. 2 
Sqdn.; Inter-Squadron Association Football, No. 2 Sqdn.; Inter- 
Squadron Hockey, No. 2 Sqdn.; Inter-Squadron Rugby, No. 2 Sqdn ; 
Inter-Squadron Cricket, No. 1 Sqdn.; Inter-Squadron Boxing, No. 2 
Sadn. 

Of the 973 Apprentices here 529 are due to leave now. They have 
passed for qualification as:—I,-AC, 81; AC.r., 707, AC.2., 216; Failed, 
23; did not sit examination owing to sickness, 2 

Cadetships have been offered to:—No. 364272 Stephenson, J. T. 
(Croydon); No. 364040 Mutch, J. (Dinnet, Aberdeenshire); No. 364333 
Worstall, W. R. (Swindon), No. 364361 Weaitt, A. L. (Bexley, Kent); 
No. 364365 Whittle, F. (Iamington, Warwickshire). 

Th2 undermentioned are retained for the Advanced Course :—No. 
364253 Smith, R. Y. J., No. 363984 Dunkley, B. E., No. 363907 Allen, 
R. H., No. 363989 Henry, R. C., No. 36396 Hickman, A. A. F., No. 
364335 Watson, P. D., No. 364172 Stocks, R. B., No. 364145 Mercer, F. 1, 
No. 364023 Foreman, H. Z., Nod. 363095 King, A. G. W., No. 364134 
McNama, M. G., No. 363964 Freeman, H. H., No. 363944 Falconer, 
R. A. R., No. 362880 Burrows, C. S. J. 

The following is a list of. awards for the prizes offered by the Air 
Ministry :—(1) Carpenter Rigger—363829 AA. (Boy) Cook, Fs We +) 
Fitter, Aero Engine—364253 AA. (AC.2.) Smith, R. Y. Ae (5) 
Fitter, Armourer—363831 AA. (AC.2.) Bickenson, J. S. (4) Fitter, Driver 
Petrol—364447 AA. (AC.2.) Owen, R. W. (5) Fitter, Rigger—364040 
AA, (AC.2.) Mutch, J. (6) Turner—363811 AA. (AC.2.) Barretto, F. W. EF. 
(7) Educational Subjects—364023 AA. (AC.2.) Porematniy. Ele saZ: (8) 


>) 
‘Grand Aggregate—364253 AA. (AC.2.) Smith, Rk. Y. J. 


The R.A.F. in Parliament. 
L-AC. TAYLOR, R.A.F. 
In the House of Commons on July 26, Mayor SIR BERTRAM FALir 


‘asked the SECRETARY OF STATE FOR AIR the number of desertions from 


he i force j abi i 5 
the Air Force in India since January, 1926, how many such deserters 


‘had been arrested; if L-AC. Taylor, who was granted 28 days’ leave 


in February last had been arrested; if the Air Force was satisfied 


‘that this man, whose previous character was very good, did in fact 


desert, anc that there can be no question of death or murder; and 
seeing that it would be difficult for a white man over six feet tall 
to hide in India without attracting attention, may inquiry be made 
into the case ? 

SIR SAMUEL Hoare replied that, with the exception of Taylor, whose 
case is as yet unexplained, there had been no desertions from the 
Air Force in India since January, 1926. 

SIR BERTRAM Fale asked whether it has been ascertained if ‘Taylor 
ever reached the city to which he was given leave, and why such a 
long period as six months had been allowed to elapse before inquiries 
were made into his case? 

SIR SAMUEL Hoare replied that he could not answer the first point 
without notice. The case had not been called to his notice before 
and he would at once make inquiries. 


R.A.F. CRASHES. 

In reply to Mr. VIANT, SIR SAMUEL Hoare stated that during the 
last year, from June 30, 1625, to June 30, 1926, 70 aeroplanes of pesi- 
War design and 192 of War design had been written off Air Force 
charge after crashing. The undepreciated value of these ie 
Was roughly £500,000. . 

The number of R.A.F. persornel killed and injured in flying 
accidents duiing the same period were 65 killed and &g injured. 
In addition, two Army officers and two officers of the R.A.F. Reserve 
were Killed. These dasualtics compared favourably with other 
countries, q 


machines 


R.A.F SPORTS. 


Inter-Services Lawn Tennis. 

The matches in the Inter-Services Tennis Championships 
began at Wimbledon on July 12. The Army won four and 
lost four, and the Navy and the R.A.F. won and lost three 
each. The results were :— 

SINGLES.—Pay Lt.-Cdr. &. E. Worthington .(R.N.) beat Maj. J. Re 
Hartwell (Army) (9—7, $—1); Flg. Off. C. F. Roupell (R.A.F.) beat 
Lt.-Cdr. P. F. Glover (R.N.) (5—7, 6—4, 6—3); Capt. H: TIT. S. Kang 
(Army) beat Eng. Lt.-Cdr. L. J. Carr (R.N.) (7—5, 6—2); Wing Cdr. 
H. J. F. Hunter (R.A.F.) beat Maj. Hartwell (Army) (6—8, 6—o, 6—1); 
Maj. R. Bernard (Army) beat I.t.-Cdr. Glover (R.N.) (6—0, 4—6, 7—5); 
Eng. Lt.-Cdr. Carr (K.N.) beat Flg. Off. E. J. Mockler (R.A.F.) (6-0, 
6—4); Capt. H. T. S. King (Army) beat Flg. Off. E. J. Mockler 
(R.A.F.) (1—6, 6—1, 6—3), Paymaster Lt.-Cdr. R. E. Worthington 
(R.N.) beat Wing Cdr. H. J. F. Hunter (R.A F.) (16—14, 6—2); Fig. 
Off C. F. Roupell (R.A.F.) beat Maj. R. Bernard (Army) (6—2, 6—3). 

DousLFs.—Maj. N. G. Holmes and the Rev. W. H M. Aitken (Army) 
beat Fit. Lt. C. E. Williamson-Jones and Flg. Off. Mockler (R.A.F.) 
(6—4, 6—4); Wing Cdr. R. E. Saul and Wing Cdr. Hunter (R.AF.)} 
beat Lt.-Col. A. Berger and Maj. Bernard (Army) (6—3, 1—6, 7~s); Mai. 
L. C. Owen and Capt. King (Army) beat Flg. Off. Roupell and Fit. 
Lt. J. Duminy (R.A.F.) (3—6, 6—0, 6—4)" Pay Lt.-Cdr. Worthington 
and Lt. A. W. Buzzard (R.N.) beat Maj. Holmes and the Rey. W. H. M. 
Aitken (Army) (6—4, 6—4); Lt.-Cdr. P. F. Glover and Eng. Lt.-Cdr. 
I. J. Carr (R.N.) beat Tt.-Col. A. Berger and Maj. Bernard (Army) 
(6—3, 7—5); Flt. Lt. J. Duminy and Flg. Off. Roupell (R.A.F.) beat 
Lt.-Cdr. F. E. Chevallier and Lt.-Cdr. P. W. Bowyer-Smyth (R.N.) 
(6—3, 6—2); Paymaster Lt.-Cdr. Worthington and Lt. A. W. Buzzard 
(R.N.) beat Flt. Lt. C. E. Williamson-Jones and Flg. Off. Mockler 
(R.A.F.) (6--4, 4-6, 6—2); Maj. L. C. Owen and Capt. King (Army) 
beat Lt.-Cdr. Chevallier and Lt.-Cdr. Bowver-Smith (R.N.) (6—1, 6—3); 
Lt.-Cdr. Glover and Eng. Lt.-Cdr. Carr (R:N.) beat Wing Cdr. Hunter 
and Wing Cdr. R. E. Saui (R.A.F.) (13—11, 17—19, 6—2). 

Armoured Car Sports at Kirkuk. 

No. 6 Armoured Car Company, R.A.F., held their Annual 
Sports at Kirkuk, on May 28. 

The Inter-Section Trophy was won by H.Q., with 32 points, 
A. and B. Sections tied for the second place with 21 points 
each. The meeting was organised by S-M. Stollery, who was 
also responsible for the excellent gymnastic display by the 
men of the Company. 

The Tug-of-War was won by H.Q. with A. Section as 
runners-up. JL-AC. Woodford won the High Jump at 5 ft. 
2 ins. 

The Sports were followed by a successful concert given by 
the ‘ Kar-optimists,’’ a concert party run by the Unit. 

The RA.F. Memorial Fund. 

The fourth Meeting of the year of the Executive Committee 
of the Fund was held at the offices of the Fund, on July 28, 
Lord Hugh Cecil, P.C., M.P., was in the Chair. 

The usual financial statements were laid before the Com- 
mittee, and the Honorary Treasurer took occasion to remark 
that it was regretted subscriptions and donations were com- 
ing in rather slowly. 

The attention of the Committee was drawn to the laying of 
a wreath at the foot of the R.A.F. War Memorial on the 
Victoria Embankment, at 12 noon on July 2, by a deputation 
of Officers of the French Naval and Military Aviation Ser- 
vices, as a token of respect to the Fallen of the-Royal Air 
Force, and a letter of warm appreciation of this kindly act 
was drawi up by the Chairman on behalf of the Committee. 

An offer of help was received in respect to a proposed pub- 
lication shortly of a series of poems and verses applicable 
to units of the Royal Air Force, any profits arising out of such 
publication being devoted to the purposes of the Fund. The 
offer was gratefully accepted. 


The R.A.F. Swimming Association. 

The R.A.F. Swimming Association Championships’ will be 
held on Sept. 24 at the Holborn Swimming Baths, Endell 
Street, at 8 p.m. 

The following events will be contested :— 

(a) 50 yards Individual Championship. (b) roo yards Individual 
Championship. (c) Individual Diving Championship. (d) Individual 
Plunging Championship (e) Unit Relay Race. (f) Unit Water-polo 
Final. (g) Inter-Services Invitation Relay Race. 

Notes.—(e) and (f) are only open to Units affiliated to the Royal 
Air Force Swimming Association. (a) Events (a), (b), (c) and (d)— 
one representative from each district. Entrance fee 5s. each event. 
(b) Event (c)—Two plunges each competitor. (c) Event (d)—Three 
dives each competitor. (c) Event (e)—One Unit team from each dis- 
trict. Team to consist of four competitors, to swim one length each. 
Entrance fee ros. (d) Event (f)—Unit Water-polo Championship, final 
round. Entrance fee ros. (e) Entrance fees will only be charged 
against individuals and units swimming at the championship meeting. 

Entries, together with entry fees, must be forwarded to 
the Hon. Secretary, R.A.F. Swimming Association, by 
Sept. I. 

An R.A.F. Success. 

L-AC. §. Ferris, R.A.F., who won the Marathon Race for 
The Sporting Life Trophy this year, for the second year in 
succession, won the Sparta Club’s international Marathon 
race at Copenhagen on Aug, r. 

L-AC. Ferris covered 33.7 kilometres (just under 21 miles) 
in 2 hours ro minutes 13 seconds. He wins the Frederiks- 
borg Challenge Cup and the Sparta Club’s Silver Medal. 
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latest machines built at the Westland Aircraft Works. It 

marks an important stage in the development of this type 
of aircraft possessing among its other features of superiority 
a good view for pilot and observer in all directions, stability 
(for accurate bombing), gravity feed of petrol from tanks in 
upper plane, and oleo-rubber undercarriage with wide track. 
Jt has a Rolls-Royce Condor Engine of 670 h.p. with Leitner- 
Watts metal propeller. The performance of the machine 
which was built for the Air Ministry is highly satisfactory. 


Tite photograph is ot the Yeovil Day Bomber, one ot the 


At the Westland Aircraft Works, machines of all types have 
been designed and constructed for the British Government 


and for industrial purposes. 


The personnel of these Works includes an expert staft which 
is available to consider specifications for aircraft required by 
Foreign and Dominion Governments or private customers. A 
fully equipped 4 foot wind channel is available for model 


experiments. 


AIRCRAFT FOR BUSINESS OR PLEASURE. 


WESTLAND AIRCRAFT WORKS 


(Branch of Petters Limited), 


Telephone : YEOVIL. ath Yeovil. 


Yeovil 141 (4 lines). 
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A NEW LIGHT ALLOY. 

Some considerable time ago it was recorded in this paper 
that certain German aircraft constructors had begun to use 
a new light alloy known as Lautal, in place of the more 
familiar duralumin. lLautal is a’ patent proprietary allov 
made by Eisen and Metall-industrie G.m.b.H., of Bonn on 
Rhine, Germany, who have granted rights in the alloy 
for the British Empire to. Lavino (London), Ltd., of 48, Fen- 
church Street, London. 

Lautal is an Aluminium Copper Silicon Alloy (Copper 4%, 
Silicon 2%, remainder commercial Aluminium), with a specific 
gravity of about 2.75, which, when pressed or rolled and 
suitably heat-treated, possesses excellent mechanical pro- 
perties. It differs from the more usual aluminium alloys of 
high strength in that it does not harden automatically at 
normal temperature after the annealing treatment. Conse- 
quently, Lautal can be purchased in the soft condition, kept 
in stock indefinitely, and worked to shape as required, and 
then hardened to the required degree. The usual ‘ ‘e 


‘age 
hardening alloys must be annealed immediately before work- 
ing, and all the necessary bending, pressing, or drawing 
operations must be completed within a very short time of 
the metal’s emergence from the annealing furnace or bath— 
which is often distinctly inconvenient, and sets a definite 
limit to the utility of these materials. 

Lautal is produced in the form of sheets or strips, wires, 
tods, tubes, or other drawn sections, and as forgings. As 
the physical qualities of the alloy depend upon the extent to 
which the finished article has been worked—i.e., forged, 
pressed or rolled—from the original ingot, the strength and 
ductibility of the material depends on the thickness of sec- 
tion, and the thinner sections are therefore invariably 
stronger than the thicker ones. 

It is supplied in different states to suit the convenience of 
customers. These states, in the case of sheet, strip, or wire, 
are the normal, the unhardened, the soft annealed, and the 
hard drawn or rolled. Any of these states may readily be 
converted to any other by heat treatment and working. 
Generally speaking, the unhardened state is recommended 
for general use. Heat treatment may be carried out in a 
salt, oil or air bath, depending on circumstances—the maxi- 
mum temperature required being about 500°C. for annealing. 

Normal quality sheet has a tensile strength of 24 ta 27 
tons per sq. in. (depending on thickness), a yield point of 
13.7 to 17.14 tons with elongation of 18% to 25% and Brinnell 
hardness 90 to 100. In this state the material may be bent 
to radii of 23 timeg thickness. 


The unhardened quality has ultimate strength 19 to 22 
tons, yield 10 to 11.5 tons, elongation 18% to 25%, Brinnell 


hardness No. 70 to 8o, May be bent, rolled or drawn to 
radii of 13 times thickness, and may then be given ‘‘Normal’’ 
physical qualities by heating for 16 hours to 120° to 130°C, 

Solt annealed Lautal has ultimate strength 14.6 tons, yield 
4.6 tons, elongation 22% to 28%, and Brinnell hardness 50 
to 55. In this state deep drawing or pressing is possible 
provided that the material is reannealed as soon as it be- 
comes hardened at between 350°C. and 400°C, 

Hard rolled or drawn sheet—which is produced only in 
thicknesses between .o117 and -II7 inch—is very hard and 
brittle, and cannot be bent. The ultimate strength is 28.6 
to 38 tons, yield 25.4 to 37-5 tons, elongation 15% to 3%, and 
Brinnell hardness 100 to 135. High strength and small elon- 
gstion correspond to the thin sheets. 

Rods, plates and forgings are ptoduced in. two qualities, 
A and B. A with an ultimate strength of 24 to 26.6 tons, a 
yield of 13.7 to 17. tons, and elongation, 10% to 18%. Quality 
B has ultimate strength 21 to 24 tons, elongation 18% to 25%, 
and yield 12.7 to 15.87 tons. The difference between the two 
qualities is again a difference of heat treatment, quality A 
being produced by heating to a higher temperature for a 
longer period than for quality B. Lautal is forged at be- 
tween 440° and 480°, and after working may be returned to 
A or B conditions by appropriate treatment. 


THE LATEST DORNIER.—The Do.F twin-engined commercial monoplane (two 650 h.p. Rolls-Royce 


Drawn sections and tubes are produced in qualities A and § 
corresponding to those described above. 

Heat treatment for all of these forms of Ijautal consists of 
annealing by heating to 490° to 510° and quenching in cold 
water. It is then hardened in an oil or air bath at tempera: 
tures varying from 120° to 150°C. for from 16 to 48 hours 
according to the ultimate strength required. 

Lautal may be cut with normal, metal-working tools with 
facility but must be kept ata temperature below 160° in the 
process. It may be ground and _ polished easily, can be 
soldered or welded, though neither process is recommended. 
Rivetting must be carried out cold: 

An alloy, known as L.IV, which is actually of the same 
composition as Lautal, is supplied for casting. Naturally it 
has not the strength of the worked material, but it compares 
favourably with other. cast aluminium alloys, and can be im- 
proved by heat treatment after casting. Unheated sand cast- 
ings give a tensile strength of 7.6 to 11.4 tons, and die cast- 
ings of 10.2 to 12.7 tons. Heat treatment will increase these 
values by some 23 to 5%. 

Complete instructions for the working of the material may 
be obtained from Lavino (London) Ltd., to whom also should 
be addressed inquiries for licences to manufacture Lautal. 


THE FIAT A.20 ENGINE. 


A new type of aero-engine, evidently inspired by an effort 
to reach American compactness and light weight, has recently 
been produced by the Fiat Co., of Turin, and has successfully 
passed its tests, including an endurance test of 75 hours non- 
stop, at a rated h.p. of 410. 

The engine is of the 12-cylinder Vee-type with carburé&tor 
between the cylinders. Separate steel cylinders, with in- 
dividual sheet-steel water-jackets, are employed, and each 
cylinder has four valves. The overhead camshafts are carried 
in aluminium alloy casings, which tie the cylinder heads 
together. 

The engine is of small over-all dimensions—except for a 
slightly increased over-all length it is smaller than the 
Curtiss D.12, is very light, and is said to have given very small 
fuel consumption on its trials. 

SPECIFICATION. 

II5 m/m. (4.54 in.) 

150 m/m. (5.9 in.) 

410 h.p. at 2,060 r.p.m. 
Maximum output 420 h.p. at 2,200 r.p.m. 
Weight (including water) ...... 320 kg. (705 Ibs.) 

TWO NEW DORNIER AEROPLANES. 

The Dornier Do.F is a land version of the famous Dornier 
Wal and as a commercial machine has accommodation for 16 
passengers and two pilots. It is fitted with two 650 h.p. Rolls- 
Royce Condor engines driving tandem airscrews. 


os Bae BAP Coes indobona tet 


SPECIFICATION. 
Span 28.5 m Weight empty 5,100 kgs. 
Length 19.85 m. Normal load ...... 3,250 kgs. 
Height 6.15:m. Speeds area 175 km.p.h. 


Wing area TAS sSC ete 

A similar version known as the Do.N. is being built under 
license by the Kawasaki Dockyard Co. Ltd., of Kobe, Japan, 
and also by the Aktiengesellschaft fiir Dornier-Flugzeuge, 
Altenrhein, Switzerland. 

Following on the removal of restrictions regarding aircraft 
building in Germany, a large flying-boat, known as the 
Superwal is now being constructed at Friedrichshafen. It is 
of similar construction to the Wal, but will be equipped with 
two 650 h.p. Rolls-Royce Condor engines in tandem and 
will be capable of carrying twenty-one passengers in two 
separate cabins. The machine will have a petrol capacity 
sufficient for a flight of 2,000 kms. 


SPECIFICATION. 
OPA Eines ee 28.5 m Weight empty ...... 5,800 kgs. 
Msulegdey sdb Acddansvecs 24.6 m Normal load _...... 3,000 kgs. 
Eels ita entre ++ 5.2 m. Maximum load ... 3,500 kgs. 
Witeiarea- are... 143 sq. m SPCGd yeas eee 180 km.p.h. 


Condor 


engines) which has accommodation for sixteen passengers and two pilots. 
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Commandante Alan Marchese De 
Franco Cobham Pinedo 


ALL USED 


TITANINE 


DOPE 
ON THEIR RECENT GREAT FLIGHTS. 


TITANINE-EMAILLITE, LTD., 
EMPIRE HOUSE, 
175, PICCADILLY, LONDON, W.1. 


TELEPHONES Codes ; WORKS: Hendon (London). 
Regent 4728. A.B.C. 5th Ed. and Bentleys. New Jersey (U.S.A.). 
Gerrard 2312. Milan (Italy). 
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THE ALBATROS L.73. 

The Albatros L.73is a twin-engine passenger-carrier designed 
for operation on night service by the Deutsche Lufthansa. 
As may be seen in illustrations, this machine is a very cleail 
but conventional biplane design, which is structurally inter- 
esting in that it is entirely of metal with the exception of 
fabric covering. 

The fuselage—of rectangular section, with a slightly domed 
top—is of welded steel tube with rigid Warren-type bracing. 
Side-by-side seats for two pilots are arranged in the nose, and 
fitted with complete dual control. This cockpit is covered 
and has a fixed front windscreen, but is open at the sides. 
A Telefunken wireless outfit is carried, and the machine is 
equipped with a Rosenbaum Gyrorektor—a gyroscopic turn 
indicator combined with cross and fore and aft levels. 

The cabin is 1:5 m. (4 ft; tovin. ewide; 175) miz (5 tp an) 
high and 5.5 m. (18 ft.) long. It has armchairs for eight pas- 
sengers, and four of these are convertible to two Sleeping 
bunks. Each seat has its own openable window, and a hot- 
air supply is provided. There is the usual lavatory and lug- 
gage compartment at the back of the cabin. 

Both top and bottem wings are in three sections, the lower 
centre section being continuous across the fuselage. Wing 
spars are Warren girders, built up of duralumin angle-sections, 
and the ribs are of thin-walled steel tube, also Warren-braced. 
The engine mountings are carried on the outboard side of 
the interplane struts at the end of the centre section. The 
engines project well ahead of the wings, and are arranged 
to be detached with their bearers, etc., after undoing thre 
nuts and pipe and control connections. Radiators are carried 
on the front interplane strut above the engine, and each en- 
gine has its own petrol tank in the upper wing above it. The 
outer wing sections are braced in one bay on each side with 
N-type interplane struts. 

The ailerons do not project to the wing tip, and are so 
arranged as to open a Handley Page slot when they are 
pulled down. 

The undercarriage consists of a single V beneath each 
engine mounting, and a half-axle supported by the V and 
hinged at the bottom edge of the fuselage. Each V has « 
telescopic front leg, with compression rubber and oil dash- 
pot shock-absorbers. 1,300 x 300 m/m. tyres are fitted. 

The tail unit is almost devoid of external bracing, and like 
the rest of the structure is metal framed. The rudder alone 
is balanced. 

The machine is fitted with two B.M.W.IV engines of 
240 h.p. each, and is said to fly on one engine. The perform- 
ance figures given however substantiate this claim only with 
half the full pay-load. With this reduced loading the total 
weight represents 20 lbs. per normal h.p.—which sounds a re- 
markable result—but it is to be remembered that the 
B.M.W.IV engine is of the super-compressed, over- 
dimensioned type, and although 240 h.p. is the maximum out- 
put that can be maintained continuously with safety, 300 h.p. 
can be developed for short bursts. Even if level flight is only 
maintained by using this excess power, the power-loading is 
15 lbs. per h.p. (counting both engines) 


Span... 19.7m. (64 ft. 8 in.) Length 1.4.6 Tile (Agat to Ouiidey 


Height ... 4.7m. (15 ft. 6 in.) | Power loading (480 h.p.) 


Wilt oea ream sc ener O2nSGmaii: 10 kg./h.p. (22 Ibs./h.p.)} 
(990 sq. ft.) Fuel capacity ... Four hours. 
Weight, empty ...... 3,024 kg Max. aspeedaa ee 145 km./h. 


(6,666 lbs.) (90 m.p.h.) 
Pay load ...800 kg. (1,764 Ibs.) Speed, one engine, and 
Weight, loaded... 4,610 kg. 4,210 kg. (9,272 ibsm 

(x0,163 lbs.) loaded weight ...110 km. /h. 


Engines ...... [wo B.M.W.1V (68 m.p-.h.) 

240 h.p. each. Landing speed ...... 95 km.h, 

Wing loading...50 kg./sq. m. (60 m.p.h.) 
(r0%8) lbsa/isaa tts) Climb to 1,000 m. (3,280 ft.) 

I4 mins. 


THE FIVE-ENGINED PENHOET SEAPLANE. 


The large five-engined flving-boat constructed by the 
Chantiers de Penhoét of Saint Nazaire, which has previously 
been mentioned in these pages, made her first flight from the 
Loire on Saturday, June 26, piloted by Duhamel. This flight 
was merely a short straight. Further trials by the same pilot 
were made on July 1, but were concluded by an imperfect 
alighting which damaged the fore part of the hull. The 
damage is said to be slight and repairs are expected to he 
complete within a very short time. 

The machine is a large cantilever monoplane with a single 
central hull, fitted with five Gnéme-Rhéne Jupiter engines 
of 420 h.p each, distributed along the span of the wings, driy- 
ing tractor airscrews. The wings and tail surfaces are of 
normal fabric and timber construction, and the hull is largely 
of ply-wood. Such dimensions, etc., as are available. are 
tabulated in the specification. 

From the account given concerning the accident above 
mentioned, it appears that the machine is distinctly sluggish 
in answering controls at low speed with engines off. It ap- 
pears that a number of successful alightings were made with 
engines running, but that on the first attempt to alight with 
engines throttled right down, the pilot failed to flatten out 
properly, and drove the bows of the hull into the water. 


Spatiigeueseeee 40 m. (131 ft.) Weight loaded’...... 16,000 kg. 
Length ... 27 m. (88 ft. 9 in.) (35,200 lbs.) (approx.) 
Herohit nije. ..0. eee 7.75 m..° Wing loading 2... 59 kg. /mz2. 
Co Bie Abily), (12.2 lbs. /sq. ft.) 
Wille area ..c.0.0: 270 sq. m. Power loading ... 7.6 kg./h.p. 
(2,900 sq. ft.} (16.7 lbs. /h.p.} 
Engines ......... Five Jupiter, Estimated top speed 


160 km./h. (100 m.p.h.) 


420 h.p. each. 


THE ALBATROS L.73.—Side and three-quarter front views of the new twin-engined night flying passenger: 


carrier designed for use on the German air lines. 
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LIMITED 
THE VICKERS'ViRGINIA’ LONG DISTANCE BOMBER 


(Twin 450 hp. Napier'Lior’ Engines) 
PASTE f rom :~ 


OFFICIAL 


Bend, 


Parliam Se vats 


HOUSE OF COMMONS. 


VoL.192.No.18. THurspay, 25th Fesruary, 1926. 


“The SECRETARY of STATE for AIR 
(Sir Samuel Hoare): 

2 Last year the “Air Force 
carried out a series of remarkable 
long-distance flights in the neigh- 
bourhood of the British Isles. Here 
are one or two of them. On 24th 
September, five Vickers’ Virginias, 
from No. 9 Bombing Squadron, flew 
from Manston, in Kent, to Leuchars, 
the most northerly air station in the 
British Isles, and back to Manston 
in a day,a distance of 870 miles. A 
second flight was undertaken by 
eight Vickers’ Virginias from Worthy 
Down, in Hampshire, again to 
Leuchars, on3rd September. Although 
the weather was very bad three of the 
machines flew from Hampshire to ; 
Edinburgh and back without landing. 


Lieut.-Commander BURNEY: With 
full service load. 


Sir S. HOARE: Yes, with full service 
load, and as an ordinary service exer- 
cise, and not in any way as a stunt. 
They flew a distance, of about 800 
miles, spending as much as 12% hours 


LENGTH OVERALL .. 50-7" Saukete imam a oon APPROX.FULLSPEED . 108 opt. 


exe MINIMUM SPEED... .. 46 mp. 
HEIGHT OV. lz 3: vis 
EIGHT OVERALL .. 17-3 Way UNLADEN WEIGHT ... 9900125 


SPAN (SPREAD) .. 86-6" WEYBRIDGE USEFUL LOAD... .. .. 6850us 


( Fuel, Crew and patie). 


SPAN (FOLDED) .. 44-37 SURREY. TOTAL LADEN WEIGHT..16,750 18s, 


AH Enquzrries to:~ 
Aviation Department, 


VICKERS HOUSE, BROADWAY. LONDON, SW1. 


Telephone: 
VICTORIA 6900. 


Telegrams: 
VICKERS, SOWEST, LONDON 
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THE FLYING CLUBS. 
The Newcastle-upon-Tyne Aero Club. 

Report for week ending Aug. I. 

Time flown :—LX 21.05, LY 16.10. ‘Total 37 hrs. 15 mins. Dual 23.05, 
Solo 12.40. Passerger 1.30. ; 

The following members flew under instruction :—Mrs. Marcks, Miss 
Leathart, Col. Sir Joseph Reed, Messrs. Phillips, Middleton, FE. C. 
Kennedy, Irving, Stawart, Palmer, W. ‘Todd, ‘Thirlwell, Howard, 
Davidson, Bruce, Campbell, Sandilands, Shaw, J. Bell, George and 
Phillips. ; 

The following members also flew:—Mr. W. Baxter Ellis with Mr. 
F. H. Phillips. Mr. R. N. Thompson with the following passengers :— 
Mr. J. Towers, Mr. C. Rutherford. Mr. BE. Gibb, Mr. A. Thompson, 
and A. Bell. Mr. N. S. Todd with Miss Howard and Mr. W. ‘Todd. 

Solo practice:—Dr. Dixon, Mr. Smith, Mr. F. H. Phillips and 
Mr. C. Thompson. 

The following had joy-rides:—Mr. Robson, Mr. Farnsworth, Mr. 
Hayden and Miss Gieriot. 

During the week the following members completed the tests for 
their Pilot’s Licences, all completing in a satisfactory manner :— 
Dr. Dixon, Mr. F, H. Phillips, Mr. L. Smith, and Mr. C. Thompson, 
Junr. This, of course, is a record for the Club for any one week and 
it is hoped that several others will qualify at an early date. 

It became necessary on Thursday night to take out the engine 
from LY for top overhaul, otherwise the total amount of flying would 
have been much greater as excellent weather and a good turn up of 
members would have assured this 

[Reports from the other Clubs have failed to materialise up to the 
time of going to press owing to the intervention of the holidays.—Ep.1} 


A BOURNEMOUTH AVIATION MEETING. 

On Aug. 21-22 the Royal Aero Club are organising a Summer 
Aviation Meeting to be held at the Ensbury Park Racecourse, 
Bournemouth. 

The following is the list of events provisionally fixed for 
the two days :— 

1. Light Aeroplane Club Instructors’ Scratch Race.—Open 
to standard D.H. Moths from each approved Light Aeroplane 
Club to be flown by pilot instructors of the Club. First Prize 
£20. Second Prize £10 if four or more start. 

2. Private Club Handicap.—Open to any type of aeroplane 
entered by any recognised Flying Club other than the ap- 
proved Light Aeroplane Clubs. Pilot must be a member of 
the Club entering. First Prize £25. Second Prize {10 if 
four or more start. 

3. Bournemouth Summer Handicap.—Open to any type of 
aeroplane. First Prize £100. Second Prize £30 if six or more 
Starters. 

4. Light Aeroplane Club Members’ Scratch Race.—Open to 
the approved Light Aeroplane Clubs. Each Club must be 
represented by standard D.H. Moths owned by the Club, 
and the pilots must be members and have been entirely 
trained by the Clubs. First Prize £20. Second Prize JI! If 
four or more starters. 

5. Christchurch Sprint (Scratch Race).—Open to standard 
D.H. Moths. First Prize £25. Second Prize {£10 if five or 
more starters. 

6. Private Owners’ Handicap.—Open to all aeroplanes 
privately owned and registered in the name of the individual. 
First Prize £40. Second Prize #20. if four or more starters. 
Third Prize £10 if six or more starters. 

7. Boscombe High-Power Handicap.—Open to all aero- 
planes with engines of roo h.p. or over. First Prize £30. 
Second Prize £10 if five or more starters. 

8. Hnsbury Park Low-Power Handicap.—Open to all aero- 
planes with engines under roo h.p. First Prize £20. Second 
Prize £10 if five or more starters. 

Bomb-dropping Competition.—First Prize #10. Second 
ErIZene ase 

Events 1, 2, 5, 7 and 8 will be flown over a 10-mile course 
and Events 3 and 6 over a 20-mile course. The particulars 
of these courses will be announced later. 

The entry fee for each race will be Ios., and this fee, to- 
gether with the entry form, must be received by the Royal 
Aero Club not later than 17.00 hours on Friday, LS nak 
There is no entry fee for the Bomb-Dropping Competition. 

There is practically no shed accommodation on the race- 
course, and if machines require pegging down, competitors 
are advised to take their own tackle. ‘There will be shed ac- 
commodation for a limited number of folded Moths, which 
will be allocated in order of arrival. 

Racing will begin each day at 14.00 hours. 

Full particulars of this Meeting, together with entry 
forms, may be obtained from the Secretary, The Royal Aero 

Club, 3, Clifford Street, London, W.1. — } 


MALLITE 


THE AERONAUTICAL 


STRONGER AND MORE DURABLE THAN METAL 


For AERO and SEAP LANES manufactured to the 


BRITISH AIR MINISTRY SPECIFICATION 2.V3 by the 


PLYWOOD “UG & Fane rLYWo0D co, tam 


Phone ; Clissold 3680 (3 lines). 


SEVEN NEW WORLD’S RECORDS. 


During the last few days of June a Dornier Mercur single- 
engined monoplane put |up seven new World’s Records 
carrying useful loads of 500 kgs. and 1,000 kgs. 

As Germany doesnot yet belong to the F.A.I. it was necessary 
to make the record attempts in Switzerland in order that 
they may be officially homologated, arid the services of M. 
Mittelholzer were secured to carry out the flights. 

The records obtained were :— 

With 500 kgs. useful load :—Duration : 14 hours 43 mins, 
(60 per cent. gain over previous record) ; Distance : 2,300 kms, 
(40 per cent. gain over previous record) ; Speed : 164 km.p.h. 
over 2,000 kms. 

With 1,000 kgs. useful load :—Duration : 10 hours 5 mins. 
(170 per cent. gain over previous record); Distance: 1,400 
kms. (600 per cent. gain over previous record); Speed over 
500 kms and 1,000 kms. : 162 km.p.h. 

The Dornier Mercur is the latest development in Dornier 
land aircraft and was only produced a few months before 
the above records were obtained. It is a natural develop- 
ment of the Komet III but is fitted with the new 460 h.p. 
B.M.W.VI_ twelve-cylinder water-cooled engine and has ac- 
commodation for 8-10 passengers. 

For long-distance flights it is fitted with dual control and 
adjustable seats for two pilots. 

The normal fuel capacity is 84o litres, which is sufficient 
for a range of 1,200-1,400 kms. 

The dimensions of the passenger cabin are: 3.05 m. 
length, 1.27 m height, and 1.45 m. width. There are 
two luggage compartments with a total cubic capacity of 1.5 
cub. m., one in front and one in rear of the cabin. 


SPECIFICATION. 

DAM lee te-ce nee 19.6 m. Weight loaded ... 3,300 kgs. 
IS oy eA oe pccautodbun- 12.43 m. Speed, max. ... 200 km.p.h. 
Height 5.00 aes 3:40 m. Cellini iipeeee aes 6-7,000 m. 
Chord Ee. eee 3.260 m Clinb with normal load— 
Wing—aréa- 4, shee 62 m2. LO: 2,000 = iuieates 6 mins. 
Weight empty ...... 2,100 kgs. tO) 35000 cit een 8 mins. 
Normal load. ...... 1,200 Kgs. tO) A;000) Tee II mins. 
Max. load Wa.c-- 1,700 kgs. 


GERMAN AIRSHIPS. 


The Berlin correspondent of The Times of June 7 states :— 

Speaking at Jena last week, Dr. Eckener, the airship de- 
signer, said that now that the restrictions on German air- 
craft construction had been removed there was no absolute 
necessity to use the new 100,000 cubic metre Zeppelin airship 
now being built at the Friedrichshafen works for Polar ex- 
ploration. 

He said that the airship was to be equipped with engines 
of a new type driven not solely by petrol, but by a newly- 
discovered gas possessing the specific gravity of air. The 
advantages would be less danger of fire, a considerable reduc- 
tion in weight, greater reliability, and, in consequence, an 
increase of about 20 per cent. in efficiency. 

[Presumably the first paragraph means that the new ait- 
ships could be used for internal purposes, and/or that larger 
ships may now be built for exploratory and other purposes. 
The meaning of the second paragraph is far from clear, it 
is possibly a reference to the use of hydrogen as part fuel 
which has been misunderstood or misinterpreted.—ED. | 


WHY WE ARE VERY YOUNG. 


(With very real apologies to A. A. Milne.) 
Di 
HOPPITY. 
Willyam Sefton goes 
Hoppity, hoppity, 
Hoppity, hoppity, hop. 
Whenever I tell him 
It’s ten bob a landing, he 
Says he can’t possibly stop. 


Tf he stopped hopping he wouldn’t fly anywhere, 
Poor Doi, CAL he 

Couldn’t fly anywhere. 

That’s why he always goes 

Hoppity, hoppity, 

Hioppity, 

Hoppity, 

Hop. 


Grams : VICPLY, KINLAND, LONDON. 
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THE H. G. HAWKER ENGINEERING CO., LTD. 


Designers and Constructors to H.M. 
Air Ministry and Foreign Governments. 
. Specialists in Military Aircraft. 


“ HAWKER HORNBILL.”’ 


The ‘‘ Hornbill’’ Single-Seater Fighter Aeroplane with Rolls-Royce ‘‘Condor’”’ 
engine, is the latest Hawker production delivered to the R.A.F._ Like its 
predecessors, its all-round excellence marks it as a machine of outstanding merit. 


Works: Kingston, Surrey. Phone: Kingston 1988. 


Aerodrome : Brooklands, Surrey. Grams: Hawker, Kingston. 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Monday, 31; Tuesday, 28; Wednesday, 29; Thursday, 

33; Friday, 30; Saturday, 31; Sunday, 18. 

IMPEKIAL AIRWAYS LTD. : 
London—Paris—Zurich ; 
—Rotterdam—Amsterdam—Berlin : 
freight 21 tons. 

AIR UNION: 


London—Ostend—Brussels—Cologne; Jondon 
Machines 113, passengers &no0, 


Paris—London: Machines 50, Passengers 287, freight 315 tons. 
1) ORS 
Amsterdam—Rctterdam—lLondon : Machines 24, passengers 118, freight 
2 tons, 
SABENA : 


Brussels—London: Machines 12. 
DEUrscHE LUFTHANSA AG. : 

Berlin—london : Machines 0, 
PRIVATE } 

Machines 1, 


passengers 65. 
passengers oO, 


passengers 0. 


Total number of trips by British Machines, 114, carrying &10 pas- 
sengers. Foreign machines, 86, carrying 468 passengers. 
Comparative Figures: 

Week ending Aug. 1: 

Machines, <00; Passengers, 1,278; Crews, 250; Total persornet, 1,528 
Corresponding week, 1925. 

Machines, 136; Passengers, 668; Crews, 197; Total personnel, 865 
Corresponding week, 1924. 

Machines, 173; Passengers, 816; Crews, 213; ‘Total personnel, 1,029 
Corresponding week, 1923: 

Machines, 139; Passengers, 730; Crews, 224; ‘Total personnel, 954 
Corresponding week, 1922. 

Machines, 161; Passengers, 468; Crews, 266; Total personnel, 734. 
Corresponding week, 1921: 

Machines, 107; Passengers, 470; Crews, 132; ‘otal personncl, 602 
Corresponding week, 1920. x 

Machines, 104; Passengers, 212; Crews, 131; Total personnel, 343. 

CROYDON NOTES. 

The Argosy has made her maiden trip to the Continent. 

The machine which was on view at the Pageant, G-EBLF, 


belonged to the Air Ministry, and no doubt it will languish at 
Martlesham, “that indecisive country from whose bourne 
no aeroplane returns,’ until it is out of date. ‘The second of 
the species, G-EBLO, was delivered at Croydon early last 
week, and on Thursday, with eighteen par, and with 
Mr. Barnard as the Argonaut, she set sail for the ad- -Jason-t 


country of france, evidently thinking that there was not 
enough golden fleecing of the population there. However 
she found the franc on the upward grade, and, apparently 


satisfied, she returned. As she carried twenty, 
she does not seem to ee at the price. 


passengers 
A member of the 


Jewish tribe regarding her for the first time said, ‘‘ She Ith | 
ca-lothal machine.’’ (Sorry everyone, but it’s the heat.) 
Anyway the Argosy seems to be a thoroughly good aerc 
plane, and the fact that she flew to Paris on her maiden tri) 
with 18 passengers in 1 hr. 51 mins., and returned later i 
the day with eleven passengers and a heavy load of freigh| 


in 2 hrs. 33 minutes, shows that she has a thoroughly goo 
performance too. 
Lt.-Col. G. L. P. Henderson is much in evidence at Cig; 


don these days. He has bought a couple of Renault Avro 
and on these he carries out instruction from dawn until 09,0 
hrs. He then goes up to town to his office, and in the ever 
ing returns to Croydon and carries on more instruction work 

The four-engined Bleriot, having completed roo hours’ ex 
perimental air-line work, is now doing regular air-line work 
One saw her take off recently, like a scout, with 15 pas 
sengers up. And she only has four 230 h.p. Renaults, § 
that she is about the same horse power as the W.1o. 

Lt.-Col. Minchin and the Bristol Bloodhound (Jupiter VI 
are girding up their loins for further activity. The next iter 
on the programme is a flight to Stockholm in the day. 

Major Brackley and the Supermarine Swan, which wa 
hired by his uncle-in-law, Mr. R. Mond, flew with ten pas 
sengers to the Channel Islands and on to Dinard for the week 
end. This seems an excellent way of making short holiday 
go a long way.—G. D. 

HOLIDAY SERVICES. 

The ever-enterprising Mr. Leslie Hamilton has now acquire: 
a Vickers Viking (Napier), G-EBED. This machine, it ma 
he remembered, operated for some time in Spain a year or §) 
ago. Mr. Hamilte on is taking Daily Mails every morning fron 
Southampton to Jersey. He made his first trip on Augus 
Bank Holiday. His start was delayed by fog, but in spite o 
this he reached Jersey by 09.15 hrs. He made the retun 
journey in the afternoon, reaching Southampton at 16.00 hrs 
One met him in mid-Solent as he passed over on his returi 
when one was conveying the Morris Cxford and Asquith fron 
Vectis to the mainland in a barge and with lamentable lacl 
of respect he failed to notice one or to salute in the approve: 
manier. 

Mr. Dudley 
to the British 


Travers, who hires the red D.H.9 belongin; 
Insurance Group, is delivering Daily Mail 
from Jyympne to Ostend. Mr. George Bradly, late “0 
A.T, and T., the Instone Air Line, and of Skywriting fame 
is co-operating with him by bringing the papers from Londo 
to Lympne by car in the wee sma’ hours of darkness so tha 
Mr. Travers can get away from Lympne at crack 6 
dawn.—G. D: 


Loadon Office :— 


EVELYN HOUSE, 
62, Oxford St., W.1. 


Tel. Museum 4375. 


Parnall Pixie III Two-Seater. 


DESIGNERS & MANUFACTURERS OF 
ALL TYPES OF MODERN AIRCRAFT 
SPARE PARTS SUPPLIED ‘2 2: 


Folding Wings. 


COLISEUM WORKS 


Telephone: 
No. 4773 (3 lines), 
(P. B. Ex.) 


GEORGE - PARNALL & C2 


PROPRIETOR GEORGE G PARNALL., 


AIRCRAFT DESIGNERS & CONSTRUCTORS. 


és Telegrams: 
WARPLANES” BR/STO 


Experimental 
Works and Test 
Station :— 


Yate Aerodrome, 
Gloucestershire. 


Tel: Chipping 
Sodbury 50. 


Convertible to Biplane. 


FACTORIES 

PARK ROW, BRISTOL :: AY 
FEEDER ROAD, BRISTOL 
QUAKER FRIARS, BRISTOL 
MIVART STREET, BRISTOL 


PARK ROW 
BRISTOL 
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CELLULOSE ACETATE 


*“ NOVELLON ” 
DOPES AND VARNISHES 


SUPREME 


For tautening, weather-proofing ; also petrol and castor-oil proof. 


- - - FIRE RESISTING - - - 
- DOWNOT DETERIORATE SIN STORE - 


EXCLUSIVELY USED ON ALL BRITISH AND ALLIED WAR PLANES. 


Used on FIRST AEROPLANE ACROSS ATLANTIC, FIRST AEROPL\NE 
TO AUSTRALIA, AND R.34 AIRSHIP TO AMERICA AND BACK. 


ECONOMICAL. FOR ALL CLIMATES. SAFETY FIRST. 


Sole Varufac urers in Great Britain of Cellulose Acetate. 


BRITISH CELANESE LIMITED. 


Head Office and Sales Department: 8, WATERLOO PLACE, LONDON, S.W.1. 
Telephone: Regent 4045 
Dope Works: Maybury Gardens, 
Works: Spondon, near Derby. bev iiteacd Gres N.W.10. 


Telephone: Willesden 1619 and 2380. 


Qe 
Qua Ity L ells! 
= LL over the world, in almost every achievement of speed 
Zw or reliability, cn land or water or in the air, Wakefie'd 
ZZ CASTROL is the lubricant chosen. QUALITY TELLS ! 


Performance is proof—and the public performances 
of Wakefield CASTROL have inspired thousands 
to try its quality, and so become CASTROL 
enthusiasts.) QUALITY TELLS! 


Month by month the demand for Wakefield 
CAS HPROPverovs. -OUALLEY LELLS | 


Specify Wakefield CASTROE when next you buy 
oil, and you will soon realise why over 200 Leading 
Motor Manufacturers recommend— 


_ WAKEFIELD 


There is a grade of Wakefield CASTROL 
for every engine. Write for our Pocket 
Lubrication Index. 


C. C. WAKEFIELD & CO., LTD., 
All-British Firm. | ; 
Specialists in Motor Lubrication. 


Wakefield House, Cheapside, London, E.C.2. 
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CELLON DURABILITY. 


Cellon Ltd., the World-famous manufacturers of aircraft 
dope and varnishes, and of Cerric enamels, have received 
from the Fairey Aviation Co. Ltd. a testimonial which de- 
serves to become an historical document. It reads as 
follows :— 

We are writing to inform you that we have examined the four 
Fairey III.D aircraft after their successful termination of the Cairo-— 
Cape—Cairo—London flight under Wing Commander C. W. H. Pulford, 
O.B.EB., A.F.C., R.A.F., and find that the Cellon Dope was in ex- 
cellent condition throughout and showed no signs of cracking or 
peeling. 

Furthermore, all fabric-covered surfaces were still quite taut and in 
substantially the same condition as when they left our works. 

During this flight of over 14,000 miles the aircraft remained in the 


open over almost the entire period and were subjected to extreme 
variations in climatic conditions. 
For Tur FAIREY AVIATION CO. LIMITED. 
(Signed) M. Wricui, Director. 


July 13, 1926 


VICKERS’ APPOINTMENTS. 
Mr. A. Cartwright has been appointed a Directo1, of Vickers 


Ltd. Mr. G. G. Sim has been appointed Secretary of Vickers 
Ltd. 

NEW COMPANIES. 
HAMPSHIRE AEROPLANE CLUB JrtD.—Private Co. Registered July 5. 


To promote, assist and encourage 
aerial navigation in all its forms, and the study of aeronautics, 
also the development of all sciences connected therewith and the 
construction of aerial conveyances of all kinds, etc. 

The Directors are: R. H. Bound, address not stated. A. N: Clifton, 
49, Bugle Street, Southampton. R. V. Perfect, address not stated. 
O. E. Simmonds, Holmfels, Woolston, Hants. A. R. Van den Bergh, 
address not stated. 

Qualification: One share. Remuneration: As fixed by the Company. 
Secretary: J. R. Hillair-Brady. Solicitors: C. C. Sharp, 36 and 47, 
High Street, Southampton. Registered Office: St. Michael’s Chambers, 
126, High Street, Southampton. 


MORTGAGES AND CHARGES. 

CENTRAL AIRCRAFT Company L,rp.—Particulars filed of £4,000 debentures 
authorised June 28, 1926, charged on the Company’s undertaking and 
property, including uncalled capital, the whole amount being now 
issued. 

MIDLAND AERO CLUB I,rD.- 
a charge dated June 17, 1926, to secure not 
on such of the Company’s property, present 
been or may be purchased, in whole or in 
supplied by the President of the 
by virtue of any insurance (other 
Liability Insurance) effected by the 
insurance until the shall have been laid out by the Company 
in making good the damage in respect of which it is re- 
ceived by the Company. Holder: President of the Air Council. 

YORKSHIRE AKFROPLANE CLUB 1/tp.—Agrecment to debenture 
dated June 18, 1926, to secure not more than £2,000, charged on sueh 
of the Company’s property, present and future, as may have been 
or may be purchased in whole or in part either with money supplied 
by the President of the Air Council or with money received by virtue 


Capital, £100 in £1 shares. Objects; 


Agreement to issue debenture containing 
more than £2,000, charged 
and future, as may have 
part, either with money 
Air Council or with money received 
than Third Party or Employer’s 
Company by virtue of any such 
same 


loss or 


issue a 


of any insurance (other than Third Party or Employer’s Liability 
Insurance) effected by the Company by virtue of any such insurance 
until the same shall have been laid out by the Company in makinz 
good the loss or damage in respect of which it is received by the 


Company. Holder: President of the Air Council. 


PERSONAL NOTICES. 


DEATH. 
DAI,TON.—On July 27, off the coast of Brittany, while attempting 
to save a bather in difficulties, Henry Dalton, aged 25. He «was 
employed by the Air Ministry at Farnborough, and was official handi- 


capper for the last King's Cup Race. 
MARRIAGES. 

AIREY—SPEARING.—On July 28, at Twickenham, Flg. Off. James 
Lionel Airey, D.F.C., R.A F., eldest son of Mr. and Mrs. James A 
Airey, of Kew Gardens, to Kathleen Elizabeth Spearing, eldest 
daughter of Mr. and Mrs. Walter FE. Spearing, of Twickenham. 


PLENDERLEITH—PASSMORE.—In London, on July 37, Flt. Lt. 


W. N. Plenderleith, R.A.F., eldest son of William Plenderleith, of 
Sunwick, Berwick-on-Tweed, to Dorothy, youngest daughter of the 
Rev. and Mrs. J. Passmore, of Madras, India. 


SUTHIRLAND—RUSH.—On July 27, at St. Paul’s Church, Bedford, 
Fit. It. Robert Bruce Sutherland, D.F.C., eldest son of Mr. and Mrs. 
Donald Sutherland, of Ingersoll, Ontario, 1o Kileen de Mairis, only 
Leary of Mr. and Mrs. Charles D. Rush, of St. Michael’s Road, 
Bedford. 


BIRTHS. 


CAVE-BROWNE-CAVE.—On July 29, at 21, North Side, Streatham 
Common, S.W.16, to Wing Cdr. and Mrs. T. R. Cave-Browne-Cave, 
R.A.F.—a _ son. 

DICKINSON.—On Aug. 2, at Durley, Palfrey Close, St. Albans, to 


the wife of Fig. Off. Vincent N. Dickinson, Reserve of Air Force 
Officers—a daughter. 
GNOSSPELIUS.—On July 29, at Kendall, to Barbara (née Colling- 


wood) and Oscar daughter 

STOKES.—On July 22, at “ Corrie,” Wintonhill, Stockbridge, to 
Lilian Frances, wife of Capt. H. A. Stokes, Education Officer, R.A.F.-— 
a son. 
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Is the finish on your car so delicate that 
it requires constant attention? If so, you 
have probably a paint and varnish finish 
—a finish which is only effective while 
the varnish lasts, when this wears away 
under repeated washings there is no 
protection. 

If your car is finished with CERRIC Cellulose 


Lacquer, there is no varnish to wear away, each 
coat is a protection coat. CERRIC is tougher 
than paint and varnish, it does not readily 
scratch, it is impervious to grit, mud and tar, 
and each cleaning actually serves to improve its 
brilliant lustre. 


erric 


CELLULOSE 
LACQUERS 


CERRIC is used by many leading 
makers, and any up-to-date Coach 
Finisher can apply it. For descrip 
tive booklet and address of nearest 
CERRIC Finisher, write to the sole 


manufacturers :— 


CELLON eicHMonp) LTD., 


Cellon Works, Petersham Road, Richniond, Surrey. 
Telegrams: AJAWB Richmond, Surrey. Telephone: Richmond 2213 (3 lines)- 
C.1- 
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A WINTER PURSUIT.—Curtiss P.W.8 single-seat biplanes (400 h.p. Curtiss D.12 engines) belonging to the 
Ist Pursuit Group, U.S. Army Air Service, mounted on skis and operating from the frozen surface of Lake Van Ethan 
during the 1925-26 winter manceuvres at Camp Skeel, 200 miles north of the Group’s base. 


MARCONI WIRELESS APPARATUS M 


Amundsen’s flight in the airship Norge across the North 
Pole and Major Franco’s aeroplane flight to South America 
have proved the immense value of Marconi wireless tele- 
graph and direction finding apparatus to long distance 
flying expe itions, by providing all-important meteoro- 
logical reports and valuable route-finding information. 


Marcont’s Wireless Telegraph Co., Ltd., Marconi House, Strand, W.C.2. 


Telephones: TITANINE-EMAILLITE, LTD., Pee eee Sy athe 
2312 . B a etrafree, ’ 
pees and Empire House, 175, Piccadilly, London, W.1. Codes: A.B.C.. 5th Edn. 


Works :—London and New York and Bentleys 
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ON CIVIL AVIATION AGAIN. 


Owing to the facts that it is relatively impossible for two 
persons to eat one dinner, and that the accommodation at 
the Royal Aero Club is limited to sixty eaters, and that 120 
into 60 won’t go, and that one delayed till too late asking 
to be allowed to be one of the privileged sixty, one was un- 
able to be present at the Royal Aero Club’s fourth House 
/Dinner, when Civil Aviation was discussed. Consequently 
one was debarred from hearing the crumbs of wisdom which 
fell from the rich men’s table—rich in knowledge rather than 
in Iucre, if one may believe the plaints of aircraft construc- 
tors when pressed to spend money on air sport or propa- 
ganda. 

That discussion was duly printed in the form of an antiphonic 
chorus by William H. Sayers and Geoffrey Dorman. The 
notes that follow are one’s own reflections on the subject, 
untinged by what was said at the Aero Club and unlimited 
by the rule which asks speakers to stop talking after ten 
minutes each. But they are considerably influenced by the 
spread of civil aviation in the States, as disclosed by Mr. 
Lester D. Gardner in Aviation recently. These notes are 
in fact what one would like to say in public if one had 
the knack of thinking and talking when on one’s hind legs 
—which one has not. 

Wauat Is Crvu, AVIATION ? 

Civil Aviation may be divided into three main branches 
thus :—(A) Air line work, (B) Commercial flying, (C) Sport- 
ing flying. 

Air line work is not as yet a commercial proposition. That 
is to say flo air line has yet run a regular service without 
some sort of Governmental support, either in the way of a 
direct subsidy, or a postal contract, or a free issue of material, 
or something of that sort. Therefore one does not propose 
to discuss air lines at length. 

There are aeroplanes which will pay for their own running 
costs if fully loaded every trip, or nearly so, at what are to- 
day considered reasonable fares for passengers and goods. 
But as air lines must run to schedule time, with or without 


passengers and goods, a pay-load cannot be assured every 
trip. And so air liners (giant or otherwise) must be con- 
sidered as national assets, or liabilities, in the luxury-necessity 
class, along with. high-speed express trains, ‘‘ ocean. grey- 
hounds,’’ Government departments, and other things which 
cost a lot more money than they can earn or are really worth, 
although, in the words of the old song, ‘‘ You have to have 
’em, whether you like ’em or not.” 

Commercial flying is another matter. It includes air sur- 
veying, which is the cheapest and quickest form of map- 
making; forest patrols, which save their cost a dozen times 
over in a year; and special chartering of aeroplanes for 
special journeys, which may save money to the business man 
who hires the machine and certainly is a commercial pro- 
position to the firm from which the machine is chartered. 
Also one may include in real commercial aviation some forms 
of air line activity. 

For example the extraordinarily punctual and efficient New 
York—San Francisco air mail service is commercial because, 
although it is supported by the U.S. Post Office, its commercial 
value in accelerating business.more than covers its cost. And 
the two Australian air lines are commercial, because although 
they draw subsidies they accelerate communication between 
districts which before had no connection. And the Czecho- 
Slovak air lines which are now being reorganised in col- 
laboration with the Aircraft Operating Co., will be commercial 
propositions for precisely the same reason,—of which more 
will be said later. Also the German Scadta line up the Mag- 
dalena River in Colombia is a commercial success. 

Sporting flying is itself of various kinds. The greater pro- 
portion of it is done in the form of what we call “ joy- 
riding,’ or what the Americans call ‘“ gypsy flying.’ <A 
firm like the Berkshire Aviation Tours, with its 32,000 pas- 
sengers in one year, or the Cornwall Aviation Co., with some 
10,000 pessengers on. one machine in less than a year, pro- 
vides more sport for the people of this country than all the 
Light Aeroplane Clubs can do for some time to come. 


TEACHING THE 


matter in this country, No. 25 Fighter Squadron, R.A.F., 


OLD IDEA.—In a praiseworthy endeavour to instil ‘‘ airmindedness ’’ into the people who 
on Gloster Grebes, gave a demonstration to the grave and 


reverend members of the British Association assembled in solemn conclave at Oxford last week. Here are seen the 
machines and personnel of the Squadron, The number of N.C.O. pilots, in a fighting squadron, is noteworthy. 
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Joy-riding is in fact a combination of sporting flying and 
commercial flying. It is commercial (and a paying proposi- 
tion at that) for the owners of the machines. And it is sport 
for those who pay. 

Then there are a few, a very few, private owners of aero- 
planes, who fly for love of flying—all honour to them. ‘They 
are now running a little club of their own, membership of 
which is confined to private owners of aeroplanes. And it 
is doing good work. 

And lastly there are the Light Aeroplane Clubs, few in 
number, short of machines, and small in membership as yet, 
but with vast possibilities if properly handled. One regards 
these clubs as being actually first and foremost in importance 
as they are the foundation from which the future progress of 
3ritish Aviation must spring. And one proposes to discourse 
on them for a space. 

CO-OPERATIVE FLYING. 

Quite a long time ago one argued that flying could only 
become popular as a sport by making it co-operative. Per- 
sonal ownership of an aeroplane, even for an owner-driver- 
enthusiast, is far too expensive for any but the favoured 
few. 

The aeroplane holds a position halfway between the motor- 
car and the motor-boat. It can never be a poor man’s 
vehicle, to be kept in a shed alongside an eligible villa and 
started from the front door thereof. It must be always kept 
at an aerodrome. So the aviator, whether owner or not, must 
go to the place from which he has to start, just as the owner 
of a motor-boat has to go to the dock where it is kept. 

On the other hand, the aviator is not limited as to his 
course when once he has started, as the motor-boat owner 
is limited by rivers or coast-lines—even if he is one of the 
fortunate few who can keep his boat at the bottom of his 
own lawn. Nor is the aviator confined to roads as is the 
motorist. So his freedom of direction makes up for his limi- 
tation of starting place, and, fo a certain extent, of landing 
places. 

But, to get to his aerodrome the aviator needs a car- And 
there are very few men of aviating age who can afford to 
give £800 for an aeroplane and about the same sum for a 
car, and pay for maintaining both of them. 

Tf a man has £1,000 to spare he buys the car and does 
without the aeroplane. And in these hard times there are 
mighty few young or youngish sportsmen with {1,000 to 
spare. There may he enthusiasts on that financial level who 
would pav £800 for an aeroplane and be content with -a £200 
car. But there are not enough of them to affect the market 
for aeroplanes and make the £800 aeroplane a mass-production 
job. 

On the other hand there must be plenty of gilded or at 
any rate silver-gilt vouth, of the type known in these days as 
“lads of the village,” who, having paTd £500 or £700 for a 


speed-car, will cheerfully spend anything between {roo ané 
£500 a year on flying. 

And that is precisely where the Light Aeroplane Clubs come 
into the picture. They can provide co-operative flying at ¢ 
price which gives the man of moderate means a chance of 
being an aviator. 

THE OPPORTUNITY OF THE CLUBS. 

The psychological aspect of co-operative flying is well worth 
studying by those who have the handling of the Light Aero. 
plane Clubs. For on a proper understanding of this the gsue- 
cess or failure of the Clubs must largely depend. 

The first fact to be grasped firmly is that flying as such is 
one of the most boring things in the World. Nothing is more 
tiresome than to sit behind an engine and just go on and on 
and on and on—like the tail of Terrible John—and only see 
what looks like a badly-drawn and carelessly-coloured map 
sliding underneath. 

When once a man can fly decently there 1s nothing for him 
to do in the air. In motoring, especially on fast and narrow 
roads, there is always an element of sport in getting round 
corners and wondering whether the man in the other car is 
a bigger or less fool than oneself. But flying. except for get- 
ting off and landing, or finding one’s way in bad visibility, is 
rather less exciting than driving on a dry day when there is 
no other traffic on it on one of those ghastly new arterial 
roads which an unpractical Road Board has inflicted on us. 

Aerobatics, more yulgarly called stunting, provide an ele- 
ment of comic relief. But an aviafor soon gets past the 
stage when he enjoys looping or rolling or spinning for the 
fun of doing it. These exercises are of no benefit to the 
digestion or the muscles as they would be if one did them 
corporeally on dry land. In an aeroplane by oneself they just 
become boring, except when testing a new machine to dis- 
eover its tricks and peculiarities. 

Purely as a means of locomotion the aeroplane is excellent. 
Put we have not vet reached the stage at which every town 
will have an aerodrome and every village a landing ground. 
So there is not much chance of the members of Light Aero- 
plane Clubs joining and flying with the main idea of getting 
about the country quickly and cheaply. 

Therefore those to whom is committed the task of popu 
larising the Light Aeroplane Clubs must look for motives 
other than pure selfish enjoyment of flying, or a desire for 
rapid locomotion, to induce people to join. 

MIxED MOotrvres. 

If you dig right down into the queerly mixed motives which 
cause any human action you will probably find that the two 
most powerful are vanity and charity, and that quite often 
the two are combined, incompatible though they may seem. 
And by vanity one does not mean just playing to an andience, 
for there is much subtler vanity than that, namely the joy 
of self-approval. 


A THRE 
engines) constructed by the Stout Metal Airplane Co., 


E-ENGINED AMERICAN CRAFT.—The Ford-Stout commercial monoplane (200 h.p. Wright Whirlwind 
a division of the Ford Motor Co., of Detroit, Mich. It 


is of all-metal construction and will be used on the contract air mail routes operated by the Ford Co. between 
Detroit and Cleveland and Detroit and Chicago, 
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O discover the best German seaplane a competition has been 
held in Germany recently. 


This competition proved so strenuous both from a reliability and 
seaworthyness point of view, that, of the seventeen machines 
entered, only three finished. 


A Heinkel seaplane, fitted with the only British 
NAPIER Lion engine in the competition, won First 
Prize, being the only machine and engine to complete 
the severe trials without any repair or penalty mark. 


For all purposes in all climates 
install the British-built water-cooled 


NAPIER 


The finest aero engine in the World 
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OTHER NAPIER ACHIEVEMENTS IN 1926 


Cairo to Cape Town and back to eos 
England by four Royal Air Force 4 
Fairey machines Total engine miles 56,000 * aon 
Engg 

Plymouth to Alexandria and back ‘rH 
by two twin-engined Royal Air Force my 
Supermarine flying boats ri 5 » 27,600 tes 
. : “8 
Spain to Buenos Aires by twin- Be 
engined Dornier flying boat flown na 


by Major Franco ¢ < eel OLS 
All these flights were accom- 
plished free of any engine trouble. 


D. NAPIER & SON LTD. 
Acton, London, W.3 
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For example, some of our finest fighting pilots performed 
their most gallant feats with only themselves and their enemy 
to behold them. And, like many of the bravest men in 
history, they were upheld in their fights and got the most 
supreme pleasure out of them simply by, so to speak, sitting 
outside themselves and in a curiously impersonal way admir- 
jng their own skill and courage. 

It is_a horrid idea, but it is a basic factor in the psychology 
of the human animal. Biologically it is probably allied to the 
fighting between other animals at the mating season, when 
the males fight purely for the sake of showing off, and not 
because there is any scarcity of mates. 

At the other end of the scale, is that unholy glow of self- 
righteousness which even the most charitable by nature can- 
not help feeling when they deliberately put half-a-crown in- 
stead of a penny into the plate on the occasion of their bi- 
ennial visit to church, happily forgetting that they would give 
as much to an alien waiter for services badly rendered at a 
meal for two in a fairly decent restaurant—and think nothing 
of doing so. Presumably the glow comes from watching one- 
self give something for no immediate visible return—omit- 
ting the minute value of the gift as a species of fire-insurance 
premium. And obviously that is also a form of vanity. So 
here charity and vanity join forces. 

Now, admitting that flying is boring and is not at the 
moment an ordinarily useful means of locomotion, why should 
anybody fly? The answer is simply, to compete with other 


people, which is a form of vanity, and to give pleasure { 
cther people, which is a form of charity. 

The pleasure of competition lies in learning to fly quick« 
or better than the other pupils, in flying and getting off an 
landing in better style than the others who have qualified fc 
their Class “ A” Certificates, in doing better and long« 
cross-country flights, and, when the Clubs are more 
veloped, in winning Club and inter-Club races. That is a 
a form of vanity. But it is an entirely praiseworthy man 
festation of it, in that it all makes for progress in Aviatioi 
and for increasing the air-mindedness of the Nation. 

Giving pleasure to other people lies in taking others fc 
flights as passengers, giving pretty exhibitions of flying ¢ 
entertain non-flying spectators, and in winning inter-Clu 
competitions for the honour of the Club, and in a gener 
way helping to make one’s own Club better than the others,- 
all of which increases the Nation’s airmindedness. 

When you boil all that down to practical politics it mean 
that the Clubs have got to promote the spirit of competitio 
and sportsmanship and co-operation. 

The more flying the Clubs do the more popular flying wi 
hecome. And the more popular flying becomes the mor 
members will join the Clubs. And the greater the numbe 
of new members the more new machines the Clubs will b 
able to afford. And the more machines the Clubs have th 


more flying they will be able to do. And so on, like a re 
curing, decimal =-Crce 1c 
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THE PRINCE OF WALES AND THE BRITISH 
ASSOCIATION, 


In the course of his presidential address at the opening of 
the annual meeting of the British Association at Oxford on 
Aug. 4, His Royal Highness the Prince of Wales said :— 

‘The guidance of scientific research, in its inception, lies with the 
genius of the individual, its results for the future may he far 
beyond the realisation even of the scientific workers themselves. ‘The 
Oxford Meeting of the Association in 1894 supplies a simple example 
of this. There was a discussion on flight, in the Section of Mathematics 
and Physics, opened by Hiram Maxim; and no less a leader in 
science than Kelvin afterwards described Maxim’s own flying machine 
as a child’s perambulator with a sunshade magnified eight times. 
Yet it was not many years before research in aeronautics had become 
the care of the State as well as of the individual; and the work 
carried out before 1914 under (what is now) the Aeronautical Re- 
search Comunittee led on to our wonderful development of aircraft 
during the war.’ 

A demonstration was given to members of the British As- 
sociation by the Royal Air Force at Port Meadow, on Aug. 6. 
The demonstration consisted of an exhibition of different 
types of machines and instruments, followed by flying. 

On Monday, Aug. 9, Mr. H. E. Wimperis read a paper be- 
fore the Engineering Section on the La Cierva Auto-giro. 
Having described this class of machine, and drawn particu- 
lar attention to the neatness and ingenuity of the mechanical 
design thereof, Mr. Wimperis pointed out that although it 
was obvious that the rotating wing type was possible, it 
had been doubtful whether safe descent, engine stopped, 
could be achieved. 

The Auto-giro had dissolved this doubt by showing that the 
undriven rotating wings properly designed would give 
enough sustentation to permit safe descent. Careful investi- 
gation at Farnborough showed this to be possible. 

The Auto-giro, being a practical flying machine, provided 
a safe and convenient means of investigating the performance 
of all types of rotating wing machines, and permitted them 
to work from the known to the unknown, and might lead to 
the production of a successful helicopter. It was at any rate 


clear that there was a field for the rotating wing aircraft 
but it was yet too early to say what the extent of that fiel 
would prove to be. 


THE CONTROL OF FRENCH AVIATION, 

With the accession to power of the Poincaré Ministry am 
for reasons of economy the Under-Secretariat of State fo 
Air, together with all other Under-Secretariats, has beet 
suppressed. M. Laurent Eynac, the late Under-Secretar 
of State for Air, who held this post from January, ro2z t 
July, 1926 and outlived ten Cabinets, resigned when the Brian 
Ministry fell, and was not reappointed by the short-live 
Herriot Ministry. M. Laurent. Kynac’s retirement from thi 
post will be a great loss to French Aviation. Owing to hi 
untiring energy, his ready grasp of the situation, his abilit: 
to pick capable collaborators, and his great personal charm 
he succeeded in securing for France a very powerful positioi 
in the Aeronautical World. ‘The policy of long service flight; 
either for record breaking or propaganda purposes, and _ hii 
active encouragement of the French Industry, has resultec 
in France regaining most of the World’s Records which hac 
been lost to the United States in 1923. 

With the suppression of the Under-Secretariat for Air, thi 
technical, manufacturing control, navigation, and meteor 
ological services have now been grouped under a Directorate 
General of Aeronautics, which is attached fo the Ministry 0 
Commerce, after having been temporarily attached to thi 
Ministry of Public Works. Inspector-General Fortant, hither 
to Director of the Technical Service, has been appointed heac 
of this new Directorate, with the title of Civil Director o} 
Aeronautics. Colonel de Goys, who was M. Laurent Hynac’s 
Chef de Cabinet has been appointed Director of Mili 
tary Aeronautics, in place of General Dumesnil, who held thi; 
post from 1920. 

M. Laurent Eynac will probably re-enter the field of 
journalism, which he left upon becoming Under-Secretary ol 
State for Air, when he also relinquished control of the maga: 
zine, L’Air, which he founded. 
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FILLING-UP.—The Bleriot 155 (four 230 h.p. Renault engines) which has recently been taken over by Air Union 


and used on their London—Paris service, filling up with Pratt’s Spirit at Croydon. The machine is named after 


the late Clement Ader, the great pioneer of French flying. 
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THE KING’S CUP AIR RACE, 1926. 


The winning of the 1926 King’s Cup 
ite RACOmDy me Gapta 8 broad, |. Ones 
de Havilland ‘* Moth,” fitted with a 
FAIREY-REED Aitsctew, adds _ yet 
another event to the long list of 
successes achieved with the Reed 
Airscrew, 


AIREYREE 


ALL: METAL AIRSCREW 


Among other recent successes may be 
mentioned: Commander Byrd’s flight 
to the North Pole; Lieut. Medaet’s 
flight of 11,400 miles from Brussels to 
the Congo and back; the World’s Speed 
Record of 278 miles Per Dour ectcametc: 


Sole Manufacturers and Luacensees of the Reed 
patent metal airscrew for the British Empire: 


FAIREY AVIATION COMPANY, LIMITED, 
HAYES ge 2 . MIDDLESEX, 
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MR. COBHAM REACHES AUSTRALIA. 


Mr. Alan J. Cobham, who, with Sjt. Ward as engineer, is 
flying from London to Melbourne and back on a De Havilland 
so (Armstrong-Siddeley Jaguar), flew, on Aug. 3, from Soura- 
baya to Bima, 

On Aug. 4 they flew to Kupang (Timor). ; 

On Aug. 5 they reached Australia at Port Darwin,—37 days 
after leaving London 

As the late Sir Ross Smith flew from London to Port 
Darwin in 29 days, 29 may fairly be considered as Bogey 
for the course, so that Bogey was 8 up on Mr. Cobham. No 
doubt Mr. Cobham will attempt and accomplish a high-speed 
flight home, in which he will be well up on Bogey, in which 
case he will certainly be awarded a plus handicap on his 
return. 

Evidently Mr. Cobham regarded the water at Port Darwin 
as ‘Casual Water,’ as he was permitted to lift his machine 
out and drop it on the fairway in a line with, but no nearer 
to, Melbourne. Here he fitted it with a land undercarriage 
for the journey to Melbourne and back 


On Aug. 8 Mr. Cobham left Port Darwin and flew to 
Brunette. ; . ; ; 

One would imagine, from reading the title page of Miss 
Anita Loos’ notorious book, ‘‘ Gentlemen Prefer Blondes,” 


that this was very ungentlemanly of him. 

Later in the day he flew to Camooweal. 

Mr. Bruce, the Prime Minister of Australia, has been try- 
ing to foist Australian Government petrol onto Mr. Cobham. 
This seems rather an extraordinary action for him to take 
at this stage of affairs. 

Three petrol companies, the British Petroleum Company, 
the Burma Oil Co., and the Shell Company, all decided to 
help the sucess of the flight by providing and laying down 
petrol dumps where the route passed their particular areas. 

The Shell Company, through their Borneo bases, promised 
to supply spirit from Bangkok to Melbourne and back, and 
in actual fact many of the dumps in Australia were laid by 
aeroplane. Now this sort of thing costs money, and it 1s 
natural that if a company goes to the expense of laying 
dumps it requires a reasonable guarantee that they will be 
used. 

Apparently Mr. Cobham was willing to use this Australian 
petrol, but before he started those who control the supplies 
did not see fit to arrange adequate dumps, though they seem 
anxious enough to help now that he has got to Australia. 
Consequently, in a letter to Shell-Mex Ltd., written on Apr. 
20, Mr. Cobham says “It is clearly understood that I shall 
fly on Shell spirit between Melbourne and Bangkok on out- 
ward. and return journeys.’’ 

Incidentally, one gathers that the Borneo spirit, supplied 
by the Shell-Mex-Royal Dutch combine, is used without ben- 
zol, being sufficiently rich in aromatics without additions. 

So quite where Mr. Bruce and his company come in one 
fails to see.—G. D. 


FORD AEROPLANE DEVELOPMENT. 


The definite commitment to Aviation of Henry Ford and 
all his ramifications is proven by the fact that information 
about Stout Metal aeroplanes is now circulated to the Press 
by the Ford Motor Company, Detroit, Mich. 

A circular dated July 10, describes “ the new Ford three- 
engined monoplane, just completed by the Stout Metal Air- 
plane Company, a division of the Ford Motor Company,” and 
the statement is made that ‘‘ except for longer wings and 
larger cabin space inside, the new plane is similar in every 
respect to the single-engine Ford planes which have been 
in operation for more than a year on the Ford Airways be- 
tween Detroit and Chicago and Cleveland.” 

Mr. Henry Ford and his son Edsel both went out to the 
Ford flying field to witness the first test flight of the machine, 
and a later test flight was witnessed by representatives of 
the National Air Transport Co. of Chicago, in which Col. 
Paul Henderson and Mr. C. M. Keys are concerned, and the 
Colonial Airways Co. of Boston, of which our Mr. Biddle- 
combe is one of the Managers, and the Western Air Express 
Co. of Los Angeles, and the Florida Airways Co. of Tampa, 
on the bay better known in this country in song than in 
geography. ; 

The new machine has a span of 70 feet. One engine is in 
the nose of the fuselage and the other two are arranged one 
on either side below the wing, for which arrangement the 
claim is reasonably made that greater efficiency is obtained 
because the airscrews deliver their power without interfer- 
ence from the wings. One is glad to see that Mr. Stout like 
Mr. Koolhoven, has realised that wing-interference ‘is a 
serious objection to the use of tractor airscrews. 

The engines are 200 h.p. air-cooled Wright Whirlwinds 
with metal airscrews. The seating capacity is only for eight 
passengers and a pilot and a mechanic, which does not seem 


very much for 600 h.p. But doubtless the machine can carrv 
a greater weight in goods. : 
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THE KEMPSTON BALLOON ACCIDENT. 

Five persons, including Mr. KE. T. Willows, the pilot, were 
killed, and one seriously injured by an accident to a captive 
balloon at a flower show at Kempston, near Bedford, on 
Tuesday, Aug. 3. 

A number of successful ascents carrying passengers had 
been made by the balloon during the same and the previous 
day. On its last ascent it carried four passengers in the 
basket together with Mr. Willows, in a hammock seat in the 
ropes. It ascended to some 600 ft. successfully, and was in 
process of being hauled down, when the netting failed, the 
gas-bag escaped, and the basket and netting fell to the 
ground. Mr. Willows and a Mr. Harbage were killed at once, 
Mrs. Harbage and Mrs. Crowsley died shortly afterwards in 
Bedford Hospital, and Mr. Crowsley died the next day. 

A spectator, Mr. Lowe, was seriously injured, but at the 
time of writing was progressing satisfactorily. 

Apparently an abnormally strong gust of wind during the 
descent was mainly responsible for the accident, by causing 
the trail rope to fail and catch in a tree, which in turn led 
to violent swaying of the balloon and caused severe strains 
on the netting, but pending investigation by the Air Ministry 
the precise cause of the accident cannot be indicated. 

The balloon in question was the property of C. G. Spencer 
and Sons. According to evidence given -at the opening of 
the inquest on the victims, the net was new last year, of the 
best obtainable quality, and on examination on the day of 
tlie accident was in good condition. 

[Nobody appears te have asked how it came about that a 
spherical balloon, a notoriously dangerous vehicle under the 
circumstances. was being used as a captive balloon. There 
should be a law prohibiting the carrying of passengers in 
any captive balloon other than a kite-balloon, certified as 
airworthy by the Air Ministry. One did not imagine that 
anybody would use a spherical balloon in a captive state. 
Only Mr. Willows’ poverty can explain his doing so.—c. G. G.] 
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That E. T. Willows, the pioneer of British airship con- 
struction, should have lost his life while acting as pilot to a 
captive balloon which formed one of the side-shows at a 
provincial flower show,is one of those things which could 
probably not have happened in any country other than Britain. 

In other lands it may safely be assumed that a Willows 
would have found a wider scope for his continued enthusiasm 
than was in fact available to him here, but much as one 
must regret his loss it is at least in keeping with his char- 
acter that he should rather have piloted a captive balloon in 
these conditions than have remained on the ground. 

Willows’ work for the lighter-than-air branch of aeronautics 
was recently fully reviewed in THE AEROPLANE, twenty-one 
vears after he had launched his first airship. As was then 
shown he had since that time given all his very abundant 
energy and ability to further the cause of the airship, and 
had received in return very inadequate reward or recognition. 

Yet despite this he was very far indeed from the ordinary 
conception of the man with a grievance, for a cheerier com: 
panion than Willows would be hard to find. 

Not that he was indifferent to the many disappointments 
that had befallen him, or unhurt by the indifference with 
which his work had been treated officialfy. But he refused tc 
be soured by his experience, and he retained his belief in 
and his hope for the airship to the last. 

To his widow and orphans one can but very inadequately 
express sympathy in a loss which in some small part one 
shares oneself.—w. H. S. 


As one who has been closely in touch with Ernest Willows 
from the earliest days of airship work, one desires to join i= 


‘the tribute which Captain Sayers has offered to his memory, 


Ernest Willows was a young man of unusual enterprise an¢ 
ability, as is shown by the fact that he built his first air: 
ship before he was twenty years of age. Like so many 
pioneers, he had ideas which were too far in advance of his 
time. Yet they were not so far in advance as to be um 
usable. ~The result was that other people were able to profi 
by them while he was alive to see them do so. 

The real cause of his failure to do as much as his menta’ 
ability entitled him to do was that he had no true engineering 
training. If, instead of building airships by pure rule ol 
thumb, between the ages of 18 and 22, he had spent those 
years in a first-class engineering shop, he might to-day have 
been among our leading aeronautical engineers. As it it 
he is only the victim of a useless type of aircraft. And the 
type of airship to which he devoted his life’s work has itseli 
proved to be of little worth, though it fulfilled some usefu 
purpose during the war 1914-18. ; 

Nevertheless, in his youthful days, Ernest Willows did gooc 
service to the progress of aerial navigation. And for that he 
is well worthy of his place among the great pioneers Ol 
British Aeronautics.—c. G. G. 
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WE HAVE A COMPETENT 
DESIGNING STAFF AND A 
WELL- EQUIPPED FACTORY, 
BOTH OF WHICH ENSURE 
FIRST-CLASS WORK BEING 
SaknieD OU TO OUR 
CLIENTS’ REQUIREMENTS. 


EVERY ENGINE BEFORE 
DESPATCH IS DISMANTLED 
FOR INSPECTION AND AFTER 
RE-ASSEMBLY IS TESTED 
UNDER SUPERVISION OF 
OUR QUALIFIED AND AP- 
PROVED INSPECTION STAFF. 


“AIRDISCO” 
Avro type 
504K. 


300-330 b.: 
A.D.C. 
‘Nimbu 


MARTINSYDE 
A.D.C. 1. 


Oi ALD. 


bi 
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SS CURRUS 


120/140 hp. A.D.C. ms ah 
“AIRDISCO.’ 


MACHINES. ENGINES. 
BRISTOL FIGHTER. B0c hips “HAGEE VILI.” 
1).H.9. 2407 lt. poe or UN AG 


300 h.p. HISPANO. 
Ico h.p. MONO, 
PEAR HON Eyretc: 


MARTINSYDE F:4. 
SNIPE,-SES5A; “etcs, étc. 


SPARE PARTS for 
Men OH PN ES and 
ENGINES «available. 


D.H.9 Seaplane. 


INSTRUMENTS, CAMERAS, 
BomMsB Racks, C.C. GEARS, 
MACHINE GuNnS, A.G.S., etc. 


ae A.D.C. AIRCRAFT, LIMITED, Coat 
Regent 6240. REGENT HOUSE, 89, ‘KINGSWAY, LONDON, ENGLAND, "“ Airdisco, Tondan 
Works and Aerodrome : Croydon, Surrey, 
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THE ROYAL AIR FORCE. 


The London Gazette. 
Aug. 3 

GENERAL Du?IFS BRANCH.—The following were granted S.S. comns. in 
the ranks stated, with effect from, and with seniority of, the dates 
indicated :—FLG. Orr.—H. E. Power (July 24). PLt. Orrs. ON PROBA- 
TION.—J. W. O. Fuller (July 27); W. G. Cheshire (July 28). 

The following Plt. Offs. are promoted to the rank of Flg. Offs. :— 
F. C. Rowland (May 15): H. C. Macphail (May 22); S. H. V. Harris 
(June z7); R J. A. Ford (June 17). 

Fit. Lt. G I. Thomson, D.F.C., is transferred to the Reserve, Class 
A (Aug. 4). Fig. Off. D. E. Godwin relinquishes his S.S. comn. on 
account of ill-health (Aug. 4). Fl. Off. A. P. Hannay, M.C. (Lt., 
Cameron Highlanders), relinquishes his temp. comn. on return to 
Army duty (July 28). 

ACCOUNTANT BRANCH.—Flg. Off. E. K. Greenhow, M.C., is dismissed 
the Service by sentence of Field General Court Martial (June 2). 

Mepica, BRANCH.—J. O. Priestley, D.M.R.E., is granted a S.S. comnu. 
as a Fle. Off. for three years on the active list, with effect from and 
with seniority of July 13. 

The following Flg. Offs. are promoted to the rank of Fit. Lts. on 
promotion to the rank of temporary Capt., Generai List, Army :—A. 
Rhodes (Mar. 14); H. R. Peek (Mar. 20); N. F. Smith (Mar. 28). Fit 
Lt. A. W. Comber relinquishes his temp. comn. on ceasing to be em- 
ployed (July 24). 

RESERVE OF AIR FORCE OFFICERS.—H. Bradley is granted a comn. in 
Class AA., General Duties Branch, as a Plt. Off. on probation (June 7). 
(Substituted for notification in the Gazette of June 22.) 

The following Plt. Offs. are promoted to the rank of Flg. Off :— 
E. B. Fielden, H. Rhodes, L. S Webb (Apr. 13); G P. Macdonald (May 
26); A. Gillespie (June 9); T. E. Greenough (June 16). 

Flg. Off. G. S. Fenwick is transferred from Class A to Class € 
(June 19) 

The following Flg. Offs. relinquish their comns. on completion of 
service (July 31) :—¥. E. Hills, W. H. Oatley. 

AUNILIARY Arm ForceE.—GENERAL DutTtES BRANCH.—The following to 
be Plt. Offs. :—No. 609 City oF LONDON (BOMBING) SQUADRON.—G. W. H. 


Wallcousins (Aug. 3). No. 603 City or EDINBURGH (BOMBING) 
SoevuaprRon.—L. J. Blake (July 24). 
Appointments. 


Week ending Aug. 9. 

GENERAL DUTIES BRANCH.—Wing Commander EK. R. Manning, D.S.O., 
M.C., to R.A.F. Depot, Uxbridge, pending disposal, 3/8. 

Squadron Leaders W. J. Y. Guilfoyle, O.B.E., M.C., to H.O., Wessex 
Bombing Area, Andover, 27/7. G. F. Breese, D.S.C., to Inspector 
of Recruiting, 3/8. C. G. Burge, O.B.E., to Air Ministry, 3/8. C. F. 
Gordon, O:B.E., M.C., D.F.C., to No. r F.T.S., Netheravon, 19/8. 

Flight Lieutenant H. V. Drew, A.F.C., to No. 100 Sqdn., Spittle- 
gate, 5/8 

Flying Officers W. E. Purdin, to R.A.F. Depot, Uxbridge, on transfer 
to Home Estab., 9/7. H. B. Barrett, to R.A.F. Depot, Uxbridge, on 
transfer to Home Estab., 22/7. O. W. Zee, to R.A.F. Depot, Uxbridge, 
28/7. HH. ly. R. Gough, to R.A:F. Depot, Uxbridge, 27/7.) Ha Roe: 
Baxter, to R.A.F. M.T. Depot, Shrewsbury, 11/8. H. F. I.uxmoore, to 
No. 56 Sddnu., Biggin Hull; ro/jy J. He Sender tomNow wes. cadn., 
Hawkinge, 26/7. J. H. Caulfeild, to remain at No. 111 Sadn., Dux- 
ford, instead of to No. 5 F.TS., as previously notified. 

Pilot Officer J. W. O. Fuller, to No. 2 F.1T.S., Digby, on appoint- 
ment to a S.S. Comn., 27/7 

MEDICAL BRANCH.—Squadron Leader T. J. Thomas, M.B., to R.A.F. 
Hospital, Cranwell, 30/7 

STORES BRANCH.—Flight Lieutenants EB. E. Porter, M.B.E., D.C.M., 
L. A. Lavender, and BE. W. Lawrence, to R.A.F. Depot, Uxbridge, 9/5. 

Flying Officers A. M. Reidy, to R.A.F. Depot, Uxbridge, 9/8. H. D. 
Giblett, to No. 12 Sqdn., Andover, 27/7. 

ACCOUNTANT BRANCH.—Squadron Leader P. J. Wiseman, to Home 
Aircraft Depot, Henlow, 10/8. 


Fatal Accidents. 

The Air Ministry regrets to announce that as the result of 
an accident at Multan, India, to a Bristol Fighter of No. 31 
Squadron, Ambala, on Aug. 1, Flg. Off. Jack Courtney Marcy, 
the pilot of the aircraft, and No. 62441 L-AC. Percy William 
Edward Crunden, were seriously injured. 

L-AC. Crunden died of his injuries later in the day. 

The Air Ministry regrets to announce that No. 157676 
L-AC. Robert Lloyd Carr died in Chester Royal Infirmary on 
Aug. I, as the result of injuries sustained on July 13, in an 
accident at Sealand Garden City to a Snipe of No. 5 F.T.S.; 
Sealand. At the time of the accident, L-AC. Carr was the 
pilot and sole occupant of the aircraft. 


Another Parachute Success. 

On July 29, while Sjts. W. J. Frost and H. C. Steanes, of 
No. 12 Bombing Sqdn., were doing flying practice at the 
Andover aerodrome, their machines collided at a height of 
about 1,000 ft. Kach man swerved to avoid the other, but 
the wing-tip of Frost’s machine touched the tail of that 
piloted by Steanes. 

Finding it impossible to right their machines both pilots 
descended by parachute. Steanes landed in the Weyhill 
Station Yard unhurt, and Frost landed near by, receiving 
minor injuries. Both aeroplanes, which were Fairey Foxes, 
were wrecked. 

R.A.F. Trooping. 

S.S. Assaye will sail from Southampton on Sept. 21 as a 
mtn: Air Force troopship Her destination is the Persian 
sult. 


Night Flying at Biggin Hill. 

The Air Ministry state that R.A.F. aircraft will be flyin 
in the neighbourhood of Biggin Hill aerodrome every evenin 
during the next two months. As these aircraft will n¢ 
exhibit their navigation lights after attaining a height « 
4,000 ft., civil aircraft flying in this district after sumns¢ 
should keep below this altitude. 


The Fleet Air Arm. 

The Times of Aug. 2 says :— 

Attachment to the Fleet Air Arm, states a new Fleet Order, do 
not render naval officers ineligible for selection later on to quali 
as specialists. Naval officers who have completed period ‘‘A’’ in f] 
Fleet Air Arm may volunteer, and are eligible for consideration f 
training as specialist officers. This is th= first period of air servic 
lasting four years, including a period of training. 


Vacancies For Apprentice Clerks. 


The Air Ministry announces :— 

Sixty vacancies exist in the Royal Air Force for well-educati 
boys, between the ages of 15} and 17, to enter as Apprentice Clerk 
Approximately 40 of the posts will be filled by means of an op: 
competition which will be held by the Civil Service Commissioners 
October at various centres and the remaining 20 by direct entry 
boys who have obtained an approved school certificate. Successf 
candidates will be required to complete a period of 12 years’ regul 
Air Force service after reaching the age of 18, in addition to # 
training period. At the age of 30 they may return to civil li 
or may be allowed to re-engage to complete time for pension. 

Detailed information regarding the apprentice clerk scheme ¢ 
be obtained from the Secretary, Air Ministry, Kingsway, Londo 
WiCs2- 

Boys entered under this scheme undergo a two years’ course 
training in clerical duties, typewriting, shorthand, book-keeping a1 
practical office routine, during which time their general educati 
is continued under qualified schoolmasters. 

The apprentice clerks are paid 7s. per week for the first year a1 
tos. 6d. per week afterwards until they have both attained the a 
of 18 and have been posted for duty after passing their final examin 
tion. The subsequent commencing rates of pay varying from 2) 
to 31s. 6d. per week depend upon the degree of success aschieved 
this examination. In addition they receive free board and lodgin 

An opportunity will be given to all Apprentice Clerks to volunte 
for training as airman pilots, of whom a few are periodically select 
for commissioned rank. 


Aircraft Apprentices. 


The Air Ministry announces :— 

Five hundred aircraft apprentices, between the ages of 15 and 
are required by the Royal Air Force for entry into the Schoc 
of Technical Training, Halton, Bucks, and Flowerdown, near Wi 
chester. They will be enlisted as the result of an Open Compe 
tion and of a Limited Competition held by the Civil Service Comm 
sioners and the Air Ministry respectively. 

Successful candidates will be required to complete a period of 
(twelve) :years' regular Air Force service from the age of 18, 
addition to the training period At the age of 30 they may retu 
to civil life or may be allowed to re-engage to complete time f{ 
pension. 

Full information regarding the aircraft apprentice scheme, whi 
offers a good opportunity to well-educated boys of obtaining a thri 
years’ apprentice course of a high standard and of following 
interesting technical career, can be obtained on application to t 
Secretary, Air Ministry, Kingsway, J.ondon, W.C.2. 

Approximately 2,500 aircraft apprentices have already complet 
their training at the technical schools of the Air Force, and t 
annual output is now in the neighbourhood of 1,000 fully train 
aircraftsmen 

The Open Competition, for which a fee of 5s. is charged, is, 
its name indicates, open generally to boys within the age limits w 
forward completed application forms to the Secretary, Civil Servi 
Commission, Burlington Gardens, Iondon, W.1, not later th 
Sept. 2 

The sons of officers, warrant officers, and senior n.c.o.s of the tht 
Services who wish to enter as aircraft apprentices receive spec 
consideration. In their case applications for nomination should 
made to the Secretary, Air Ministry, Kingsway, London, W.C.2, r 
later than 4ug. 12. 

All candidates for the Limited Competition must receive a nomit 
tion before they can attend this examination. ‘These nominatio 
must be received by the Air Ministry from the nominating authorit 
vot later than Oct. 5. If they are still at school, candidates shov 
apply to their headmaster with a view to obtaining a nominati 
from the local Education Authorities; if they have left scho 
application can be made to the Advisory Committee for Juven 
Employment in their area. ‘There is no fee for this examinatic 
which is carried out at local centres in each area where boys é 
nominated. 

The principal trades open to boys are carpenter-rigger, aero-engi 
fitter and wireless operator mechanic. ‘The apprentices are giv 
a thorough training in their trade by highly qualified techni 
instructors and their general education is also carried on sim 
taneously by civilian schoolmasters. 

During the training period the rate of pay is 7s. a week for t 
first two years and ios. 6d. a week thereafter until the apprentice Ff 
both attained the age of 18 and been posted to a unit on completi 
his training, when he is posted to a unit for duty as an aircraf 
man the rate of pay varies from 3s. 3d. to 5s. 6d. per day accoil 
ing to the success attained in the passing cut examination. ‘They al! 
receive free board and lodging. 
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THE FLIGHT TO 
AUSTRALIA 


R. ALAN COBHAM, who reached Port 
Darwin, Northern Australia, on Thursday, 
August 5th, a distance of nearly 11,000 miles, is 


using throughout to lubricate the Armstrong-Siddeley 
“Jaguar” engine of his D.H.50J a standard grade of 


WAKEFIELD 


CASTROL 
MOTOR OIL 


The irreproachable quality of this world-famous 
lubricant is proved by public performance day by 
day, in every field in which motors are in use. 


The few pence more per gallon for Wakefield 
CASTROL will be returned to you a thousand-fold 
in the increased efficiency of your engines, in 
reduction of wear and carbonisation, and in 
freedom from all the irritations attending the use 
of inferior lubricants. 


All over the world, when only the best 
will stand the test, all use— 


WAKEFIELD 


—the Product of an all-British Firm. 


C. C. WAKEFIELD & CO., LTD., Wakefield House, Cheapside, E.C.z. 
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In addition a few apprentices of special promise proceed to the 
Royal Air Force Cadet College for training as Commissioned officers. 

For the remainder opportunities arise later to volunteer to 
qualify in flying and become serjeant pilots. From amongst serjeant 
pilots, a few are periodically selected for commissioned rank. 


Economy in the R.A.F. 

The Second Report from the Select Committee on Esti- 
mates (Co-ordination of Common Services) was printed by 
order of the House of Commons on July 28. The Report 
contains a number of recommendations for the greater co- 
ordination of common services between the Fighting Depart- 
ments, : . 

The summary of the principal recommendations, with 
special reference to the R.A.F., are as follows :— an 

(1) That the staff of the Air Force Stationery Store should be 
reauced, 

See the question of the amalgamation of the two Air Force 
Hospitals at Baghdad should receive early consideration. 

(x1) That the Works Estimates of the Air Ministry should be more 
precise than they are at present. i 

(12) That the Estimate of the Air Ministry for the staff of the 
new hospital at Halton should be reduced. 

(13) That the establishment for recruiting in the Air Force should 
be reduced. 

Air Appropriations, 1924-25. 

The Air Appropriation Account for 192425 showed a net 
surplus of £261,178 128. 4d. This total is made up of sur- 
pluses of estimated over actual gross expenditure in every 
Vote except Pay, etc., Technical and Warlike Stores, 
Meteorological Services, and non-effective services. On the 
other hand the Pay Vote showed an excess of £143,485 8s. 
over the eStimated gross expenditure. The Technical and 
Warlike Stores Vote also showed an excess of £389,829 18s. 3d. 
over the estimate. And £3,895 19s. 9d. was written off as 
irrecoverable. 

In the House of Commons on July 26, the Secretary of State 
for Air proposed ‘‘ that the application of such sums be 
sanctioned.”’ 

Capt. Wedgwood Benn said that he would like an explana- 
tion of the reason for this excess of expenditure on Technical 
and Warlike Stores. He did not think the Air Ministry ought 
to spend money on one head which had been allotted for 
another purpose. He started to discuss the French expansion 
programme, when Sir Samuel Hoare pointed out that the 
Vote in question concerned 1924-25 and therefore the happen- 
ings in other countries were not relevant. 

Sir Samuel Hoare went on to explain that 1924-25 was the 
year immediately following the announcement of the Home 
Defence programme and said that it was with the general 
assent of all parties in the House that the Air Ministry pro- 
gressed as far as it could with that programme and pressed 
on with orders for new aircraft and engines. It was always 
dificult to get engines and aircraft delivered, but in this 
case the deliveries were quicker than usual. 

Capt. Garro-Jones said that what baffled him was how it 
was that it was found necessary to spend so very much 
more money on the fighting part and so much less on the 
civil part. He also thought that the amount written off as 
irrecoverable ought not to pass without some sort of ex- 
planation. 

Sir Samuel Hoare said that the Civil Aviation surplus was 
due to the delay in the improvement of Croydon Aerodrome 
owing to the necessity for the introduction of a Bill. 

With reference to the Meteorological and other Miscel- 

laneous Items, large claims for compensation at home and 
abroad had been repudiated or reduced. There had also 
been a smaller recovery of money from the Middle East Vote 
than had been expected. 
_ With regard to the small sum of £3,900 written off as 
irrecoverable, there was always a small sum of that kind in 
the Service Votes. No estimate was made for any irrecover- 
able sum, 

The Resolution was reported on the following day and 
agreed to. ‘ 


Bettering the Doctoring. 


At the Meeting of the British Medical Association at 
Nottingham the fact was made known on Ape a torches) 
satisfactory agreement had been reached between the B.M.A. 
and the Services. 

At the Association’s last meeting at Bath the B.M.A. decided 
that candidates for the Medical Services should be cautioned 
against the conditions existing in the Fighting Services. 
Since then the subject has been considered by a Departmental 
Committee, and in consequence an agreement has been reached 
to the effect that if a doctor has held a house appointment 
at a hospital and then joins one of the Fighting Services 
he shall be entitled to include his service in the hospital as 
counting towards his seniority in the Service. 

Apparently the result of this will be that instead of ap- 
pointing inexperienced doctors and expecting them to work 
up their Service seniority and niedical experience simul- 


taneously, the Fighting Services will have some hope of in, 
ducing doctors with considerable civilian experience to joir) 
the Medical Services, as they will then start with an amoun/ 
of seniority commensurate with their age and experience. 

The old arrangement certainly was unreasonable, for one) 
could scarcely expect a doctor with perhaps seven or eigh) 
years’ experience, which is about the least a man ought tc 
have before he can be trusted to take serious responsibility, 
to join the Air Force with the rank of a pilot officer. 


Promotion Examinations. 

The following publication has been received from the Aii 
Ministry :— 

Air Publication 1215, rst «Jdition, May 1925. 
Royal Air Force Promotion Examinations. 

The publication embodies the examination papers set and 
the remarks of the examiners on the resulf, and is issued foi 
the information of those officers who sat for the examination 
and as a guide to future candidates. 

It is published by H.M. Stationery Office, Adastral House, 
Kingsway, W.C.2, price 6d. 

Ex-Aircraft Apprentices and the S.B.A.C. 

The following correspondence between the Old Haltonians 
Society and the Society of British Aircraft Constructors Ltd, 
is taken from The Halton Magazine (Summer Number, 1926) 
and is of considerable interest :— 

Society of British Aircraft Constructors Ltd., 1, Albermarle Street, 
London, W.1. June 18, 1926. 

To Air Vice-Marshal C. L. Lambe, C:B., C.M.G., Area Headquartets, 
Royal Air Force, Halton, Bucks. 

Dear Sir,—I, beg to acknowledge receipt of your letter of the 
15th inst., with regard to the employment in civil life of Halton 
Students who are discharged on medical grounds. 

Your letter has been considered by our Committee, and they wish 
me to inform you that the Society will be very pleased to keep a 
register of cases similar te the one referred to in your letter and to 
provide the Industry from time to time with information as to 
Apprentices who are in need of civil employment. 

Will you please let me have the information necessary to enable 
me to commence the proposed register?—Your faithfully, (Signed) 
CHARLES V. ALLEN, Secretary. 

Old MHaltonians’ Association, 
Bucks. June 21, 1926. 

To the Secretary, Society of British Aircraft Constructors Ltd, 
1, Albemarle Street, London, W.1. 

Sir—I am instructed by Air Vice-Marshal C. L. Lambe, CB, 
C.M.G., to acknowledge the receipt of your letter (155/1/A) of 18/6/26. 

He wishes me to express his thanks for your very kind acceptance 
of his proposition. 

He has now handed the matter over to me, as Secretary of the Old 
Haltonians’ Association, and names will be sent to you at once. 

In sending you names, we propose also to forward you reports on 
the boys, indicating their standard in Shops and School. I am, Sir, 
Your obedient servant, (Signed) E. C. Giasson, Hon. Secretary, Oid 
Haltonians’ Association. 

All employers of labour in the Aircraft Industry who are 
looking for employées whose loyalty, intelligence, energy and 
high technical ability are beyond question, will do well to 
consult this register of former Apprentices in the R.A.F. 
who are in need of civil employment. 


Report on thé 


School Muildings, Halton Camp, 


R.A.F. AFFAIRS IN PARLIAMENT. 
R.A.F. PRISONERS OF WAR. 

In the House of Commons on July 29, Str C. Coss asked the 
SECRETARY OF STATE FOR FOREIGN AFFAIRS whether he is aware that 
Flg.. Off. F. M. Denny and AC. Hirst had been prisoners of Sheikh 
Mahmud, in Persian territory, for over six months; and what steps 
were being taken by the Foreign Office for the release of these 
British prisor-ers ? 

Mr. ORMS3Y-GORE said that he had been asked to reply. ‘The 
two airmen were captured by Sheikh Mahmud on June 14, and were 
believed to be now in Persian territory. Every effort had been made, 
and was still being made, by His Majesty’s High Commissioner at 
Baghdad and by His Majesty’s Chargé d’Affaires at Teheran to secure 
their early release. 

The Persian Government had expressed their determination to assist 
His Majesty’s Government in every possible manner, and they were 
taking active steps with that object. 


THE R.A.F. DISPLAY. 

In the House of Commons on July 21, CoLonet Day asked the 
SECRETARY OF STATE FOR AIR the number of motor-cars that paid for 
admission to the R.A.F. Display on July a. Sir Samuel Hoare 
replied that approximately 3,820 cars and chars-4-bancs paid for admis- 
sion and 390 received free passes. 

In reply to StR HARRY BRITTAIN, SIR SAMUEL Hoare said that the 
actual admissions to Hendon Aerodrome on the day of the R.A.F. 
Display numbered approximately 72,000, and that the approximate sum 
raised for the R.A.F. Memorial Fund was £6,500 Final figures would 
be available later. 

FATAL ACCIDENTS. 

In the House of Commons on Aug: 4, in a written reply to a 
question by CoL. ENGLAND, the SECRETARY OF STATE FOR ArR stated 
that the total number of fatalities to members of the R.A.F. from 
Jan. 1 to July 27, 1926, was 58. Of these 44 were due to flying acci- 
Gents. The table describing the causes of the accidents attributes 
19 of them to error of judgment, 2 to weather, r to defective air- 
craft, and 3 to indeterminable causes Of the 14 non-flying accidents, | 
12 were motor-car and cycle accidents, 1 a bomb accident, and 1 an 


accident caused by an airscrew. 
& 
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THE DE HAVILLAND ‘‘ MOTH” 
TWO-SEATER LIGHT AEROPLANE. 
FOUR CYLINDER AIR-COOLED 
ENGINE WITH DUAL IGNITION. 


DUAL CONTROL. 


FOLDING WINGS. 


HAND STARTER IN COCKPIT. 
RUBBER IN COMPRESSION 
UNDERCARRIAGE. 


LUGGAGE COMPARTMENT. 


RANGE a5 34 HOURS. 


PETROL CONSUMPTION...20 M.P.G. 


SPEED RANGE...... 40-90 M.P.H. 


AEROBATIC CERTIFICATE 
OF AIRWORTHINESS, 


OTHS 


AT THE 


YORKSHIRE AIR 
PAGEANT. 


Of the eighteen aeroplanes 

participating in the Air Pageant 
organised by the Yorkshire Aero- 
plane Club, at Sherburn-in-Elmet, 
on July 24th, TWELVE were 
de Havilland MOTHS. 


gq They were flown by members 

of the Yorkshire, London, Lan- 
cashire and Newcastle Clubs and 
by several private owners, 


THE RACE FOR | 
| THE } 
KING’S CUP 


WON BY 


Capt. H. S. BROAD, A.F.C. 
ON A 


DE HAVILLAND 


MOTH 


AT A SPEED OF 
90.4 M.P.H. 


THE DE HAVILLAND 
AIRCRAFT Co., LTD. 


Stag Lane Aerodrome, Edgware, Middlesex. 


Telegrams: ‘‘ Havilland, Edgware. 
Telephone: Colindale 6160. 
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FLYING HOURS. 

In the House of Commons on Aug. 3, in reply to a question by 
LIEUT.-CPR. KENWORTHY, the SECRETARY OF STATE FOR AIR said that it 
would not be in the public interest to disclose the actual number ot 
hours flown in the R.A.F. But he could say that the number of 
kours flown in 1925 by all Units was materially larger than the corre- 
sponding figure for 1924, whilst those flown by Home Defence Units 
showed a still greater increase 

The Halton Magazine. 

The Summer (1926) Number of The Halton Magazine con- 
tains, among other extremely interesting articles, the late 
Mr. A. B. Elliott’s account of the flight from London to 
Cape Town and back. Those readers of THE AEROPLANE who 
enjoved Mr. Elliott’s ‘‘ cameos ”’ published during the course 
of the expedition will be very interested to read his own story 
of the whole flight. He explains that, except for a fort- 
night’s course of instruction at the Armstrong-Siddeley 
Works at Coventry, he had had no previous experience of 
the 385 Jaguar engine, a fact which makes Mr. Elliott’s 
highly-successful accomplishment of his part of the expedi- 
tion all the more remarkable. 

The article is delightful, and is illustrated by twelve photo- 
graphs and a very good map. : 
~ The rest of The Halton Magazine is quite up to its usual 
standard of interest and entertainment.—c. M. McA. 


“Contact.” 

In a description of the recent Territorial Manoeuvres near 
Weymouth, The Daily Chronicle states :— 

A coutact aeroplane used a parachute which descended and picked 
up a bag, the bag then being drawn up to the aeroplane again. 

This was done under heavy anti-aircraft fire 

It is to be hoped that a number of these helpful and in- 
tellectual parachutes will be taken on the strength of every 
“contact ’? Squadron. 


India and Empire Air Policy. 

In an article on India’s place in the Empire’s Air Policy, in 
the July issue of The Journal of the United Service Institu- 
tion cf India, Sq. Ldr. KE. J. Hodsoll, R.A.F., who is on the 
Headquarters Air Staff, India, states that the swift advance 
of flying mad2 during the War 1914-18, more or less passed 
ndia by owing to the distance of India from the main 
theatres of war. He points out that in spite of the fact that 
aeroplanes were used in the third Afghan War, and to 3 
certain extent on the frontier, the combined effects of the 
need for urgent financial economy and the lack of an apprecia- 
tion of aircraft as an economical factor in the preservation 
of peace on the frontier have led to such drastic curtailment 
of Air Force needs that for a time it almost ceased to exist 
as a fighting unit. Sq. Ldr. Hodsoll claims that reaction has 
occurred and that India now possesses a small but highly- 
efficient Air Force. He omits to record however how much 
more efficient the R.A.F. in India could be if the parsimony 
of the Government of India did not prevent it being equipped 
with machines of a later date than the 1917 (and thereabouts) 
types at present in use. ‘The North-West Frontier of India 
is at present one of the few parts of the globe where active 
service conditions exist, and yet the Squadrons stationed 
there are the last to be supplied with up-to-date equipment. 

Dealing with the present world situation, Sq. Ldr. Hod- 
soll states: ‘‘ Aircraft provide at once. an economical and 
possibly decisive weapon, capable of reaching in one bound 
the objects for which an Army or a Navy have to engage in 
bloody battle.” Claiming that the days of battleships 
are numbered, he adds that the world tendency in armaments 
to-day is towards speed and mobility combined with efficient 
striking power. ; 

He points out that while the Nations of Europe are develop- 
ing their air forces in a way which is bound to lead to inter- 
national competition, the East has also been developing 
military and civil aviation under the guidance of one or 
another of the European competitors. Soviet Russia is used 
as an illustration of this point, a country unhampered by the 
artificial restrictions of disarmament conferences. 

Germany is another country which, although, as the 
author of the article says, ‘‘ hedged in by restrictions . 
has interested herself in building up a predominating in- 
fluence in foreign countries in all parts of the world, and 
with a very great measure of success.’ 

Dealing with international air restrictions, Sq. Ldr. Hod- 
soll makes the extraordinary claim that International air 
routes are governed by political and military factors, while 
sea routes are governed by Nature. Surely in time of war 
air routes will be governed—more or less—by A.A. guns and 
military aircraft, and sea routes by submarines and other 
weapons of offence. One cannot agree with his somewhat 
Sweeping assertion that ‘‘ England can be cut off aeriallv 
from all her possessions, except, perhaps, Canada and the 
W est Indies.”” Later on in the article he again states that, 

in a moment England may be aerially severed from the 
rest of the Empire. Military reinforcements can be sent by 
sea always, etc.’’ From this peculiar argument he deduces 


that England must be capable of defending herself aerially 
without reinforcement from outside, since any reinforce- 
ments would have to come by sea and would inevitably 
arrive much too late. He adds that we shall need a series 
of strong air bases to safeguard our Empire air communica- 
tions, and suggests a series of zones, to contain air gar- 
risons, for this purpose. He suggests Egypt and the Mediter- 
ranean as the first zone, India as the second, Australia the 
third, and Hong Kong the fourth. This scheme does not 
appear to differ to any great extent from the present system 
of occupation by naval and military forces of various stations 
for the protection of British interests abroad. Sq. Ldr. 
Hodsoll is merely substituting R.A.F. Units for naval stations 
and military garrisons. He would like to see these air bases 
very carefully sited for their economical advantages in times 
of peace, and points out that.peace value and training would 
be problematical, if, for instance, a number of squadrons were 
packed into a small island. He does not use Iraq as an 
illustration to this argument. It is probably too obvious a 
one for his readers, combining, as it does, a first-class train- 
ing ground for all air force exercises, with its unique posi- 
tion for the defence of a large section of the Egypt-India air 
route 

Sq. Ldr. Hodsoll prefers to think of Egypt and India as 
being suitable for air garrisons, and classes Iraq with Pales- 
tine and Singapore, as ‘‘ storm-centres,’? to be reinforced 
when necessary. He does not take into account the 
probability that India may be too fully occupied in her own 
defence to worry about communication lines from the West, 
and in just the same way Egypt might find her hands full. 

That India is a vital link in International Airways from 
Europe to the East, is beyond all question, but that to con- 
sider her as only a link instead of a great part of the chain 
seems to be somewhat underrating her importance. 

Sq. Ldr. Hodsoll concludes his very interesting article 
with some comments on the Russian menace, and offers his 
opinion that the time is not very far distant when it will be 
necessary to maintain a reserve of squadrons in India to meet 
possible eventualities in the East. He adds :—‘‘ India will 
become to the Air Force what Colombo is to the Navy in the 
East Indies station.’’ 

There is no possible doubt in the minds of the faithful 
that the Royal Air Force, given adequate equipment, will 
be as effective in their own sphere in the future as the mili- 
tary detence forces of India have been in the past.—Cc. M. McA. 


NOTES FROM AUSTRALIA. 


The Royal Australian Air Force have adopted the Irvine 
parachute as standard equipment, and practically all the 
officers and a number of airmen of No. 3 (Army Co-operation) 
Squadron, Richmond, N.S.W., have made several jumps. 

No. tot (Fleet Co-operation) Flight stationed at Point 
Cook, Victoria, have now received their equipment of Super- 
marine Seagull amphibian flying-boats (450 h.p. Napier Lion 
engines), and with them have been conducting bombing ex- 
periments with some obsolete submarines. From a height of 
3,000 feet, six out of cight bombs were dropped within 20 
feet of one submarine. 

Sq. Ldr. Ll. J. Wackett, D.F.C., A.F.C., officer-inyeharee 
of the Experimental Section, R.A.A.F., Randwick, is en- 
gaged on the design of two new training biplanes for the 
R.A.A.F. One of these is to be fitted with either the Bristol 
Lucifer or the Siddeley Lynx engine, and the other will 
have an 80 h.p. engine designed by Sq. Ldr. Wackett. 

The first R.A.A.F. Cadet Course for candidates for com- 
missions in the Citizen Air Force ended on Mar. 30, at No. 1 
F.T.S., Point Cook, resulting in 21 cadets out of 30 passing 
out successfully as Pilot Officers. 

The first two de Havilland Moths ordered in connection 
with the Light Aeroplane Club scheme of the Australian Air 
Board, have been delivered to the New South Wales section of 
the Australian Aero Club for the use of the Sydney Club. 
About 80 applications for membership had been received up 
to June, several of which came from men in foremost posi- 
tions in Sydney. 

The two Moths for the Victorian branch were consigned 
by a later boat from England, but these should have been 
delivered by now. 

Mr. B. G. Nicholl, a consulting engineer, of 414, Flinders 
Lane, Melbourne, has been made Australian agent for the 
Pander Company, of The Hague, Holland. It is stated that 
six Pander aircraft, one single-seat monoplane (35 h.p. An- 
zani engine) and five two-seat biplanes (50 h.p. Anzani efl- 
gines) have been shipped for delivery in Melbourne. 

A message from Melbourne states that the Federal Govern- 
ment is considering a scheme to run an air line between Can- 
berra, the new Federal capital, and Melbourne, with the 
possibility of extending the line to further towns, so that 
Members of Parliament can visit the pricipal constituencies 
during the week-end. 
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AIRCRAFT 


of all types for Commercial, 
Naval, and Military Purposes. 


The machine illustrated is the Vickers 
“VIMY” Ambulance, as supplied to the 
Royal Air Force for operation in the East, 
where this type has proved of great value for 
the rapid evacuation of sick and wounded. 


Fitted with twin 450 H.P. 
Napier ‘‘Lion” engines the 
“VIMY has accommo- 


dation for a crew of 2 and 


Doctor, Nurse and 4 
stretcher cases or 8 ‘‘sitting 
up cases. 


Aviation Deparimen , 


VICKERS HOUSE, 
BROADWAY, 
LONDON, 5.W.1. 
Works: WEYBRIDGE, SURREY, 


rf 
eg: 
p 


$A pw 


KINDLY MENTION ‘‘ THE AEROPLANE ’”) WHEN CORRESPONDING WITH ADVERTISERS. 


The Aeroplane 


AUGUST 11, 1926 


THE 


the German Seaplane Competition. 


GERMAN SEAPLANE 


THE WINNER AT WARNEMUNDE.—The Heinkel H.E.5 monoplane 


COMPETITION. 


eee Zs 


(450 h.p. Napier Lion engine), which won 


According to a telegram received by D. Napier and Son Ltd. from the 


Heinkel Company, the Heinkel-Napier was the only machine to go through the strenuous contest without repair 
or penalisation. 


No details other than those recorded in last week’s THE 
AEROPLANE are yet to hand as to the final results of the Ger- 
man seaplane contest. The method whereby prizes are to 
be adjudicated is distinctly complex, and although the sur- 
vival of only three competitors will doubtless simplify the 
process, the figures for performance which are already avail- 
able are probably of more general interest than the official 
awards will be. 

The official marking is based on a number of factors, in- 
cluding the ratio of disposable to empty weight, the speed 


‘of climb between 1,000 and 2,000 metres, the mean speed— 


which is the average of the maximum speed measured over a 
quadrangular course, and the average overall cruising speed 
on the 4,o00 odd kilometres of coastal flights which had to 


‘be made, the radius of action—determined by the fuel capacity 


and the measured consumption over 250 km., and the getting- 


‘off speed, which is measured photographically. Finally the 


alightings, and a series of taxying tests on a rough sea must 
be survived to qualify. 

That the seaworthiness test was a severe one is shown by 
the small number of survivors. 

The coastal reliability journeys were :—July 24, Warne- 
miinde to Emden via Norderney and back to Norderney (946 
kin.); July 25, Norderney to Warnemiinde by an involved 
route (984 km.); July 26, Warnemiinde to Pillau via Memel 
(1,164 km.); July 27, Pillan to Warnemiinde via Neustadt 
(1,165 km.) 

Of the original 18 entries, five entered failed to appear. 
No. 1 (L.F.G. V.59) was absent without explanation. No. 4 
(Caspar C.29) was burnt at the maker’s works, No. 13 
(Gebrecht three-engined monoplane) was apparently not built. 
The two Dornier Do.K.s were withdrawn. The Udet, No. 18, 
did not arrive in time for preliminary tests. 

No. 6 (Rohrbach Ro.VII) broke an airscrew during per- 


seaworthiness test, consisting of three takes-off and three formance tests, and the fragments damaged the hull. It, and 
DATA AS TO PERFORMANCES DURING THE COMPETITION. 
| 
WEIGHTS | 
| : 
Oo} Machi | Fuel and Pohaee 1000 t0 Max. | Get off 
| Machine. i | : 
7 Engine. | Empty Loaded. Oil. Empty ine a Speed. Speed, Remarks. 
| ne eee sal ft.) 
a ——— ete ell Ee > eg eh eel EE Se Se 
| : | Mins. | 
2| L.E.G, B.M.W.IV | 1353 kg. | 2000 kg. 275 kg. 478 9.05 | 147k.p.h. | 74 k.p.h. |Did not complete reli- 
3 pe | 230 h.p. | (2900 lbs.) | (4408 1bs.) | (607 Ibs.) (91 m.p.h.)|(46 m.p.h.) |ability test ¥ 
-O} 4 uG: Jupiter | 1456 kg. 2400 kg. 358 ke. 561 6.6 178k.p.h.| 84k.p.iu. |Damaged alighting; did 
5 Sire ; ae a pe ee ye ae fi Less es (110m.p.h.)| (52 m.p.h.) |not cones ‘ ; 
=f pepe cg. 46 kg. Okg. | .602 — a | = ‘Damaged by broken air- 
ms es bas ieee eee oe Oe ae ibs, ee Ibs.) at Serena withdrawn 
| “ -iVL. W. a co. ro, 520 ko. 3 75 — — Wi ef 
,| Re.VII 230 h.p. each) (4520 Ibs.) | (7273 Ibs.) (1146 Ibs.) ee ys Ries 
| fee Junkers 1.5) 1413 kg. 2100 kg. 300 keg. .488 5.95 194k.p.h. | 89 k.p.h. |Completed contest 
8 Tanke | 230 h.p. | ein lbs,) (4628 lbs.) (661 Ibs.) | (120m.p.h.)| (55 m.p.h.) SS 
W.34 , ee | peels 2100 kg. 308 kg. .476 4.33 =e | 83k.p,h. jSank after alighting in 
o| Haake 420 h.p. | ey Ibs.) (4628 Ibs.) (678 Ibs.) (51 m.p.h.) |preliminary trials 
| ey ease apier Lion| 634 kg. 2500 kg. 485 kg. .530 4.25 |203 k.p.h. | 105 k.p.h. |/Finished and placed first 
10| Heinkel na nae wae lbs.) (5520 Lbs.) | (1070 lbs.) | A (126m.p.h.)| (68 m.p.h.) |. ; 
HES | Upiere 515 kg, | 2500 kg. | 480 kg. .650 57 195 k.p.h. | 88k.p.-h. |Crashed in seaworthi- 
11] Heinkel | aie h.p. (3340 Ibs) | (5520 lbs.) | (1059 Ibs.) (121m.p.h.) (55 m.p.h.) ness trials 
nke .M.W.IV. | 1411 kg. 2080 ke. 194 kg. 473 11.5 folkep. aw) a | 
as pence 230 h.p. | (3102 Ibs.) | (4584 Ibs.) | (427 Ibs.) | 94m.p.h.) | 
Restaa Ete | Ber tO ee ne, ie “sy 532° | 7:6 |-168 ee — Completed contest 
| ere | VP ae) , DS. é Ds.) | (104m.p.h.)) | 
9 Jnaec Jeanie 1.5 Se Kg. 1763 kg. | 252 kg. | .556 4.95 — — Damaged float in prelim- 
1] claves | “RND- | (280 Ios) | (5 tbs) | Gee tbe) | : eevee 
ae cg. i g. g. | .458 9.0 180 k.p.h. | €4 k..p.h. | 
S.1 | ea (3740 lbs.) |(5450 Ibs.) (883 lbs.) (112m.p.h.)| (40 m.p.h.) | 
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THE HEINKEL-JUPITER MONOPLANE.—The Heinkel H.E.5, a sister machine of the winner of the German 
Seaplane Competition, but fitted with the 420 h.p. Jupiter engine. This machine, while leading in the Competition, 
unfortunately damaged a float in alighting during the final Seaworthiness tests and was rammed and sunk by 

a motor-boat while attempts were being made to take it in tow. 


its sister, No. <, did not complete the tests, but No. 5 went Jupiter), No. 9 (Heinkel H.E.5, Lion), No. 7 (Junkers W.33, 
round the coastal flights out of the competition. No. 16 J,.5 engine), No. 12 (Heinkel H.D.24, B.M.W.), and No. 17 
(Junkers A.20) crashed a float on July 16, and did not con- Heinkel S.1, Rolls Eagle 1X;, completed the coastal flights, 
in the above order of merit. 


tinue. 

During the Coastal flights No. 2 (L./.G. V.60) was forced No. 10, which was leading, damaged both floats in the 
down at sea by engine failure, and the pilot was washed over- first alighting of the seaworthiness tests, and was then rammed 
board and drowned, the machine and mechanic being after- by a motor-boat and sank. No. 17 was crashed in the third 


wards salved. No. 3 (U.F.G. V.61) also had to alight at sea  alighting. Thus No. 9 (Heinkel H.E.5, Napier Lion), No. 7 
on July 28, and was so badly damaged as to sink, the crew (Junkers W.34,; Junkers L.5 engine), and No. 11 (Heinkel 
being saved by a torpedo boat. No. 8 (Junkers W.34) was H.D.24, B.M.W.IV) were the only machines to finish. 


forced down on the same day near a mark boat, but, owing Of these No. 9 is definitely first, having lost no marks and 
to the sea could not be towed in for 4o hours, when it was incurred no penalites in the course of the trials and bearing | 
brought to Rossiten with floats intact. the highest figure of merit on the formula. The precise order | 


Nothing is known as to the fate of No. 12 (Heinkel H.D.24) of placing of the other two is open to doubt as yet. 
but the five remaining competitors—No 10 (Heinkel H.E.5 Thus a British engine carried the winner through this 


SPECIFICATIONS OF THE COMPETING SEAPLANES. 


a a 
| Ad gS es D0 Beleglca ly MG ioe oe og = | 
LY pe. Engine. < Oy SY | Waba Rs lee] oa | be jor r= S |S 
~/ adit) [oF {eo | - | | @ |b | S | hao! (=) =| 
Ee Ne Bo [3 Ble SF $f 8| 2 | G8 loa) So 
oy | loa ey ae ater O * 3) Os 1S) 
viet a) sitet. lanl] | | 
L.F.G. V.59. .. | T.M.S. | 230/300 h.p. B.M.W. |19.0 |11.38)/4.1 |52 sq. in. 1430/2200 42 |8.8-) 2SE 135 70 |11 mins. 
L.F.G. V.60. ..| T.B.S. | 230/300 h.p. B.M.W. |15.0 |10.6 |3.8 152 sq. m. |1350/2050/39.5 |9.3 | 152 70 | 8 mins. 
LF Gs V.61, ole abc Grey: 420 h.p. Jupiter 19.0 |11.38/4.1 [52 sq. m. | | 185 160 | 70 | 7 mins. 
Caspar C 29. .| T.B.S, 400 h.p. Hispano-Suiza13.0 | 9.98/4.1 |47 sq. m. 11950141 (4.9 | 200 65 | 4 mins./6000 
Rohrbach Ro. VII.|2 P.M.B.| 2 230/300 h.p. B.M.W.|17.4 |13.2 |5.5 |40 sq. m. (2000336084 7.3 | 210 at} 116 | 5 mins.|5000 
| | | | 2000 m1| 
Junkers W.33. T.M.S. | 230/310 h.p, Junkers /18.35/10.9 | 43 sq. m. |1383/2100)}49 |6.8} 185 | 150: 4500 
Junkers W.34. ..|T.MS.| 420h.p. Jupiter |18.35 10.9 | 43 sq.m. (1350210049 |4.5 | 205 | 160 3.6miins. 
Heinkel H.E.5. ...| T.M.S.| 450 h.p. Napier Lion | | 48.8 sq. m. 1640,2500/51.08 5.27) 207 85 |3.6mins.|/6500 
Heinkel EHS. 5.) Tene 420 h.p. Jupiter | | 48.8 sq. m.)1500)1920/39.3 | 4.28) 200 | 75 |2.6mins.|7500 
Heinkel H.D.24....| T.B.S. | 230/300 h.p, B.M.W. 50.1 sq. m./1350/196039.2 | 7.85) 160 /|155/160| 74 | 8 mins./4000 
Gebrecht W.3._ ...|3 T.M.S.| Three*110 h.p. Thulin | | 1800, | | | 150 | 
Dornier Do.E. ...| T.M.B. 420 h.p. Jupiter. | | | | | 
Junkers A.20. | T.M.S..| 230/310 h.p. Junkers: |15.27| 9.45|3.1 [28.1 sq. m.|1090/1600|57. _|8.2 | 170 | 4000 
Heinkel S.1. T.M.S. | 360 h.p. Rolls-Royce | 18° |12.65/3.86|52.5 sq. m.|1700 2450 46.7 6.8 | 185 | 44 mins.|5500 


“T.M.S.—Tractor monoplane float seaplane. T.M,B.—Tractor monoplane flying boat. T.B.S.—Tractor biplane float seaplane. oa 
3 T.M.S5,—Three-engined tractor monoplane float seaplane.. 2 P.M.B.—Two-engined pushcr monop ane flying boat. 


THE JUNKERS W.33.—One of the three machines to survive the German Seaplane Competition. Its final position 
has not yet been determined as it has not yet been decided whether it should be penalised for having its engine 
changed early during the trials. 
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Ht THE ROHRBACH Ro.VIIT MONOPLANE.—This machine, designed as a fast mail or passenger carrier, is in 
it H reality a small version of the Ro.II which is being constructed under licence in this country by Wm. Beardmore 
i! ; and Co. Ltd. The engines are two 230 h.p. B.M.W.IVs. and, unlike the Ro.II, they drive pusher airscrews. 
eben | \ ap series of very severe tests without the slightest hitch. It and other large buildings in other parts of England would 
aut } is worthy of remark, that had it not been for the activities cost but. little and at the same time be of considerable value 
} i ¢ of the rescuing motor-boat, No. 1c, a sister machine except to the air-trotter. ibe : 
4 for engine, but also with a British engine, would very possibly _ The question of municipal landing grounds, such as exist | 
UH). lah have been repaired and completed trials, and as it was leading in America and Germany, would appear to be out of the | 
Ne its sister on formula, would have taken a very high place in question, at the present time, at any rate, in this very con- 
Per Fad the prize list. servative country, but it should be quite feasible to arrange 
elmo In the table herewith are given such data as to perform- with farmers and owners of property throughout England to | 
Bi) (a ance as is available. It should be noted that the weights mark certain fields, and to arrange a set scale of landing | 
are those measured for the competition, and at which the and storage fees. ‘ : 
machines competed, and that sister machines therefore have [his scheme could be quite easily arranged, and if a | 
} slightly different weights, which will not generally agree recognised method of marking be adopted and the question 
i accurately with those given in general specifications for the of the proximity of a main road and garage or petrol-filling 
i individual types. Station be taken into consideration when determining the 
i MORE AIR-TROTTING. pone - the te field, the future of air touring should | 
| Lieut.-Col. Sir John Rhodes, Bart., a member of the London sere aaah = ae ie firms ‘have -alreqdy epee 
Toplane..Clabo and pees ys : aaakan various joy-ric s hay g - 
ee ee ae ee eee pera : ae Spr ge ae for their own purposes all over England. Surely a number 
ay a elec Reinatira rpc secs ler nie kaa of these might become permanent landing grounds. Grass- 
| eee Cala t or ne taut Dens Desay oes land beens x arable a different years conte be notified to 
secondly to determine the running costs of a Moth. sil te 71 Clabs 5 - ; 
He left Stag Lane on Aug. 3, with Mr. P. G. M. Sparks Pilots and Clubs. — : 
as cae faea flew to Bea Chestee wit ae at This flight of Sir John Rhodes’ together with that of the 
i das pe y 2 2 dlc ’ AL ’ : z res : ee . = Wis r 
| Whitley Abbey (Coventry), Castle Bromwich (Birmingham), Master of Sempill made last Whitsun, both on D.H. Moths, 
alta and Woodford (Manchester) can be regarded as very commendable pioneer efforts. 
On Ang. 4 he flew to Tangmere (Bognor), with an inter- The obly drawback fo the popalarisation of air touring By 
mediate stop at Brockworth (Cheltenham). 5 appa Be ree! cu; 3 r 
On Aug. 5 he did some local flying at Tangmere, and then oa this, the de ee Co. ae shortly es ee a 
NE went on to Hamble (Southampton), Cowes (Isle of Wight), eae te ee ees concenting 6 aaa iv 3 : 
Bournemouth, and back to Tangmere. seyond making this bare announcement, One) cali 
On Aug. 6 he did some more local flying round Tangmere ar ee of a wie of a ae of Moth 
district, and then flew to Manston (Margate), and back te ees: 2 eee and A.A. Air Scouts 1s mot of the sseunaam 
Stag Lane via Thameshaven, Romford and Enfield. His ar-distant future.—t. B. 
total mileage was 792, made in 149 hours flying time, with THE FLYING CLUBS, 
a total consumption of 60 gallons of petrol and eight gallons The Newcastie-upon-Tyne Aero Club. 
of oil. Flying report for week ending Aug. 8. 
Sir John cruised at about 70 m.p.h. on the “ pitot,” but Be ee Ser ee a ae oe “toe of which 21 hrs. were 
nO 1 ain < sa _ e $ i own oO it an 2 Ss, 30 S. + 
according to his log his actual speed over the ground worked Dwalsoe kre oxo mene aloe Te is mins., Passenger flights with 
| out at about 51 m.p.h. This was due to two causes. In the Mra Parkinabu 5 hiss 9 clince.( ae 5 Recirge oe 
first place he was flying into a head wind during most mols The above total easily beats all previous records for one week. 
the tour, and secondly he took the precaution, a very wise A further record for the Club was made on Sunday, the 8th, when 
one, of gaining height before leaving the vicinity of the 1 hrs. 15 mins. was completed. All, of course, on the two original 
aerodrome. ‘ Club Moths. 
H The Moth aud citenesrres engine ean perfectly throughout ee following mer bers flew nader instruchom, with Mr. Parkin- 
i and received. no attention except fc fuel Th : E61 son:—Col. Sir Joseph Reed, Messrs. Thirlwell, Twine, Palmer, 
bed > ti i k J Re a ed ey Irving, Middleton, J. Bell, Barnes, E. C. Kennedy, J. M. Davidson, 
; See ion worked ont at 3.9 gallons per hour and 13.2 vy. g. Davidson, Stawart, Howard, Bruce, Gilmore, Turnbull, Camp 
miles over the ground per gallon, a figure that would have bell, Bainbridge, A. Bell. | 
been considerably better had the wind been more favourable. Dr. Dixon and Mr. H. H. Leech had secondary dual. 
ii The direct expenses of the trip were as follows : Members who flew solo :—Messrs. H. H. Leech, C. Thompson, F. H. 
| Te ee Phillips, Dr. Dixon 
60 gallons petrol, including some benzol at 2s. 1d. . tn Reed Sree ae aoe nae ae 
er gallo ag A aes qiss = eo pee age 
T oe eee i ones =F ale 2D Bat OrS5 0 Mr. W. Baxter Ellis with Mr. Irwin. Mr. Ellis also flew to Selby 
i, = wo gations ol at 7s. per gallon I4 0 and back with Mr. W. G. Johnson, on Saturday. 
| Landing fees : Touma Mr. R. N. Thompson flew with the following as’ passengers :—Mr. 
| Housing fees 15 0 Bain, Mr. V. S. Davidson, Mr. Lisle, Mr. Emmerson, and Miss Davis. 
} ; Mr. N. S. Todd with Mr. Longfield, Mrs. H. A. Reid, Mr. and Mrs. 
Ir £8 a Dowston, Mr. and Mrs. Brown, Miss Peacock, and Dr. Dixon. 
lf Bet oaths Mr. Parkinson carried the following passengers :—Mr. Snow, Mr. 
4 1 This” steers aoe the f 12 ’ : = Holland, Mr. Ll. Dixon, Mr. Thomkins (of the Newcastle Chronicle), 
t] 5 pres oy ed pa Or 2.46 pence per mile, a figure Mr. and Mrs. J. H. Davis, Mr. J. T Thompson. Mr. Parkinson also 
i C lat compares very favourably with the cost of motoring, flew to Bamburgh with Mr P. F. Heppell, who stayed there for the 
with very few of the inconveniences of the latter sport. week-end. 
At present there are too few landing grounds throughout On August Bank holiday the Club was visited by Mr. George Grey 
ah) ig the country, and a method of sign-posting the ground for the Butler of Ewart Park, Wooler, and by Mr. C. G. Grey of Tar AERG 
i ‘ air tourist should be considered : a PLANE. They were much interested in the work of the Club, which 
itt : Otek aces ae : E . ; was in full swing on that day (including Badminton), in spite of a 
i ihe Gee Stations on the London—Paris route have disagreeable drizzle. All the members of the party flew, Miss Irene 
| ae nmames painted on the roofs, and it would seem that this Butler, Miss Marrine1, Mr. Butler, Mr Schulenberg and Mr. Grey 
i scheme carried out not only by railways but by factories flying with Mr. Parkinson, and Miss Butler with Mr. Baxter Ellis. 


AUGUST 11, 1926 The Aeroplane 187 


LANDING | 
WHEELS 


gh 
STANDARD SIZES oo 
fyre Wheel pe Track Tyre | whee | Hipe | Track Tyre Wheel ue Track | Ff ime? 
Size No. | Length Bore Line Size No. | Length| Bore | Line Size No | Length) Bore Line 7 
m/m | m/m m/m | | m/m msm m/m m3 /m mim m/m ) save 
375X55 |168 | 111.12 | 25.4 | Central] 700x100 [112 150. | 38.09 Central] 1000x150 210 185. 60.32 Central} f As 
300x60 | 16) 111.12 | 25.4 |Central} » = 175 | 7a | S345 Contra! 1000x 180/148 | 220. | 80. | Central} | 4 
450x60 | 30] 89. | 31.75| Central] nan. on tl ll 5 ee » {149 | 185. | 55. | Central] J a 
Beiso. | 38:09 |Géntrai| 000% 125 |119-| 178. | 55. | 132/46 "4155 220. | 66.67 Central] : 
x oe : 1147 | 178. | 55. | Central i 166 | 185. | 55. | 125/60 
575 x60 | 21 | 160, 28. Central x 1188 | 120. | 34.92| Central = ee any oe 
r 80 | 150. 38.09 104/46 ; | | 900250 107 185. | 55. | Central} § wp 
Mees6)) 120, . | 34.92|Central| 790% !25 | 77 | 178. | 44.45) 182/46 | tog | 185. | 55, | 125/60 | F 3 
01150, | 38.09|Central| » ~ -| 22 |-185 | 55. | 185/50 , {128 220, | 66.67 | Central | ae 
| : 95 | 185. | 55. | Central | 1 A 
‘ A 1137. 250. 80. | Centra A 
650X65|78| 178. | 44.45\ 132/46 4 99 | 178. | 38.89) 132/46 187 | 185. | 80. | Centrall i 
" is 178. 44.45 | Central - 1112 | 150. | 38.09 | Central ss 202 | 185. | 60.32 | Central | f j 
* 100 | i78. 38.09 | 132/46 n [176 | 178. | 44.45| Centra ? | | | ] one 
pee 10 | 178. | 31.75| 132/46 i 179 178. | 55. | 132/46 {1100x220 134 | 220. | 66.67 Central} inks 
600x75 | 21 | 160. | 28, Central] goox 150 1161"! 185. | 55, | 135/50 " 136 | 250. | 80. | Central) ae 
rs 180 | 150. 38.09 104/46 162*| 185. | 55 Central i Pee | | if ue 
» t®6| 120, | 3492|Central} ” —|i63°) 185. | 66.67| 135/50 | 975% 225 [192 | 185. | ae Gane iu 
” 1190 150. 38.09 | Central “4 \[69/ 185. | 55. | 135/50 ” | 94 85. . I we 
700X75 | 78 | 178. 44.45 132/46 + 1177)| 185, 55. |. 135/50 1250 250 133 250. | 80. | Central} H 
r ed O.d. 178. 44.45 | Central ms [83 | 185. | 55. | Central ” (154 304.8) 101.6, Central | iH 
& 1 . | ‘ OY1?) 185. 1 °60.32 | 135, | 
Ris hy is He | = Sl ae 1500 300 \115 304.8; 101.6) Central | 
sc eed 1000 X 150 |167 | 185. | 55. | 125/60 i 126 | 304.8 152.4 Central} 
td | / | | | 
DOR aa 72\=178. 44.45 | 132/46 ‘i (174 | 250. | 80. | Central (750X300 139 400. 152.4 Central 
n | 920) 185; Joe lisol50 a NEP) | iets, || aye Central 191 | 350. 150.3 Central 
" | 95 185, 59. Central is 187 | 220. | 66.67 | Central ’ | Bt : 
»  |99| 178 | 38.89] 132/46 » 201 | 185, | 60.32| 125 60 |1720X350/193 | 400. | 25. Central 
*Wheels Nos. 161. 162, 163 and 211 are of stronger type than the other wheels for 800 X 150 tyres. +Wheel No. 169 is fitted with Ball Bearings. 


Grease gun equipment is n w a standard fitting on all wheels, 


Siri b eile BR ley Re IepNi TEE 1D; 


Contractors to the Admiralty, the War Office, and the Air Ministry, 
a Telegrams :— iB ry ) Telephone :— 
Tyricord, Cannon. London.” 100 106, CAN NON STREET, LONDON, E.C.4. City 1477 (Two Lines). 
D/ND PARIS: 31, Rue la Boétie. (365) 
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Messre. West and Barnes of the Yorkshire Club also visited Cram- 
linecton on the Bank Holiday, taking a busman’s holiday on the 
Yorkshire Moth 

The Club will hold its first Flying Meeting on Saturday, Sept. 4, 
and it is hoped that, given the support of the remaining Clubs 
and fine weather, the resuit will be satisfactory. Promises of valuable 
trophies and prize money have already been received, and it is con- 
fidently believed that these will be of an attractive nature. 

The Lancashire Aero Club. 

Report for week ending July 23 (delayed). 

Mr. Stack gave instruction to:—Messrs. Lee ming 1r-hr. 20 mins, 
Agar as mins., Moss 4o mins., Crossthwaite 30 mins., Crabtree 30 mins., 
Pattr-auex 20 mins., Gattrell 20 mins. Total 4 hrs. 35 mins. 

Mr. Cantrill gave instructions to:—Messrs. Bartram 1 Mikey fay. Soeb BAIS, 
Moss 35 mins., Wilkinson 50 mins., Tummers 20 miins., Jenkinson 20 
mins., Crossthwaite 20 mins., Newton 20 mins., Goodyear Io mins., 
Prince 10 mins. Total 3 hrs. 50 mins. 

Mr. Scholes gave instruction to:—Messrs. Anderson 45 mins., Moss 
As mins., l.eeming 20 mins. Total x hr, 50 mins. 

“Sole flights by Messrs. Goodfeliow 45 mins., J.eeming 30 mins., Wil- 
Ikinson 20 mins., Michelson 20 mins., Lacayo .20 mins. Total 2 hrs. 
25 mins. 

Tests occupied 4 hrs. 55 mins. Joy-rides 1 hr. 

Total time flown 19 hrs. 5 mins. 

Report for week ending July 31. 

Mr. Stack gave instruction to :—Messrs. Costa 2 hrs. 10 mins., Agar 
t hr. s mins., Barnes 50 mins., Chapman 50 mins., Fleming 40 mins., 
Hardy 4o mins., Gerrard a. mins., Michelson 35 mins., Foxcroft 35 
mins., Moss 35 mins., Fallon 30 mins., Lowe 30 mins., Benson +o 
mins., Scott zo mins., Cantrill 15 mins., Scholes 10 mins. Total, 1o hrs. 


30 mins. 


45 mins. 

’ Mr. Cantril gave dual to —Messrs. Leeming x hr. 5 mins., Bartram 
cs imins., Miss Brown 4o mins., Hardy 20 mins. Total 3 hrs. 20 mins. 
' Mr. Scholes gave duai to.—Messrs. Wilkinson 1 hr., Leeming 1 hr., 
Crossthwaite 35 mins. Total 2 hrs. 35 mins. 

Solo flights by Messrs. Scholes 1 hr. 55 mins., I hr. 45 mins., Leem- 
ing 35 mins., Michelson 20 mins., Agar 15 mins., Crabtree Io mins. 
Total 5 hrs. Tests occupied 1 hr. Joy-rides 55 mins. 

Total for week 23 hrs. 3= mins. 

Mr. Goodyear made the required flights for his Certificate on Sunday. 
Mr. Agar, on Friday, made his first solo, since which day he has been 
flying sole on every possible occasion, and hopes to attempt the 
flights for his Certificate within a few days. The Avro with 6&0 
Renault engine, presented to the Club by Colonel M. O. Darby, :s 
being used a great deal, and is a popular ’bus for cross-ccuntry work. 

Several cross-country routes have now been approved, and “A” 
Licence pilots or pupils with an Instructor may fly on these. No 
cross-country flying is permitted except along the recognised routes. 

Among the visitors to the aerodrome this week were the Duchess 
of Bedford, and Mr. Charles Barnard. Mrs. Lynn landed on Sunday 
on ker way from London to Altrincham. Mr. Lacayo gave Mr. D. PF. 
Dyson a cross-country trip of 55 mins. on Saturday. 

Report for week ending Aug. 5. 

The aerodrome has been closed for Staff holidays and therefore 
on only two days has flying taken place In these two days, 
however, a total of 23 hrs. 20 mins. was put wp. 

Mr. Stack gave instruction to:—Messrs. Costa 2 hrs. 20 mins., 
Entwistle zr hr. 15 mins, Hope 55 mins., Fray 45 mins., Gattrell 
mins., Iacayo 40 mins., Jenkinson 35 mins, Foxcroft 20 mins., 


AS 
Shute 15 mins., Rodman 15 mins., Leeming 10 mins., Goodyear 10 
mins., Goodfellow 1o mins. ‘Total 8 hrs. 35 mins. 

Mr. Cantrill gave dual to:—Messrs. Benson 4o mins., Dyson 25 
mins. Total 1 hr 5 mins. 

Mr. Scholes gave dual to:—Messrs. Crossthwaite 55 mins., Newton 
50 mins. ‘Total r hr. 45 mins. 

Solo flights by Messrs. Goodyear 2 hrs. 20 mins., Leeming 2 hrs. 
20 mins., Agar 1 hr. 15 iwins., Goodfellow 1 hr. 10 mins., Lacayo +0 
mins., Williams 25 mins., Crabtree 15 mins. Total solo 8 hrs. 35 mins. 
Tests occupied 1 hr. Joy-rides 2 hrs. 20 mins. Total time flown 23 
hrs. 20 mins. 

Mr. Lacayo gave ID. F. Dyson a cross-country flight of 55 mins. 
Cross-country flying—on the approved routes—is becoming a common 
pastime with the ‘A’ Licence pilots. Dr. Wilkinson flew LV from 
Leeds on Friday and Mr. Leeming visited Sealand on Saturday. A 
number of circular cross-country trips have also been made. 

Mr. Agar made the required flights for his certificate on Saturday, 
having only gone solo for the first time a few days previously. Mr. 
Goodyear, who has just taken his “ ticket,’ is also the holder of a 
Ground Engineer’s certificate recently obtained through the Club. 

Two Moths have been in use, I,V and MQ. ZR is at present being 
overhauled and repainted. The Avro Renault OK is being flown 
mostly on cross-ccuntry and joy-rides by ‘‘ A” Licence pilots. The 
Avro Gosport stands ready in the hangar—apparently waiting for a 
pilot bold enough to tame its somewhat uncertain engine. 


The Yorkshire Aero Club. 

Report for week ending Aug. 8 

Total hours’ flying, 20 hrs. 25 mins. Dual, 14 hrs. 25 mins. Pas- 
senger flight, 3 hrs. Joy-rides, 2 hrs. 50 mins. ‘Tests, 10 mins. 

The following had dual instruction :--Messrs. Barnes, Wilson, 
Leetham, Fowler, Ambler, Lax, Watson, Mann, and Harvey. 

Miss Woodhead is progressing extremely well and should be our 
first lady pupil off solo, her keenest rival being Miss McPherson. 

Mr. West and the Hon. Secretary, Mr. Barnes, flew up to New- 
castle last Monday to discuss inter-Club affairs with the Secretary. 


One thinks it would be an excellent idea if the chief officials of the 
various Clubs could meet once a quarter, or, say, twice a year, taking 
it in turns to be hosts, and then discuss any new ideas as to the 
running of the Clubs, and so with experience get down to absolutely 
the most economical and efficient way of running the Clubs—for the 
World knows what amateurs we are at present! Anyway, one gives 
the suggestion for what it is worth. 

Our Air Pageant has given a decided fillip to the Club and members 
are pouring in, but this is leading to congestion and it is only 
through the help of our few certificated pilots who attend to the joy- 
rides that we are able to deal with the crowds who choose the 
evening for their flying.—R. w. K. 

The Hampshire Aeroplane Club. 

Report for week ending Aug. 7. 

As announced last weck, the Hampshire Aeroplane Club had 
arranged to take delivery of its two de Havilland Moths on Aug 7. 

This was duly done according to programme, both machines leaving 
Stag Lane at 4 p.m.; Mr. F. G. M. Sparks (chief instructor to the 
London Aeroplane Club) flying G-EBOH and Mr. G. I. Thomson, 
D.F.C., who has been appointed chief instructor to the Hampshire 
Aeroplane Club, flying G-EBOI, with Mr. O. E. Simmonds as pas- 
senger. 

Mr. Simmonds, who was unanimously re-elected Chairman of the 
Committee at their last meeting, officially accepted delivery of the 
two Moths on behalf of the Club. 

3rooklands was reached at 4.20 p.m., and the machines landed go 
that Mr. Sparks might pick up Mr. A. N. Clifton, the former 
Secretary of the Club The Moths then circled over Brooklands track, 
and an excellent view of the Grand Prix motor race was obtained. 
Leaving Brooklands at s.10 p.m., the machines were flown to Win- 
chester, where a circuit was made over the town for the benefit of 
mémbers in that district, and then on to Southampton. 

Thence the pilots flew to Hamble, the Headquarters of the Club, 
which was reached at 6.10 p.m. A large number of Club members and 
their friends witnessed the arrival of their new possessions. There 
was great jubilation on secing the registration letters of the machines, 
G-EBOH and G-EBOT, and they were immediately christened “ Gee 
Bo” and “Gee Boy.” 

After landing Mr. Sparks took up ‘‘ Gee Bo” and gave an exhibi- 
tion of stunting which was very much appreciated. Mr. Thomson then 
took up Mr. Shepherd of The Southern Daily Echo for a joy-ride. 

Mr. G. I. Thomson, who, as previously mentioned, has been 
appointed chief instructor to the Club, began his duties on Aug 7. He 
has seen considerable war service, and recently been responsible 
for passing out every officer training on D.H.oas at Netheravon for 
the Fleet Air Arm. In him the members of the Hampshire Aero- 
plane Club have a really keen and conscientious instructor, who, 
in addition, is possessed of that personality which immediately gives 
his pupils a feeling of confidence 

The Club has appointed Mr. T. McCracken, late chief engineer 
to Northern Air Lines Ltd., as ground engineer, and, here again, there 
is no doubt that a happy choice has been made. 

The alterations to the Club-house and hangar are well in hand, 
and really fine premises should result. At the present time, flying 
is being done from the lower aerodrome, as the levelling process is 
not yet finished on the larger aerodroine which will ultimately be the 
flying ground of the Club 

Next Saturday and Sunday, the 14th and rsth, will be Associate 
Members’ Days, when in addition to the normal instruction of flying 
members, associate members may take short flights at a charge of five 
shillings each. Tea will be available on the aerodrome on both of 


these days. 
AIR AFFAIRS IN PARLIAMENT. 
CIVII, AVIATION IN THE EMPIRE. 

In the House of Commons on Aug. 4, in reply to a question by 
Mr. Ramsven, the SECRETARY OF STATE FOR AIR said that a system was 
in force for the regular interchange of information regarding ex- 
periments and new schemes for the development of civil aeronautics 
between India, the Dominions, the Colonies and Great Britain by 
means of ‘liaison letters’ relating to develepments in civil aviation, 
both technical and general, and of the mutual exchange of periodical 
and recurrent publications. The results obtained had been of con- 
siderable value and should prove to be more important in future. 

AIR POLICY. 

In the House of Commons on Aug. 4, in reply to a question by 
Cpr. BELLAIRS, the SECRETARY OF STATE FOR ATR said that he was aware 
that this country did not hold a single record in aviation. He did 
not see any connection between the winning of records, which 
ordinarily fell to machines specially designed or modified for racing 
purposes and not suitable for general use, and the present air 
policy of His Majesty’s Government, which aimed at securing 4n 
efficient Air Service and establishing civil aviation on a commercial 
basis as early as possible. He did not see his way to having the 
matter of aviation control inquired into by a public committee. 


UNCIVIL AVIATION. 

On July 23, at Kingston County Court, Mr. Alfred Turner, 
of Addlestone, was awarded £21 damages in a case against the 
South Counties Aviation Company, of Brooklands. The Plain- 
stiff stated that last Christmas Eve an aeroplane came down 
in his garden, and damage was done to his chicken houses, 
five pullets being killed. The machine was wrecked, and the 
pilot and passenger slightly injured. The defendants did not 
appear, and judgment was given against them. 
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Eastman Aero Camera 
Model Kl 


for Topographical Work 


The Eastman Aero Camera (Model K1) is entirely automatic 
in action. Driving power is provided by a wind motor containing 
a rotary paddle wheel, with a lever control, which also regulates 
intervals between exposures. Any number of exposures—size 
9; ins.x 7% ins. (18x 24 cm.) 
—up to 100 can be made on 
one 7) ft. roll of Eastman | 
Daylight Loading Film. The 
film is held flat by the constant 
suction caused by the Venturi 
tube. Shutter speeds can be 
varied at will from 1/90 to 
1/310th of asecond. Fitted with 
either 12 in. or 20 in. £4.5 lens. 


Further particulars post free on application to 


Kodak Limited, Kingsway, London, W.C. 2 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.--Monday, 24; Tuesday, 29; Wednesday, 30; Thursday, 
25; Friday, 335 Saturday, 31; Sunday, 20 
IMPERIAL AIRWAYS 1L,TD. ? 
London—Paris—Zurich ; 
—Rotterdam—A msterdam—Berlin * 


London 
RE 4) 


London—Ostend—Brussels—Cologne ; 
Machines 105, passengers 


freight 23 tons. 
AIR UNION: 
Paris—London: Machines 45, passengers 304, freight 123 tons. 
AIM 
Amsterdam—Rotterdam—London : Machines 24, passengers 115, freight 
2 tons 
SABENA : 


Brussels—London : Machines 12, passengers 07. 
DEUTSCHE IUFTHANSA AG: 

Berlin—J,ondon: Machines 2, 
PRIVATE : 

Machines 4, 


passengers I3. 


passengers 7. 


Total number of trips by British Machines, 109, carrying 721 pas- 
sengers. Foreigi Machines, 83, carrying 499 passengers. 


Comparative Figures: 
Week ending Aug. 8: 


Machines, 192; Passengers, 1,220, Crews, 2375 Total personnel, 1,457. 
Corresponding week, 1925: 

Machines, 169; Passengers, 941; Crews, 242; Total personnel, 1,133. 
Corresponding week, 1924: 

Machines, 181; Passengers, 939; Crews, 225; Total personnel, 1,155 


Corresponding week, 1923: 

Machines, 146; Passengers, 682; Crews, 233; Total personnel, 915. 
Corresponding week, 1922: 

Machines, 209; Passengers, 734; Crews, 342; Total personnel, 1,076. 
Corresponding week, 1921? 

Machines, 155; Passengers, 
Corresponding week, 1920° 

Machines, 115; Passengers, 240; Crews, 144; Total personnel, 384. 
Croydon Notes. 

The Argosy is proving highly successful as an air liner.- 
Altogether last week she made nine trips between Paris and 
London, during which she carried 129 passengers. All her 
journeys occupied under 23 hours. Messrs, Barnard, Hinch- 
liffe and Rogers were the Argonauts. 

Lt.-Col. Minchin had some bad luck on Tuesday morning. 
He was returning from Ostend on a hard-worked D.H.50 
witb three passengers, and when landing the undercarriage 
collapsed, and he sat down -on his, or rather the machine’s, 
tummy. ‘he lower plane and a longeron were damaged, 
but neither the passengers nor the pilot were hurt. One 1s 
assured that there was nothing in the actual landing that 
could have caused the break, and so the mishap must be put 
down to the machine having been sinned against in the past. 

Discussing the question of the decarbonisation of engines 
with Mr. George Bradley (late of Croydon, and now co-operat- 
ing with Mr. Dudley ‘Travers in supplying holiday-makers at 
Ostend with The Daily Mail by air), he told one of an ex- 
tremely good dodge for the inclusion of which in these 
notes one makes no apology. Everyone at Croydon has 
motor-vehicles these days. 

Mr. Bradley told one that if an engine is overdue for de- 
coking, and one has not the time to perform or cause to be 
performed the said operation, it is a good plan to remove 
the spark plugs (K.L.G. of course always) and insert half 
a teaspoonful of salt in each. Then replace plugs and start 
engine, and most of the carbon will come out through the 
exhaust, 

One tried it on the Morris-Oxford-and-Asquith, which had 
done 9,000 miles without decoking (Mr. Morris says 3,000 
miles is enough), and in consequence had developed a very 
marked knock. Much carbon came out at the first few ex- 
plosions and the knock disappeared. 

So if you see Mr. Hall of Imperial Airways Ltd. appar- 
ently trying to catch his Eagles, Lions, and Jaguars, with 
the aid of a salt-cellar, you will know that he is only de- 
coking his engines and not trying to put salt on their tails. 

If anyone finds this trick is successful, they may at any 
time signify their appreciation of same in usual manner, but, 
if it is a failure and causes their engines to blow up, then 
they can blame Mr. Bradley.—c. D. 

A Fairey Re-formation. 

THE FAIREY AvIATION Co. Lrp.—Registered as a public company on 
Aug. 3, with a nominal capital of {10,100 in £1 shares (10,000 prefer- 
ence and 100 ordinary). ‘The preference shares rank first for a cumu- 
lative dividend at 7 per cent. per annum, and, in a winding up, for 
return of capital and arrears of dividend. Each ordinary share con- 
fers one vote, but preference shares confer none. ‘The objects are to 
adopt an agreement with a company of the same name (incorporated 
in 1925) and its liquidator; to manufacture, buy, sell, let on hire, and 
deal in, waterplanes, aeroplanes and aerial conveyances and the com- 


462; Crews, 144; Total personnel, 
4 , 4 


609. 


ponent parts thereof (including engines); to acquire, provide, build 
and maintain hangars, garages, sheds and aerodromes, etc. Minim:m 


cash subscription: Seven shares. The directors, to number not less 
than three, nor more than seven, are: C. R. Fairey, Grove Cottage, 


Iver, Bucks, aeronautical engineer. F. G. T. Dawson, Manor House, 
Hamble, Hants aeronautical engineer C. Crisp, 5, Lansdowne Road, 
Holland Park, W., solicitor. Lt.-Col. V. Nicholl, DiS:0:, D:S.C., Mull 


House, Stoke Poges, Bucks. 
sex, engineer. 


M. Wright, 7, Briar Road, Kenton, Middle- 
The three first-named are permanent. 
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Remuneration: £250 each per annuam (f50 extra for the chairman), | 
Solicitors: Ashurst, Morris, Crisp and Co, 17, Throgmorton Avenue,| 
EC; ; 

Alterations in Handley Page Ltd. | 

The files at Somerset House show that certain important) 
alterations have taken place in the directorate and in the 
financial control of Handley Page Ltd. 

Not being a financier, one can make no comment on the 
changes, nor can one offer an explanation of the recent Te 
markable rise in the firm’s shares. One merely gives the in 
formation as it is issued officially :— 

CHANGES iN DIRECTORATE. 

The directors at July 31, 1926, were :— 

S. R. Worley, The Mead, Woodcote Valley Road, Purley, Surrey. 

The Rev. W. E. B. Barter, 31, Queen's Gate Gardens, S.W.7, 

FE. Handley Page, Iymes Holmes, Stanmore, Middlesex (director of 
Handley Page ‘Transport I,td.). 

D. F. Sutherland, 36, Perey Road, Hampton-on-Thames. 

Capt. the Hon. Michael Knatchbull, Mersham Heath, Ashford, Kent, 

Wing Cdr. Iouis Greig, C.V.O., Ladder Stile, Kingston Hill, Surrey. 


The last named director is in place of Henry Morgan (resigned). 
Lt.-Col. John Barrett-I,ennard and Sidney Francis St. J. Steadman 


have both resigned. 
SATISFACTIONS OF MORTGAGES. 

Satisfaction in full on July 21, 1926, (A) of first mortgage debenture 
dated June 3, 1925, securing a sum not exceeding £50,000 from the 
Royal Bank of Scotland; (6) of second mortgage dcbenture dated June 
3, 1925, securing a sum not exceeding £50,000 from the Royal Bank ol 
Scotland, and (C) mortgage and charge dated Dec. 3i, 1920, securing 
all sums owing to Barclays Bank I,td. 

MonrrGaGrEs AND CHARGES. 

Debenture dated July 21, 1926, to secure £120,000, charged on thé 
Company’s undertaking and property, present or future, including 
uncalled capital, but excluding the freehold property mentioned below 

Also legal charge of same date on the Company's freehold pro 
perty at Hendon or elsewhere, as co-lateral security for the above 
sum. 


Holders : Royal Bank of Scotland, Edinburgh 


PERSONAL NOTICES. 


DEATHS. 

CARR.—In Chester Roya! Infrmary, on Aug. 1, as the result of ¢ 
flying accident sustained on July 13, L-AC. Robert Lloyd Carr, R.A 

CRUNDEN.—At Multan, India, on Aug. 1, as the result of a flying 
accident, L-AC. Perey William Edward Crunden, R.A-F. 

MARRIAGE. 

CLARKE--CRABTREE.—On July 29, at Worthing, Eric Hugh Clarke, 
son of the Hon. and Mrs. Hugh Clarke, of Savanna-la-Mer, Jamaica 
to Aileen Margaret, eldest daughter of Dr. & F. Crabtree, of Ashuts| 
Lodge, Worthing. 
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The Collar for R.A.F. 
Officers 


No other collar gives such real 
comfort as the latest Van Heusen 
—style 66. It does not bind, cling 
or shrink—it is made of the finest 
Egyp:ian cotton woven in a natural curye 
to fit your neck. Ask your hosier—judge 
for yourself. 


\ VAN HEUS 


(Semi-Stiff) TRADE MARK 
The world’s most economical collar 


Entirely BRITISH MADE 


PATENTED IN ALL COUNTRIES 
Of all 1/6 Hosiers 
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4 sizes 
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THE PASSING OF THE BOYS’ WING, CRANWELL:—One of the last parades of No. 4 Apprentices’ Wing, 
R.A.F., at Cranwell. This Wing has now been moved to Halton, and will eventually be replaced at Cranwell by the 
School of Technical Training (Men) now at Manston. 


NUMBER ELEVEN Sir csstines 
UNEQUALLED FOR AERO ENGINE BEARINGS. FOR EVERY BEARING 
one PURPOSE. 


Hoyt Metal Co., Ltd. 


Deodar Road, Putney, 
OVER 92% TIN. THE ABSOLUTE HIGHEST QUALITY. London, S.W.15. 


Bar twisted and hammered cold to show toughness. 
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Telephones: TITANINE-EMAILLITE, LTD., Telegrams: 


23:14 : A Tetrafree, Piccy, London 
eee and. Empire House, 175, Piccadilly, London, W.1l. Codes: A.B.C., 5th Edn. 


Works:—London and New York. and Bentleys. 
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ON COMMERCIAL AVIATION. 


A week or two ago, in the House of Commons, Commander 


Bellairs, late R.N., asked whether the Prime Minister 
was aware that this country holds no Air Records? Mr. 
Baldwin. replied officially, though of course in -strictly 


oficial language, to the effect that as Prime Minister, he 
| did not care what is vulgarly called two hoots whether we 
do or not. He said that the Government’s policy was to 
secure an efficient Air Service and to put Civil Aviation on 
a commercial basis. 

But official views are not always personal views. And 
in any case Aviation has a firm friend in our distinguished 
Air Minister, Sir Samuel Hoare. 

As anyone must realise who thinks of all that Sir Samuel 
has done for British Aviation, how he has preached _air- 
mindedness at all times all over the country, and how he 
has risked his own valuable neck and that of his lady wife 
im aeroplanes which were certainly risky even though they 
might not be positively dangerous, and how he has fought 
with beasts at Ephesus, or rather with the Technical De- 
partment, for the liberty of the -Aircraft Industry and its 
right to describe, illustrate, advertise and sell its latest pro- 
ducts to foreign Powers, Sir Samuel must be personally 
gravely concerned about our backwardness in record-break- 
ing. 

Sir Samuel. was, one believes, largely responsible himself 
for the scheme, of which we heard so much some six months 
ago, and have heard so little since, whereby instead of build- 
ing racing seaplanes to go and capture the Schneider Trophy 
from America, we were to build record-breakers which would 
beat the American Schneider racers’. times and then try 
to persuade the World that it was.not worth our while to go 
and win the Trophy, as we had got the fastest machines. 

Whether their non-appearance is due to interference by the 
Air Ministry’s Experts or to the Coal Strike (which seems 
to be blameable for everything, all the way from bad trade to 
bad weather), one dares not even guess. But we are still wait- 
ing for those records to be beaten. 


A few months ago, Squadron Leader MHodsoll, R.A.F., 


writing in The Journal of the United Service Institute of 
India, said, by inference, if not in those precise words, that 
the Aircraft Industry is a parasite on the Government and 
as such can never be as useful to the Nation as it would be 
commercially successful and self-supporting 
added that the object of all Governments was 


if it were a 
Trade. He 


“to turn those parasitic tendencies into commercial and 
profitable channels.”’ 

What he said applies equally to the Aircraft Industries 
of all other Nations. So people in the British Trade need 
not be angry with Squadron Leader Hodsoll for saying so, 
nor with [Hr ARROPLANE for publishing his sayings, as some 
people were when one stated that aeronautical engineering 
is still amateurish and not an exact science. 

WHAT IS COMMERCIAL ? 

The attitudes of mind of the Secretary of State for Air 
(officially) and of Squadron Leader Hodsoll are well worth 
considering by those who believe that there is a commercial 
future for Aviation, and are not content with the doctrine 
that the commercial manufacture of aeroplanes (of war) pays 
better than the manufacture of commercial aeroplanes. One 
is positive that the big money of the future, at any rate till 
the next war begins and there is another false boom in war 
machines, will be made out of commercial aeroplanes. 

Nobody realises better than oneself the immense advertis- 
ing value of record-breaking. In some thirty years of com- 
mercial life one has seen cycle firms and motor firms rise 
to the top of the tree by spending vast sums on record- 
breaking. And one has seen those same firms pass out 
peacefully, when, filled with self-satisfaction at their success, 
they have given up strenuous advertising, and have sunk 
back to the old parrot-cry ‘‘ Our Goods Are the Best.’’ 

But record-breaking alone is no use. It creates a name 
and.secures attention. It brings inquiries and puts one in 
touch with customers. Yet it is not commerce. It is only 
a species of free cocktail to induce a diner to order a bigger 
dinner. It is like the buckshee coffee in a Cairo bazaar or 
the salted almonds in an American Bar. It is a temptation 
to possible buyers and a sample guaranteeing the excellence 
of the firm’s products. But it brings in no money direct. 

Personally one would guarantee to build up a bigger inter- 
national reputation for a firm by judicious newspaper ad- 
vertising than by spending the same sum on record-breaking. 
For, when the records have been broken, one still has to 
spend vast sums on advertising in the press that one has 
broken then. 

Yet, for those who can afford it, record-breaking does pay. 
The only yuestion ts whether the British Nation or the 
British Aircraft Industry can afford it. 

Candidly, it is not the Air Ministry’s job to pay for ad- 


Sempill, is seen at John o’Groats. 
landed, rushed at it waving his crook. 


FURTHEST NORTH.—Here Air Commodore Weir’s D.H.5la (Airdisco engine), flown by Colonel the Master of 
On the right, in the soft hat, is seen a shepherd, who, when the machine 
The pilot feared hostile intent, but soon discovered that the demonstra- 


tion was only an expression of joy at being the first to greet the first man to land at John o’Groats. 


—————E 
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vertising the Trade. The Air Ministry’s only excuse for 
buying record-breakers is that out of such machines better 
war-craft can be evolved. And as a matter of fact such 
improved craft could be produced simply by raising the per- 
formance figures in Air Ministry specifications, as has been 
done by the Flying Services of the United States, and at the 
same time giving Trade designers a freer hand in detail 
design. 
PARASITES OR PRODUCERS. 

In any case, neither record-breakers nor machines evolved 
therefrom are commercial propositions as such. If the only 
orders they produce are for war machines, whether ordered 
by the makers’ own Government or by a foreign Power, then 
the makers are, as Squadron Leader Hodsoll says, parasites 
living on the blood of the Nations and not producers of 
anything which tends to the betterment of Humanity. 

What we need, and what all Nations need, are aircraft 
which have in themselves a commercial value and earn their 
keep. And such aircraft can be built if people will go the 
right way to work. 

Last week one had a few words to say about Civil Aviation, 
and one remarked that Commercial Flying as such ‘must be 
considered separately from Air Lines, which exist on Govern- 
ment subsidies (though, because they serve a useful pur- 
pose in accelerating communication, they are not parasites), 
and separately from Sporting Flying, which is only indirectly 
beneficial. It is commercial to the aircraft constructors, but 
not to the users of the aeroplanes. The difficulty is to find 
as yet, a use for aircraft which is genuinely commercial. 


COMMERCIAL USE. 

For many years THE AKROPLANE has preached that the im- 
mediate commercial success of aircraft lies in the direction of 
Air Survey work, whether direct photographic survey or in 
the way of forest patrols. And now, as usual, the prophecies 
which have been given forth in this paper are being justi- 
fied. 

Hitherto most of the big survey work has been done in or 
for Government Services in the United States and Canada. 
At first it was done entirely by Government pilots on Govern- 
ment machines. Then private enterprise began to creep in. 

The Fairchild people and the Laurentide firm, in the States 
and in Canada began to get quite big orders from commer- 
cial organisations. And Mr. Ronald Kemp, in Burmah, did 
in the Irrawaddy Delta the first surveys in the HKastern 
Hemisphere, with the help of Major Cochran-Patrick. Which 
work he is now continuing in Sarawak with the aid of Mr. 
Raynham. 

It is true that ordinary aerial photography has been carried 
on as a commercial proposition for a great many years and 
that quite a number of people have made reasonably good 
livings out of the taking and selling of air photographs. 
But the amount of business to be done in this way is not 
enough to influence the welfare of the Aircraft Industry as 
such. f 

Any sort of machine, a Moth or an ancient Avro or the 
most obsolete of war machines—provided it does not use 
too much petrol—is quite good enough for taking ordinary 
photographs of towns or factories or country mansions. ‘The 
things chiefly to be desired are cheapness in purchase price 
and economy in running. 


SCIENTIFIC AIR SURVEY. 
When one comes to consider genuine air survey and the 
mapping of hitherto unmapped areas one comes up against 
quite a different proposition. Economy in operation will 


SEVENTEEN YEARS AFTER. 


M. Louis Blériot’s private Spad 56 (Jupiter engine) at Croydon, being refilled 


still be of very great importance. But mere petrol economy 
will not be the leading consideration. 

One can see the time when aircraft designers will haye to 
consult with survey operators in producing the designs of 
the best possible survey machine. In fact this is now being 
done, as will be seen hereafter. 

Also, as one remarked in this paper a good many years 
ago, one can see the time, not so very far ahead, when there 
will be regular flights, if not squadrons, of air survey air- 
craft operating all over the World. And these will be ac- 
companied by ‘quite an elaborate ground organisation of 
trained cartographers. 

One interesting point arises from this fact. Pilots who 
have done some aerial photography are cheap enough, and 
the supply is plentiful. --Map-makers who have been trained 
as surveyors, Surveying being a branch of Civil Engineering, 
are, like scientists of most kinds, to be had for about three 
a penny, thanks to the fact that the genfeel professions are 
always overcrowded. But it is almost impossible to find a 
trained surveyor who knows anything about air photography, 
or an aviator who knows anything about surveying. 

One suggests that a thorough training in Surveying should 
form one of the optional subjects in the new system of 
Vocational Education, which is part of the Air Council’s 
scheme for Short Service Officers. ‘There is a chance here of 
entering a profession which, so far from being overcrowded, 
is absolutely vacant. Only the difficulty would be to find 
competent teachers. 

AN IMPORTANT STEP. 

Quite the most important step which has been made so 
far in this phase of Commercial Aviation is the contract 
which has just been arranged between the Aircraft Operating 
Company Id. and Minerals Separation Ltd., under which 
an air survey expedition is to be sent to Northern Rhodesia 
to do air mapping and reconnaissance of the concessions held 
by the Rhodesian Congo Border Concession Ltd., of which 
Minerals Separation Ltd are the general managers. 

These concessions cover an area of about 52,000 square 
miles, and the contract thus constitutes the biggest air sur- 
vey job which has yet been undertaken. 

One regards this contract as indicating the beginning of a 
new epoch in Commercial Aviation. It marks a point in the 
progress of Commercial Aviation as important as that reached 
in aircraft design when Mr. T. O. M. Sopwith and Mr. Fred 
Sigrist and the late Mr. Harry Hawker produced the famous 
Sopwith ‘‘ Tabloid,’’ in 1913, and revolutionised our ideas 
of what could be done in the way of speed range and of using 
horse power efficiently. 

Quite a number of people had been trying to produce effi- 
cient aeroplanes for a long time before that. But the 
Sopwith-Sigrist-Hawker combination produced the desired 
result. Similarly quite a number of people have been trying 
for a long time to obtain an air survey contract of such im- 
portance as to elevate Air Survey work into the position of 
a regular branch of Civil Engineering. And the Aircraft 
Operating Company has done it. 

The decision to send out the expedition was reached by 
the directors of the Rhodesian Congo Border Concession 
after most careful investigation of the results of Air Survey 
operations in the past. Nobody was better fitted to convince 
them on the subject than were Major Hemming, the General 
Manager of the: Aircraft Operating Company, and Major 
Cochran-Patrick, whose experience in Burma and on the 
Orinoco have taught him about as much as there is to know 
on the subject of air photography and the operation of ait- 
craft for photographic purposes. With them is associated 


with Pratt’s Petrol, after bringing M. Blériot across the Channel, piloted by M. Bajac. The last and first time 
M. Blériot flew across the Channel was on July 9, 1909,—the first crossing by air. 
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The Napier is ae 
Consistently Reliable 


URING the first seven months of 1926, the 
Napier aero engine has given remarkable 
proof of its consistent reliability. 


Apart from its ordinary Service and Commercial 
duties in all parts of the world, it has, during this 
period, added the following astounding perform- 
ances to its long record :— 


Cairo to Cape Town and back to 
England by four Royal Air Force 
Fairey machines, each fitted with 
a single Napier Lion engine - Total engine miles 56,000 


Plymouth to Alexandria and back 
by two Royal Air Force Super- 
marine ‘Southampton’ Flying 
boats, each fitted with two Napier 
Lion engines 2 2 ° Ase § * »  27;600 


Spain to Buenos Aires by a 

Dornier flying boat fitted with 

two Napier Lion engines, flown 

by Major Franco- 2 2 2 ; ks » 12,518 
In a competition in Germany to discover the best German 
commercial seaplane, the First Prize was awarded to the 
only Napier-engined machine entered—the Heinkel-Napier. 
This was the only machine to come through the competition 
without any repair or penalty mark. 


All these achievements were accomplished 
free of any engine trouble 


For all purposes, in all climates, install the British-built 
water-cooled 


The finest Aero Engine in the World 


D. NAPIER & SON, LTD. 
ACTON, LONDON, W.3 
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Colonel H. Ly. Crosthwait, C.I.K., F.R.G.S., formerly Super- 
intendent of the Survey of India. There is certainly no 
man better able to supervise the production of orthodox and 
accurate maps from the still somewhat embryonic art of 
photographic mapping. 


THE RIGHT EQUIPMENT. 

At the start of operations the equipment of the expedition 
will consist of two D.H.g biplanes, specially adapted for air 
survey work and fitted with the new A.D.C. Nimbus engines. 
These engines have been chosen because the aerodromes from 
which the machines will have to operate are at a height of 
several thousand feet above sea level and because they will 
have to get into and out of comparatively small advanced 
landing grounds. The extra 100 horse power of the Nimbus, 
aver and above the power of the good old reliable Puma 
which is normally the power plant of the D.H.g, will certainly 
be wanted. 

The Aircraft Operating Co. hope to build a special air sur- 
vey machine for the work when it expands. The machine 
will probably be of the three-engined type so as to minimise 
the risk of forced landings. 

Major Cochran-Patrick himself will be in charge of the 
operations and naturally he will take with him a fully- 
equipped photographic section with experienced personnel. 
It will be armed with a new type of camera, said to have been 
developed by the Royal Aircraft Establishment, which en- 
ables one hundred exposures 7 inches by 5 inches to be 
taken at one loading on a roll film. This camera registers 
on the edge of the film the time and height at which the 
exposure was made and the serial number of that particular 
exposure. 

The area to be surveyed is known to contain minerals in 
quantities and consists of what is known as orchard bush 
country—though presumably golden apples do not grow on 
the trees and have to be dug out. The importance of the 
area may be judged by the fact that the famous Broken Hill 
copper mine lies just to the South and the Bwana M’Kubwa 
mines tq the North-East of the concession. The railway 
from Broken Hill to Elizabethville in the Belgian Congo 
actually running through part of the concession. Also the 
Belgian Congo country to the North of the concession is 
provedly rich in minerals so that undoubtedly the Rhodesian 
Congo Border Concession does possess a most valuable 
property. 

Besides that the latest thing in ‘* equipotential ’’ electrical 
prospecting methods have been tried and proved on the con- 
cession. And they indicate very satisfactory supplies of 
minerals still untouched. 

THE EXPEDITION’S JOB. 

The first task of the expedition will be to fly over a large 
portion of the area in a series of parallel lines taking oblique 
photographs at intervals in such a way as to give a general 
survey of the whole country for the benefit of the Border 
Concession’s geologists. From these photographs the said 
geologists will select certain portions of the area for photo- 
graphic mapping. As vegetation does not grow happily on 
ground infected by copper, the bald patches will presumably 
indicate which areas are worth selecting. 

These selected areas will then be covered by a series of 
over-lapping photographs taken with the optical axis of the 
camera vertical to the earth, and from them a regular mosaic 
map of the chosen area will be made. : 

The accuracy of this map will be controlled by points on 
the ground selected: because they show up clearly in the 
photographs and are easy of access on the ground. The 
precise position of the points will be fixed by the regular 
ground survey methods, and on the triangulation of those 
points photographic maps of high accuracy can be produced. 

In addition to photograph work the aeroplanes will be used 
to fly the Border Concession’s geologists over the area, so 
that they can make a visual reconnaissance of the country. 
And of course when occasion demands the aeroplanes them- 
selves will be used for the ordinary transport of material 
and personnel. 


ce 


A GOOD BEGINNING. 
_Mr. Alan Butler, the Chairman of the Aircraft Operating 
Company, Ltd., and Major Hemming, deserve not only per- 
sonal congratulations but public thanks for the work that 
they have done. The fact that a big City company should 
have taken the plunge means undoubtedly that others will 
follow suit. ; 

The directors both of Minerals Separation Utd. and the 
Rhodesian Congo Border Concession Ltd. are men of weight 
in the City and in mining circles. ‘hey went into the whole 
matter in great detail before placing the contract. They 
made careful examination of aerial photographs and the 
whole subject was discussed fully between the mining ex- 
perts of the firms and the Aircraft Operating Company. 

_ Although the present contract is of an experimental nature 
it assumes that aircraft will become a permanent part of the 
field equipment of the companies concerned in future. This 
Is indicated by the fact that a big aerodrome is being built 
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AIR RECONNAISSANCE.—The shaded area shows the 

ground belonging to the Rhodesian Congo Border 

Concession Ltd. which is to be surveyed and mapped 
by the Aircraft Operating Co. Ltd. 


at the main base with adequate sheds and workshop equip- 
ment. Also landing grounds are to be made at various 
points all over the concession, so that the survey machines 
will never be far from a possible alighting place. 

Major Cochran-Patrick will command the expedition. The 
actual photographic work will be in the hands of Mr. W. D. 
Corse, who worked with Major Hemming in the Bermuda 
Company and in Newfoundland. He has had wide and long 
experience of aerial photography in all its branches. 

A SOUND POLICY. 

The Aircraft Operating Company and its chairman have 
always looked upon Air Survey as a more immediate com- 
mercial proposition than Air Transport. Also they haye 
always thought that it would pay better to go for the big 
contracts than to take on a number of small jobs, because 
the success of a big contract is bound to influence the greater 
commercial interests of the City. And the success of such 
a contract means that all the past work and expense of the 
Aircraft Operating Company will be more than justified. 

The progress of the firm is worthy of note. Originally it 
consisted of Mr. Alan Butler, Captain Mills and Major Hem- 
ming. Then Mr. R. H. Mayo, O.B:B., WAA., Avie 
F.R.Ae.S., was brought in, to establish a consulting branch. 
And this has been not only successful but very helpful to the 
Aircraft Industry. 

Next the firm bought Aerofilms lLtd., and undertook 
ordinary aerial photography. The success of that firm was 
such that after reconstruction it was able to pay a dividend 
on nine months’ work. 

Then Colonel Crosthwait joined the firm and began to 
link up the ancient science of Land Surveying with the new 
art of Air Survey. Thereafter Major Cochran-Patrick came 
in as chief Air Survey operator, and quite recently he has 
become a director of the Aircraft Operating Co. Ltd. 

The firm’s waiting policy has naturally subjected them to 
a certain amount of chaff, good natured and otherwise. In 
fact one official of the Air Ministry described them as an 
operating company which did not operate. Nevertheless 
their policy, like most waiting policies when intelligently 
directed, has paid. And one hopes that this contract will 
mark the beginning of real commercial success for the firm, 
as well as of the new era in genuine Commercial Aviation.— 

C: (Gaae. 


A SWEDISH APPOINTMENT. 

A Reuter message states :— 

Colonel Mossberg has jeer appointed Air Attaché to the Swedish 
Legation in London. ‘This is the first appointment of this nature 
to be made in the Swedish diplomatic service. 

For a number of years Col. Mossberg has been the Swedish 
Military Attaché, and during that time he has devoted a 
great deal of his attention to air affairs. He is well known 
to and equally well liked by the Air Force authorities and the 
Aircraft Industry. His great services to British Aircraft Con- 
structors at the time of the famous Gothenburg Exhibition 
will long be a pleasant memory to all who benefited thereby. 

His knowledge of aircraft is both deep and wide. No officer 
could be better suited to his work. And one hopes that he 
may continue for many years to be an efficient connecting | 
ling, in industry and friendship alike, between our two 
countries.—C. G. G. 
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‘* THAT KNUCKLE-END OF ENGLAND” (Sydney Smith).—The De Havilland 5la (Airdisco engine), flown 
by Colonel the Master of Sempill, seen at John o’Groats, the Northernmost point of Great Britain. 


Colonel the Master of Sempill seems to have a fondness 
for spending his Bank Holidays in the air. Writing as one 
who has to spend his holidays on the road and suffer as 
gladly as possible the fool motorist, one envies his ability 
to do so. 

Colonel Sempill’s latest achievement is to be the first man 
to land at John O’Groats, the name commonly given to Dun- 
cansby Head. Whether a recent leader in THE AEROPLANE 
had anything to do with it or not one would not like to say. 
But at any rate the Royal Aero Club can now learn from him 
whether John O’Groats is a possible turning point or land- 
ing point in a future King’s Cup Race. One gathers that 
as an aerodrome Duncansby Head needs improving. 

On July 29, Colonel and Mrs. Sempill left Skeldon House, 
Ayr, the residence of Air Commodore J. G. Weir, in the 
D.H.sra (Airdisco engine) which Air Commodore Weir ac- 
quired some time ago. They flew to the home of the Sempill 
family at Sintray near Aberdeenshire by way of Renfrew 
and Leuchars. 

July 30 and 31 were spent in the task of increasing the air- 
mindedness of the nation, as Sir Samuel Hoare calls it. In 
other words, Colonel Sempill gave a number of free gratis 
joy-rides to the people high and low of the locality, all the 
way from Colonel Sempill’s father, Lord Sempill, down to 
the Sempill tenantry, first of all at Sintray House and there- 
after at the family seat of Craigievar. 

On Aug. 1, in spite of its being the Sawbath, Colonel 
Sempill flew from Aberdeen to John O’Groats, and was thus 
the first to land on that historic promontory, the northern- 
most inhabited point of Great Britain. 

The route was across Cromarty Firth and Dornoch Firth 
and the time for the journey was one hour and twenty 
minutes. Going by rail the journey takes about four hours 
from Aberdeen to Inverness where one lingers awhile and 
thereafter takes twelve hours or so for the 160 miles to Wick, 
wandering round firths and lochs and kyles and spittals and 
duns and so forth—and then one has quite a long motor- 
drive to John O’Groats. The return journey the same after- 
noon took one hour and three-quarters. So in a day Colonel 
and Mrs. Sempill did a journey which would have taken 
fully three days to do by train. 

Aug. 2, 3, 4, 5 and 6 were all devoted to doing a couple 
of hours’ flying each day in the centre of Scotland, including 
Aberdeenshire, Kincardineshire and Morayshire. In Kin- 
cardineshire the stopping place was Elsick House, belonging 
to Lord Southesk, where Colonel Sempill took up as pas- 
senger Princess Maud, wife of Lord Southesk’s eldest son, 
Lord Carnegie. 

On Aug. 7, after landing at Aberdeen for petrol, Colonel 
and Mrs. Sempill flew to Renfrew and then on to Skeldon 
House, Ayr, in 13 hours—a journey which would take the 
whole of a day if done by rail or even by car. 


The tour comprised eighteen hours of flying during which 
the machine covered about 1,600 miles or so. The petrol 
cousumption worked out in the neighbourhood of 12 to 73 
miles per gallon, which would be quite good going for a 
fairly fast two-seater car. 

It is worthy of note that the machine was out in the open 
the whole time and never landed on an aerodrome except at 
Leuchars. Which only shows what can be done by a good 
machine with a good pilot. 


THE LIGHT AEROPLANE COMPETITION. 

The following is the list of entries for the two-seater 
Light Aeroplane Competition which is to be held at Lympne 
from Sept. 10 to 18 inclusive :— 

THE BLACKBURN AEROPLANE AND MoToR Co. LtTD.—(1} 
Blackburn Bluebird, Armstrong-Siddeley Genet. 

THE Dre HAVILLAND ArRCRAFT Co. Ltp.—(2) D.H. Moth) 
Armstrong-Siddeley Genet. 

THE Bristo, AEROPLANE Co. Ltp.—(3) Bristol Brownie, 
Bristol Cherub. 

THE Rovar AIRCRAFT ESTABLISHMENT AERO CLUB.—(4) 
Hawker Cygnet, Bristol Cherub. (5) Sirocco, Bristol Cherub. 

T. O. M. SopwitH AND F. S1GRiIst.—(6) Hawker -Cygnet II, 
Bristol Cherub. 

THE SUPERMARINE AVIATION WORKS Ltp.—(7) Supermarine 
Sparrow II, Bristol Cherub. 

Tor Haiton AERO CLus.—(8) Two-seater biplane, Bristol 
Cherub. 

A. V. ROE AND Company L0., MANCHESTER.—(9) Avro 
Avian, Armstrong-Siddeley Genet. (10) Avro Avis, Black- 
burne Thrush or A.B.C. Scorpion. 

THE CRANWELL LIGHT AFROPLANE CLUB.—(11) C.L.A. TV, 
“PP” engine. (12) CAs 1V, Brstolm@@nenmt: 

H. W. Martin.—(12) A.N.K.C. Missel-Thrush, Blackburne 
Thrush. 

GEORGE G. PARNALL.—(13) Parnall Pixie III, Bristol Cherub. 

THE SEVEN APROPLANE CLUB.—(15) Short Satellite, A.BC. 
Scorpion. (16) Westland Woodpigeon, A.B.C. Scorpion. 

SUPPLEMENTARY REGULATIONS . 

(rt) All tanks, filler caps, and carburettor float chamber covers must 
be provided with lugs or some other efficient means of facilitating 
sealing. 

(2) In case of a landing away from I.ympne Aerodrome, a full report 
of the circumstances must be made in writing to the Chief Marshal 
on the return of the aircraft to Lympne. 

Fuel (See Supplementary Regulations I, No. 6). ‘This Rule was 
specifically framed in order to prevent the admixture of chemical 
dopes with ordinary petrol or mixtures of petrol and benzol. The 
Rule was issued on Apr. 20, 1926, and has governed the preparation 
of engines and their accessories. In fairness to all competitors, there- 
fore, the use of chemical dopes is still disallowed, even though im 
some cases supplies may have been increased. 

Load to be Carried (See Regulation 7). Competitors must provide 
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IN THE CROCKETT COUNTRY. 


The D.H.5la at Skeldon House, Ayr, the residence of its owner, Air Com- 


modore J. G. Weir. 
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EVERY ENGINE BEFORE 
DESPATCH IS DISMANTLED 
FOR INSPECTION AND AFTER 
RE-ASSEMBLY IS TESTED 
UNDER. SUPERVISION OF 
OUR QUALIFIED AND AP- 
PROVED INSPECTION STAFF. 


WE HAVE A COMPETENT 
DESIGNING STAFF AND A 
WELL-EQUIPPED FACTORY, 
BOTH OF WHICH ENSURE 
FIRST-CLASS WORK BEING 
CARRIED OUT TO OUR 
CLIENTS’ REQUIREMENTS. 


“AIRDISCO”’ 
Avro type 
504K. 


300-330 h.- 
A.D.C. 
‘Nimbus 


MARTINSYDE 


md : 27/60 h.p. A.D.C. 


**CIRRUS,” 


120/140 h.p. A.D.C. 
“AIRDISCO.’ 


MACHINES. ENGINE? 
PeistOL FIGHTER. BOG. pw gir Glebe V LIT 
111.9, 240: h.p. “PUMA: 


300 h.p. HISPANO. 


Ico h.p. MONO, 
GEORHONE,. ete. 


MARTINSYDE F.4. 
SatPESES5A, etc:, etc. 


Ane Scaplane. 
SPARE~ PARTS for 
Meee rh LN ES). and 
ENGINES available. 


INSTRUMENTS, CAMERAS, 
Boms Racks, C.C. GEARS, 
MACHINE GuwnsS, A.G.S., etc. 


oS A.D.C. AIRCRAFT, LIMITED, Pics 
| Regent 6240. REGENT HOUSE, 89, |KINGSWAY, LONDON, ENGLAND, a Haiacde London.” 


Works and Aerodrome ; Croydon, Surrey, 
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their own ballast which must be of such a nature as not to vary in 
weight, and which is capable of being easily weighed. . — 

Identification (See Regulation II). The Official ee ee Pe 
painted in black on a white surface on each side of the use reed 
on the lower surface of each of the lower planes. This number 


and : e! Ms ee 
permits. Government Registration 


must be as large as the surface S. 
Marks are not necessary for this Competition. 
FOR LYMPNE. 

The manufacturers of the A.N.E.C.IV, entered for the 
Lympne Competition, wish to make it clear that <1 is an 
entirely new model biplane, and have decided to calleit =the 
A.N.E.C. “ Missel-Thrush,’”’ which brings in the name of the 
engine fitted. 

i THE A.B.C. SCORPION MARK II. 

The A.B.C. Scorpion Mark II aero-engine, which has been 
designed to comply with the regulations of this year’s Light 
Aeroplane Competition, has recently successfully passed the 
Air Ministry type tests at the rated output of 34 b.h.p., 2,300 
r.p.m. Over the whole test, petrol and oil consumption 
averaged .522 pints of petrol and .039 pints of oil per prep: 
hour. At the end of the test the engine was in excellent 
condition. ve 

The Scorpion Mark II, although based upon the original 
Scorpion, which was in turn a slightly modified version of 
the well-known A.B.C. car engine, has been redesigned 
throughout for use on light aircraft, and except in general 
arrangement, differs considerably from its progenitors. F 

It is of the two-cylinder, horizontally-opposed type, with 
steel cylinders having detachable cast-iron heads. The com- 
bustion space is hemispherical, and has two inclined valves, 
with provision for two symmetrically-disposed sparking plugs. 
The crankshaft is short and stiff, the two throws being kept 
close together, and is made in one piece. The big ends are 
solid and large enough to thread in over the crankshaft, 
and are fitted with split internal bushes. 

The crankcase is of roughly cylindrical form, with the front 
cover and bearing carrier cast integral. There is thus only 
one joint—that of the rear cover. 

. SPECIFICATION. 


BoOremees eee 4.015 inches Normal output ...... 240 bhp. 
(102 m/1m.) 2,300 Ir.p.m 
Stroke” Geavens eee 3.6 inches Maximum output ... 39 b.h.p. 
(78 m/1m.) 25301. Palit: 
Cylinder capacity .-.1,500 c:c. | Welgitge..n--ta---- 106 lbs. 


THE GERMAN GLIDING COMPETITION. 

The ennual Rhon Gliding meeting was held at the Wasser- 
kuppe between July 25 and Aug. 16, and attracted an entry 
list of 53 pure gliders. 

Several remarkable results were achieved, and, though the 
enthusiasts who regard gliders as a means of conveyance 
may be disappointed, the meeting certainly demonstrated 
the keenness of the young Germans who cannot afford motor- 
driven aircraft. 

The main prize of 3,000 marks, offered by the Prussian 
Ministry of Commerce for the longest glide, was won by 
Herr Max Kegel, Chief of the Air Section of the Cassel 
Police, who in a glider of his own design made a flight of 
34 miles in a straight line. This glide beats the previous best 
glide made by Herr Nehring, of: Darmstadt, who flew 15 
miles at the Crimean gliding meeting in October last year. 

Herr Nehring this year won the- 2,000 marks Milseburg 
Prize for accomplishing a round glide from the Wasserkiippe 
to Milseburg, 33 miles away, and back, in 31 mins., with- 
out losing height. 

Herr Nehring alsc won one of the smaller prizes for a 
glide with a passenger, and made other glides of 59 mins., 
19 mins. 36 secs., 18 mins. 58 secs., and 14 mins. 25 secs. 
During the course of the last three flights he reached heights 
of 75, 55, and 83 m. above his starting points. 


THE REDUCTION OF PRICE OF THE D.H. MOTH. 

As 1s announced officially elsewhere in this journal the De 
Havilland Aircraft Co. Ltd. have reduced the price of the 
D.H. Moth to £795. The new price represents a reduction of 
over £100 on the original model, which, with dual ignition 
(now fitted as standard), was priced at £902 °I5s. 

To all those who are clamouring for a £400, or less, aero- 
plane to do in the air all that the Ford does on the ground 
this will still leave room for clamour. However, the fact 
that the constructors have been able to effect over a 10 per 
cent price reduction so early in the history of post-war 
aviation, is exceedingly interesting. 

Last week one wrote of the Moth Service Station of the 
future, and said incidentally that this is not so very far off 
as many people might imagine. At the same time it was 
shown by the flight of Sir John Rhodes, that a Moth could 
make a tour of nearly 800 miles in four days at a cost of 
2.48 pence per mile. 

News concerning the D.H. Moth grows more and more 
like the announcements issued by automobile manufacturers 
and if only the De Havilland Company could hope to attract 
one per cent. of the demand there is for certain of the higher- 
class automobiles the real meaning of the present price re- 
duction would be better understood. 


The De Havilland Company are to be congratulated on 
their boid move, and one sincerely nopes that the future will 
amply repay them.—t. B. 


THE CIRCUIT OF CZECHO-SLOVAKIA. 


The annual race round the Czecho-Slovak Republic, organ- 
ised by the Czecho-Slovak Aero Club, was held on July 5, over 
the circuit Prague—Hradec Kralove—Opava—Mor. Ostrava— 
Olomouc—Nitra—Bratislava—Brno — C. Budejovice—Plzen— 
Prague, a total distance of 1,100 kms., with obligatory land- 
ings at Olomouc and Brno. 


Competing aircraft were divided into three categories and 
had to be standard production aircraft as used by the Army 
Air Service. 

Extremely bad weather, including high wind and torrential 
rain, over one sector, which forced five competitors to land, 
and a thick fog on another portion of the circuit, compelling 
pilots to fly very low, did little to interfere with the success 
of the competition. 


Category A for aircraft under 100 h.p. was won by Capt. A. 
Vicek on an Avia B.H.g monoplane (60 h.p. Walter engine), 
who completed the circuit in 7 hours 56 mins. flying time. 
The three remaining competitors in this category did not 
complete the course. 

Category B was won by Sergt. O. Subrt on an Aero 11 two- 
seater reconnaissance biplane (240 h.p. Walter engine), in 6 
hours 5 mins. flying time, followed by Sergt. Novak, 6 hours 
34 mins.; Capt. Schindler, 6 hours 44 mins.; and Sergt. 
Nemec, 6 hours 53 mins., all on Aero 11 biplanes (240 h.p. 
Walter engines). 

Category C for single-seat fighters, was won by Sergt. J. 
Anderle, on a Smolik 20 biplane (300 h.p. Skoda-Hispano- 
Suiza engine), in 5 hours 7 mins., followed by Capt. Zeleny 
on the same type of machine in 5 hours mz mins. 

In connection with this race, a flying day was held at 
Kbely aerodrome, Prague, and over 50 military aircraft 
carried out exhibitions of formation flying, etc. In addition 
M. Bican, chief pilot of Milos Bondy and Co., demonstrated 
the flying qualities of the Avia B.H.1zr monoplane with some 


_ wonderful exhibitions of aerobatics, and large numbers of 


people were given flights on machines belonging to the 
various civil aviation companies. 

On the following day, in connection with the Sokol Féte, 
So military aircraft flew over the Stadium of Prague. 


A 


A ROYAL PASSENGER. — The 
Princess Maud in the D.H.5la, at 
Elsick House, the seat of the Earl of 
Southesk, where she flew with Colonel 
the Master of Sempill. 


Princess Maud is the wife of Lord 
Carnegie (here seen beside her) and 
the second daughter of the late Duke of 
Fife and of the Princess Louise, eldest 
sister of His Majesty King George. 
Her elder sister is the Princess Arthur 
of Connaught, who is Duchess of Fife 
in her own right. 


: 
i 
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Colonel Sempill, whose August Tour 
is described on the previous page, is 
doing very valuable work in promoting 
air-mindedness in Great Britain. 
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AIRCRAFT 


Axccessories and Armament 


of all descriptions. 
TWO EXAMPLES OF ROYAL AIR FORCE TYPES. 


\/ICKERS"\VJIRGINIA’ 


(TWIN 450 H.PNAPIER “LION" ENGINES) 


WIPE 


AIRCRAFT 


AMBULANCES, 
AMPHIBIANS. 
BOMBERS. 


COMMERCIAL 
CRAFT. 


FREIGHT 
CARRIERS. 


FIGHTER~- 
RECONNAISSANCE 
TWO-SEATERS. 


IFURQPORS LILY HRCEE, 


Length Overall...50-7" Span(Spread)....86-6" - Unladen Weight....9900 Ibs, 
Height Overali....17-37 Span(Folded)....44-37 Useful Load.......... 6,850 ibs 


Approx. Full Speed..1O8mph. Minimum Speed ...46m.ph, 


FORESTRY PATROL 
FIRE FIGHTERS. 


VICKERS “VICTORIA” 


(TWIN 450 H.P NAPIER “LION” ENGINES) 
(on service 772 [raq). 


SCOUTS, 
SINGLE SEATERS, 


SEAPLANES. 


TRAINING 
MACHINES 


TROOP 
CARRIERS. 
VICKERSWIBAULT 


SYSTEM OF 


ALL METAL 
CONSTRUCTION. 


Length Overall....51°7” Span (Spread)...86-6. Unladen Weight...10,155 Ibs 
Height Overall ....17°3° Span (Folded)...44-3" Useful Load........7.945 bs 
Approx.Full Speed .104mph. Minimum Speed. 48mp.a 


All Enquiries to- 
Aviation 7 Gs pacinenite 
VICKERS HOUSE, BROADWAY, LONDON, SMW.1 


AIRCRAFT FACTORY, WEYBRIDGE.SURREY. 


Cry 
JSelephone 
VICTORIA GS9O0O0 


COT 


WTI EOA 


AMMUNITION. 
BOMBS & GEAR. 


CAMERA, AIR 
(EAGLE). 


DAVIS NAVIGATION 
LIGHTS. 


GUNS, BELT & 
DRUM FEED. 
GUN CAMERAS 


(HYTHE MK.IL) 


GUN MOUNTINGS 
(VICKERS~ SCARFF), 
OLEO-PNEUMATIC 
UNDERCARRIAGES 
& TAIL SKIDS. 


PETROL 8 OIL 
ACCESSORIES. 


PYROTECHNIC 
STORES. 

REID CONTROL 

INDICATORS. 


STREAMLINE WIRES 
& STEEL TIERODS. 


ETC ETC ETC 


Telegrams | 
VICKERS, SOWEST, LONDON, 


OTR TC TT 
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THE ROYAL AIR FORCE. 


The London Gazette. 
Aug. Io. 


GENERAL DUTIES BRANCH.—The following are granted temp. comuns. 
as Flg. Offs. on seconding for four years’ duty with the R.A.F. 
(July 26) :—J. N. Berkeley-Miller (Lt., R. Tank Corps); C. H. Schofield 
(Lt., Welch R.). 

The following Plt. Offs. are promoted to the rank of Flg. Off. :-— 
G. H. Loughman (May 1); J. W. Vanderbeeck (June 15); G. B. 
Beardsworth (June 17); N. S. Allison (June 17). 

The following Flg. Offs. are placed on the retired list at their 
own request :—G. H. Elliot (Aug. 8); A. KE. Platford (Aug. 12). Flg. 
Off. J. P. Cafferkey is placed on the retired list on account of ill- 
health (Aug. 311); Flg. Off. S. S. Girsten is transferred to the 
Reserve, Class A (July 27); the S.S. comn. of Plt. Off. on probation 
T. J. IL. Bradley is terminated on cessation of duty (July 23). 

STORES BRANCH.—Sq. Ldr. D. McBirney is placed on the retired list 
(Aug. §&); Fit. Lt. G. C. Anne, O.B.E., is placed om the retired list 
at his own request and is granted permission to retain the rank of 
Sq. Ldr. (Aug. 11); Sq. Ldr. H. E. J. Hewitt relinquishes his S.S. 
comn. on account of ill-health and is granted permission to retain 
his rank (Aug. 11). 


ACCOUNTANT BRANCH.—The following are granted perm. comns. as 
Plt. Offs. on probation, with effect from and with seniority of 
Aug. 3:—R. A. J. Mullarkey, A. W. Younghusband. 

MEDICAL BRANCH.—Flg. Off. R. S. Maclatchy is transferred to the 
Reserve, Class D.2 (Aug. 11). 

RESERVE OF AIR FORCE OFFICERS.—Flg. Off. D. M. I. Macarthur is 
removed from the service (July 26) 

PRINCESS MaRy’s R.A.F. NURSING SERVICE.—Staff Nurse Miss M. ‘T. 
Thorburn is promoted to the rank of Sister (Aug. 14). 


Appointments. 
Week ending Aug. 16. 

GENERAL DUTIES BRANCH.—Wing Commanders EK. R. C. Nanson, D.S.c., 
A.F.C., to R.A.F. Depot, pending posting overseas, 13/8. (Cx WiewEl. 
Pulford, OuBiEw) eAlEsCe eto RAGE: Depot, pending disposal, 12/7. 
W. H. Primrose, D.F.C, to R.A.F. Depot, Uxbridge, on transfer to 
Home Estab., 12/8. 

Squadron I.eaders A. P. V. Daly, to No. 58 Sadn., Worthy Down, 
3/8. K. R. Park, M.C., D.F.C., to H.Q., Air Defence of Great Britain, 
Uxbridge, 15/8. J. W. Woodhouse, D.S.O., M.C., to M.A.H.E., Felix- 
stowe, 6/8 

Flight Lieutenants C. E. W. Lockyer, to School of Photography, 
Farnborough, 17/8. &. W. Edwards, to Home Aircraft Depot, Henlow, 
1¢/8. A. W. Franklyn, M.C., to Armament and Gunnery School, East- 
church, 16/8. R. S. P. Boby, to R.A.F. Depot, on transfer to Home 
Estab., 25/7. P. H. Davy, to R.A.F. Depot, on transfer to Home Estab., 
17/7. O. W. de Putron, to No. 99 Sqdn., Bircham Newton, 12/8. 
N. M. S. Russell, to No. 84 Sadn., Iraq, 17/7. 

Flying Officers J. S. Nichol, to No. 39 Sadn., Spittlegate, 23/8. 
EB. A. Blake, M.M., to No. 5 F.T.S., Sealand, 18/8. A. M. Webster, 
to R.A.F. Depot, on transfer to Home Estab., 27/7. C. F. H. Grace, 
to Communication Flight, Northolt, 19/7. (Hon. Flt. Lt.) E. V. 
Major, to) No. 2 EVITS., Digby, 18/8. > R: Newbigging, to R.A.F. 
Depot, on transfer to Home Hstab., 5/8. C. Sutton, to Heliopolis 


Details, 30/7. W. H. Burbury, to No. 5 Sadn., India, 7/7, J. N. 


oy) 


Berkeley-Miller and C. H. Schofield, to No. 4 F.T.S., Egypt, on appoint- 
ment to Temp. Comns. from the Army, 26/7. F. A. Swoffer, M.B.E., 
to No. 11 Sqdn., Netheravon, 17/8. J. B. Barrett and F. G. Cator, to 
School of Photography, Farnborough, 9/8. M. J Ducray, to No. 1 
F.T.S., Netheravon, 14/8. C. Guppy, to R.A.F. Base, Calshot, 17/7. 
G. JH. Vasse; 1G. Combe and EH. S/7c; Vaughan, M.C., to Armament 
and Gunnery School, Hastehureh,, 26/85 .Ceata ce Penny, to R.A.F. 
Depot, Uxbridge, 18/8. k. KF. Wilkinson, to No. 23 Sqdn., Henlow, 
26/7. R. H. S. Mealing, to Heliopolis Details, 8/7. H. EB. Power, 
to No. 208 Sqdn., Egypt, on appointment to a SS. Comin; 9241/7. 
Pilot Officers W. G. Cheshire, to No. 4 F-T.S., Egypt, on appointment 
to S.S. Comn., 28/7. G. M. E. Shaw, to No. 45 Sqdn., Iraq, 28/4. 


D. C. Sherman, to No. 31 Sadn., India, 19/7. G. P. Butcher, to Air- 
craft Depot, India, 7/7. W. S. Townend, to No. 27 Sadn., India, 4/%; 
R. C. Whitle, to Aircraft Depot, India, 7/7. The undermentioned 


Pilot Officers are posted on appointment to Perm. Comns. from the 
R.A.F. Cadet College, with effect 30/7:—W. L. Freebody and F. J. 
Moon, to No. 11 Sqdn., Netheravon. R. XK. Hamblin, to No. 56 Sqdn., 
Biggin Hill. K. S. Brake and I. C. Bennett, to No. 43 Sqdn., Henlow. 
E. S. Finch and B. €. Yarde, to No. 3 Sqdn., Upavon. H. Waring, 
W. G. Abrams; C, i. Chilton and R. S. Darbishire, to R.A.F. Base, 
Calshot. J. C. Cunningham, to No. 4 Sadn., Farnborough. R. F. Part, 
to No. 502 Ulster Sqdn., Aldergrove. H. H. Martin, to No. 2 Sqdn., 
Marston. G. Stevenson and R. P. H. Utley, to No. 58 Sqdn., Worthy 
Down. P. H. Jackson and H. A. Purvis, to No. 111 Sqdn., Duxford. 
D. N. Roberts, to No 39 Sqdn., Spittlegate. 

MEDIcAL BRANCH.—Wing Commander W. Lysrell DS. Or, el. Crevice. 
D.P.H., to R.A.F. Depot, Uxbridge, on transfer to Home Estab.,; 23,/'+: 
Flying Officers L. Freeman, to R.A.F, Depot, Uxbridge, 5/8. J. ©. 
Priestley, D.M.R.E., to R.A.F. Depot, Uxbridge, 9/8. J. Twohill, 
M.B., to M.A.B.E., Felixstowe, 9/8. ’ 

STORES BRANCH.—Flying Officer <A. Davidson, M.C., to Supply Ser- 
vices, Supply Depot, Mosul, 11/3. 


ACCOUNTANT BRANCH.—Pilot Officers R. A. J. Mullarkey and A. W. 


Younghusband, to School of Store Accounting and Storekeeping, 
Kidbrooke, on appointment to Perm. Comns. (on probation), 3/8. 


Fatal Accidents. 


The Air Ministry regrets to announce that as the result 
of an accident at Helwan, Egypt, to a D.H.ga of No. 47 
Squadron, Helwan, on August 10, Fig. Off. Herbert Gerald 
Slater, the pilot of the aircraft, and No. 3421772 AC.1. Thomas 
Reginald Harvey, were killed. ; 

The Air Ministry regrets to announce that as the result of 
an_ accident in the vicinity of Netheravon Aerodrome to a 
D.H.ga of No. 1 Flying Training School, Netheravon, on 


Aug. 12, No. 335937 L-AC. Clarence Henry Hooper Gooding 
the pilot and sole occupant of the aircraft, was severely in 
jured, and died of his injuries shortly afterwards. 


Cranwell Cadetships. 

The following are declared by the Civil Service Commis 
sioners to be the successful candidates at the competitio: 
held last June for admission to the Royal Air Force Cade 
College, Cranwell. Their admission is conditional on thei 
having passed a medical examination. 

The names are in order of merit, and a table of marks wil 


be sent to each candidate as soon as possible :— 

Easton, J. A., Frost, A. H. E., Taylor, L. V., Dale, H. R., Grundy 
E.. M. F., Wells, W. J.-M., Dark, A. Pratt, C. Vi jc, Tindale 
Worsley, G. IN. E., Cooper, R. J., Homer, J. W., Pringle, em 
Williams, R. D., Bayne, D: W., Strattonyey seme White, N. E. 
Ferguson, J. H. P., Aldrich-Blake, P. G., Martin, E. L., Councell 
Rk. B., Pocock, N. EK. I., Laine, E. J., Manning-Fox, J. H., Jorgensen 
J. E, Younghusband, R. H., Savage, J. W. 

King’s Cadets who have qualified :—Ryley, C., Sprague, R. A. 


No. 4 Apprentices’ Wing. 

No. 4 Apprentices’ Wing, R.A.F., was formed at Cranwel 
in 1920, under the command of the late Group Captain C. F 
Kilner, D.S.O., R.A.F., and was then designated No. 2 Schoo 
of Technical Training (Boys). 

In April, 1921, the Unit became the Boys’ Wing, Cranwell 
and in August, 1922, the Command was taken over by Win; 
Cdr Res) hes Barton meses. 

In November, 1925, the Unit hecame No. 4 Apprentices 
Wing, and will retain this designation on joining the Haltor 
establishment. 

The Wing has every reason to be proud of its achieve 
ments during the past six years. According to the final issu 
of No. 4 Apprentices’ Wing Magazine, the Unit has producec 
eighteen cadets, over sixty corporals, and some six hundrec¢ 
who were leading aircraftsmen on leaving. A large numbei 
of these have already been promoted to corporals and ser. 
geants, and there have also been a number of N.C.O. pilot: 
from its ranks. 

Many ex-boys are studying under the Institution of 
Mechanical Engineers and Automobile Engineers, and some 
are working under the A.I.D. 

The Rifle Championship of the R.A.F. was won recently 
by an ex-boy from Cranwell, and many others represent theit 
Units and the Service in the world of sport. 

The Wing's Light Aeroplane Club has contributed to the 
design of small aeroplanes, and has also designed a small 
aero-engine. 

A scale model of a Bristol fighter made by a member of 
the Apprentices’ Wing Model Aircraft Society has been placed 
in the South Kensington Museum. 


Competitive Permanent Commissions. 

An Air Ministry communiqué, dated Aug. 13, announces 
that further appointments to Short Service Commissions 10 
the R.A.F. will be made in September. 

The communiqué again impresses on candidates that only 
a very small percentage of short service officers can be re- 
tained on the Permanent List. On the other hand the Ait 
Ministry now calls attention to the fact that every year a 
competitive examination is held in mathematical and scien- 
tific subjects and is open to officers of two years’ service 
who are under 25 years of age. Officers who pass this éx- 
amination proceed to a two-years’ course in engineering and 
are granted permanent commissions. 

After five years’ satisfactory service in the R.A.F. the short 
service officer should find himself qualified to obtain em- 
ployment in engineering and allied firms. Service in the 
R.A.F. counts in part towards the period necessary to be- 
come an Associate Member of the Institute of Mechanical 
Engineers, and an officer should be able to pass the Associate 
Membership Examination of that Institution before he leayes 
the Service. 

Candidates for Short Service Commissions in the R.A.F. 
should be between 18 and 25 years of age and those with 
a basis of engineering training are particularly wanted. 

Application for forms and regulations should be made with- 
out delay to the Secretary, Air Ministry, Kingsway, W.C.2. 

The Fleet Air Arm. 

The Times of Aug. 13 states :— 

The aircraft-carrier Eagle, Capt. W. M. Kerr, C.B.B., is to return 
to Devonport for recommissioning at the end of September. Her present 
crew joined her at Portsmouth on Feb. 26, 1924. The Eagle is one of 
two aircraft-carriers now maintained in the Mediterranean, the other 
being the Hermes, which is manned from Chatham. 


Some Service Magazines. 

The Basrah R.A.F. Magazine:—The Summer Number of 
the Basrah R.A.F. Magazine is as well illustrated as the 
previous issues, a photograph of Baghdad is particularly) 
striking. | 

The magazine would be very much more conyenient to read 
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THE GLOUCESTER SHIRE AIRCRAFT Co. Lid 


SUNNINGEND WORKS BROCKWORTH WORKS AND 
CHELTENHAM. AERODROME. 


GLOS. 
LONDON OFFICE: 49 RATHBONE PLACE, OXFORD STREET, 


GLOSTER GAMECOCK, WITH JUPITER ENGINE, 
the standard Single Seater Fighter of the Royal Air Force. 
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if it were arranged somewhat differently. For instance, 
sports news should be kept together instead of being scattered 
indiscriminately through the paper, and definite news, like 
“‘Ttems from India,’”’ might be grouped apart from the mere 
local libels and odd editorial notes and comments. The 
Magazine is full of imteresting material and excellent draw- 
ings, but it wants bracing up. 

The Overseas Airman:—The August number appears in 
another new jacket, and looks very smart and prosperous. 
It is as full as ever of cheerful nonsense, the best being, per- 
haps, a page of stories, profane and otherwise, told by an 
Education Officer in the Palestine Command. The poem 
“The Air Mail ’’ might be quite good if a few words were 
altered here and there to correct the scansion. The drawing 
of ‘The Man Who Dropped It ”’ (after Bateman) is good. 

No. 4 Apprentices’ Wing Magazine :—Unfortunately this is 
the last number of this excellent magazine. It should have a 
tremendous sale amongst the Apprentices and ex-Apprentices 
who served with the Wing at Cranwell, because it is a record 
of the activities of the Wing since its formation, and is 
beautifully illustrated with photographs of the Station and 
its surroundings, the workshops, and other familiar buildings, 
and groups of the various Wing Sports teams.—C. M. McA. 

R.A.F SPORTS. 
The R.A.F. Swimming Association. 

The eliminating swimming contest between No. 5 F.T.S., 
Sealand, and M.T.D., Shrewsbury, took place at Shrews- 
bury Baths, early in August. The results were :— 

50 Yards Championship—(1) AC. Belcher, B. (Shrewsbury). (Time 
34 4/5ths). (2) Cpl. Hill (Sealand). 

too Yards Championship.—(1) Cpl. Hill (Sealand). (Time 79 2/s5ths.). 
(2) AC. Belcher, B. (Shrewsbury). 

Diving.—(1) L-AC. Bown (Shrewsbury). (2) Cpl. Hill (Sealand). 

Plunging. —(1) AC. Evans (Shrewsbury), (39 ft. 9 ins.). (2) Flg. Off. 
Whitehead (Shrewsbury). 

Inter-Unit Relay Race (one length each man).—Won by Shrewsbury 
Team. ‘This was first a dead-heat, but in the swim-off Shrewsbury 
won by two yards. 

Inter-Unit Water Polo.—Won by Shrewsbury, 8—o. Sealand were un- 
fortunate in having to play without their captain and two others of 
the usual team, who were away on account of illness. 

The R.A.F. Rifle Association. 

The Sixth Annual Meeting of the R.A.F. Rifle Association 
was held at Bisley from June 28 to July 2. 

The number of entries for this meeting shows a great 
improvement on previous years, 161 competing in the Tyros 
Match alone, this year, against 31 last year. In the Aperture 
Sight Match there were 48 competitors this year against 
none last year. 

At the end of the Meeting the prizes were presented by 
Ait Matshal Sir John Salmond, K.C.B,, CiMEGs 'C.V.0., 
D.S.0., who, in the course of a few remarks at the end of 
the prize-giving said that rifle-shooting was the A.B.C.. of 
all other forms of shooting and he was very pleased to see 
that so many officers and airmen had taken it up. He also 
alluded to the excellent score made by L-AC. Willott, in the 
Rifle Championship, and Young Airman’s Match, and said 
that the equivalent to this score had won the Army 
Championship two years ago. 

The winners of the first prizes were :— 

THE Tyro MatcH.—(The Longcroft Cup): L-AC. Pyne (Felixstowe). 

THE YOUNG OFFICERS’ AND AIRMEN’S Matca.—(The Whitelock Chal- 
lenge Cup): L-AC. Willott (Eastchurch). 

THE RIFLE ,CHAMPIONSHIP AND GRAND AGGREGATE.—(H.G. the Duke of 
Sutherland’s Challenge Cup, the N.R.A. Silver Medal and the R.A.F. 
R.A. Silver Medal): L-AC. Willott (EBastchurch). Match I of above 
Deliberate: Fig. Off. Delamain (Cranwell). Match II of above 600 x 
to 100 x fire with movement: F-S. Brockeman (Cranwell). Match IIT 
of above Rapid 300 x: Sit. Scott (Flowerdown). Match IV of above, 
Snapshooting 300 x: AC. Cranstone (Cranwell). 

THE APERTURE SIGHT Marcu.—(The J. C. Halahan Cup and the 
R.A.F, R.A. Silver Medal): F-S. Williams (Cranwell. 

Tur Pisto. CHAMpPIONSHIP.(The F, C. Halahan Cup): Sq. Idr. 
Darley (Halton) 

THE REVOLVER CHAMPIONSHIP.—(The Barton Cup): Sq. Ldr. Darley 
(Halton). 

TrAM Events. 

THE CHIEF OF THE AIR STAFF’s INTER-UNIT CHALLENGE CuP.—(The Cup 
and R.A.F. R.A. Silver and Bronze Medals): ist, Cranwell, score 
1,141; 2nd, Hastchurch, score 1,103; 3rd, Manston, score 1,068. 

THE INTER-UNIT Pisto, Tram Marca.—(The Salmond Cup) (rt R.A.F. 
R.A. Silver and 4 Bronze Medals): 1st, Cranwell (378); 2nd, Halton 
(337); 3rd, Eastchurch (206). 


_ AN ALTITUDE DURATION RECORD. 

A writer in the Westgate-on-Sea and Birchington Guardian, 
describing searchlight practice in the neighbourhood, writes 
as follows :— ; 

The crew work in darkness until, suddenly, the order is given, 
a hiss follows in the great lamp, and a beam is shot right on to the 
aeroplane, perhaps a big twin-engined bombing machine; it is many 
miles away, too. 

It started out lone before dusk to attain the necessary height.... 

Even allowing that the article is somewhat of the coloratura 
type, the writer must have got some facts from somewhere. 
And he cannot well have invented the idea that our big 
bombers have to start out long before dusk to get to a reason- 
able height for searchlight practice after dark. 


THE BOURNEMOUTH MEETING. 
An account of the Bournemouth Flying Meeting on Satur. 


“day and Sunday next will be published in THE AEROPLANE 


next week. Whether it will occupy much space or little 
will depend entirely on what happens at the meeting. In 
these days there is so much news of international and 
national importance to be published that there is no space 
to spare for descriptions at length of flying races between 
machines and pilots, all of which and whom are so well 
known that they need no describing to readers of this paper, 

At the same time, Bournemouth is the first provincial town 
to put up money for an air-race meeting since the War 1914. 
18—for of course one does not include the * Pageants ” 
organised by the Lancashire and Yorkshire Clubs among 
provincial race-meetings—so a certain amount of space musi 
be devoted to the actual results of its sporting effort. 


Also the Royal Aero Club is to be congratulated on having 
the courage to defy the Non-Conformist Conscience and give 
its blessing and aid to Sunday racing. The only thing te 
which one objects is having the affair made a two-day meet 
ing. It takes up so much time, and, to those on the inside 
of Aviation, it may be as boring as a cricket Test Match. 
Still, it will be interesting to see whether the indigenous in 
habitants of Bournemouth, and the visitors on whom they 
live, patronise the meeting more on Sunday than on the 
Saturday, or contrariwise, or whether they go at all.—c. G76, 


ENTRANTS. 


The entries for the Bournemouth Meeting are given below, 
First appears the name of the pilot, then the entrant wher 
entered by other than the pilot, then the description of the 
machine, followed by its colouring and official letters :— 

W. J. McDonough, Midland Aero Club, D.H. Moth (27/60 h.p. Cirrus) 
Green and Silver, G-EBLT. 

F. G. Sparks, London Aeroplane Club, D.H. Moth (27/60 h.p. Cirras) 
Brown and Silver, G-EBLI. 

S. IL. F. St. Barbe, London Aeroplane Club, D.H. Moth (27/60 hip 
Cirrus), Brown and Silver, G-EBNY. 

G. I. Thomson, Hampshire Aeroplane Club, D.H.Moth (27/60 h.p 
Cirrus), Light and Dark Blue and Silver, G-EBOH. 

A. S. Butler (Royal Aero Club), D.H.37 (300 h.p. Nimbus), Red an¢ 
Silver, G-EBDO. : 

C. D. Barnard (Royal Aero Club), S.E.C.M. (Hispano-Suiza), White 
Blue Stripes, F-AIAQ. 

Mrs. S. C. Eliott-Lynn (British Private Aircraft Owners’ Club), D.H 
Moth (27/60 h.p. Cirrus), Light Blue, G-EBKT. 

Fit. Lt. J. S. Chick, R.A.K. Aero Club, R.A.B. Hurricane) (gamma 
Bristol Cherub), Silver, G-E8HS 

Fit. Lt. F H. Shales, R.A.E. Aero Club, Hawker Cygnet (30 hip 
Bristol Cherub), Silver and Buff, G-EBJH. 

D. A. N. Watt (British Private Aircraft Owners’ Club), Sopwiti 
Grasshopper (100 h.p. Anzani), Kharki, G-KAIN. 

D. A. N. Watt (British Private Aircraft Owners’ Club), Sopwitl 
Swallow (130 h.p. Clerget), Silver, G-HACZ. 

Capt. G. de Havilland (British Private Aircraft Owners’ Club), DH 
Moth (27/60 h.p. Cirrus Mark II), Peacock Biue and Silver, G-EBNO. 

Fig. Off. G. E. F Boyes, The Seven Aeroplane Club, D.H.53 (A.B.c 
Scorpion), Silver, G-EBHZ. 

W. Hay, London Aeroplane Club, D.H. Moth (27/60 h.p. Cirrts) 
Brown and Silver, G-EBMF. 

Capt. A. Lamplugh, London Aeroplane Club, D.H. Moth ‘(27/60 h.p 
Cirrus), Brown and Silver, G-EBNP. 

Flt. Lt. A. Bamber, Mrs. S. C. Eliott-Lynn, S.E.5 (210 h.p. Viper) 
Silver, G-EBPA. 

Flg. Off. R. H. Stocken, Hampshire Aeroplane Club, D.H. Motl 
(27/60 h.p. Cirrus), Light and Dark Blue and Silver, G-EBOH. 

Wing Cdr W. Sholto Douglas, Nimbus Martinsyde (300 h.p. Nimbus) 
Silver, G-EB9J. 

B. Hinkler, A. V. Roe and Co. Ltd., Avro Gosport (100 h.p. Mono) 
Silver, G-EBNE 

H. S. Broad, F. E. N. St: Barbe, D.H. Moth (27/60 hp.) Cipmus) 
White and Crimson, G-EBMO. 

W. I. Hope, D.H. Moth (27/60 h.p. Cirrus), Dark Blue and Silver 
G-EBME. 

E. L. Brighton, Midland Aero Club, D.H. Moth (27/60 h.p. Cirrus) 
Green and Silver, G-EBLT. 

Major KX. M. Beaumont, London Aeroplane Club, D.H. Moth (27/6 
h.p. Cirrus), Brown and Silver, G-EBNY. 

L. J. C Mitchell, ILondon Aeroplane Club, D.H. Moth (27/60 Hp 
Cirrus), Brown and Silver, G-EBII. 

R. Malcolm, London Aeroplane Club, DH. Moth (27/60 h.p. Cirrus) 
Brown and Silver, G-EBMF. 

G. H. Craig, London Aeroplane Club, D.H. Moth (27/60 h.p. Cirrus) 
3rown and Silver, G-EBNP. 

N. Jones, london Aeroplane Club, D.H. Moth (27/60 h.p. Cirrus) 
Brown and Silver, G-EBLI. 


THE GROSVENOR CHALLENGE CUP HANDICAP. 


The Race for the Grosvenor Challenge Cup and for prizes present# 
by Sir Charles Wakefield, Bart.,—First Prize £75, Second Prize £25- 
will be held at Lympne on Saturday, Sept. 18, over a distance 0 
approximately roo miles. 

The Race is open to any acroplane, the weight of the engine 0 
which does not exceed 275 lbs. The aéroplane and engine must havi 
been entirely constructed in the British Empire, and the entrant an 
pilot must be British subjects. The entrant must be an individua 
and not a company. The aeroplanes will be handicapped on a tim! 
allowance basis. 

The entry fee is £2. This fee, together with entry form, must bi 
received by the Royal Aero Club, 3, Clifford Street, London, W.-1 
not later than Friday, Sept 3 | 
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PROVED RELIABILITY 


ROLLS: ROYCE 


WATER-COOLED AERO ENGINES 


TRS ed ND BES he a Ni 
Tifa WORLD) 


SEVEN YEARS AGO Rolls-Royce Aero Engines in a Handley- 
Page Aeroplane flew from ENGLAND 
to INDIA (Karachi), (5,556 miles). 

SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew the NORTH AT- 
LANTIC (1,890 miles non-stop). 

STIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew from ENGLAND 
to AUSTRALIA (11,500 miles). 

SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew from ENGLAND 
to SOUTH AFRICA (6,281 miles). 

FOUR YEARS AGO _ Rolls-Royce Aero Engines in a Fairey 
Seaplane flew across the SOUTH AT- 
LANTIC (3,800 miles). 

TWO YEARS AGO Rolls-Royce Aero Engines in a Fairey 
Seaplane flew ROUND AUSTRALIA 
(9,800 miles). 

TWO YEARS AGO A Rolls-Royce Aero Engine in a Fokker 
Aeroplane flew from HOLLAND to the 
EAST INDIES (10,000 miles). 

CNE YEAR AGO A Rolls-Royce Aero Engine in a Handley- 
Page Aeroplane flew from BRUSSELS to 
the BELGIAN CONGO (5,084 miles). 
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Tr ase ONO ULT STREET LOND ONS Wr 


Telegrams: Rolhead, Piccy, London Telephone: Mayfair 6040 (4 lines) 
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LONDON TO. CAIRO IN 50 HO@UIXNs 


SE ate . = — 


. | 1. Minchin, C.B.E., 
Mr. F. Mover, the eg ie Pee ae 


ene ae BAER, : Pilot who flew the 
C ts eer RASC, Pace : Bristol Bloodhound on 
See O1OneE! LVL UVC * = 
#| f reakin 
*1 throughout the flight. Blas flac Ord Spr aa etms 


v4 Bee flight. 


High-speed Reliability Test 
proves the superiority of 


! Shell Oil and Shell Petrol 


For the first time, a London-Cairo flight has been accomplished in 50 hours 
(elapsed time). 


The pilot, Colonel Minchin, C.B.E., D.S.O., M.C., flying a Bristol Blood- 
hound Biplane with Bristol Jupiter air-cooled engine, set up this new air 
record on July 30th/3 1st. 


The distance of this air route is 2,200 miles, of which 400 are over the sea. 
It was an arduous task for any engine. Shell Oil was used exclusively and 
gave dependable, unfaltering lubrication throughout the flight. 


Shell Aviation Spirit was also used exclusively. Thus another air record 
was made on that invincible combination—Shell Oil and Shell Petrol. 


Buy from the branded Shell Oil cabinet and the sealed Shell pump. 


Motor Of ataperat 
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THE BRISTOL HIGH-SPEED FLIGHT TO CAIRO. 
By F. MAYER. 


S See 


THE SHIP AND HER CREW. 


The Bristol Bloodhound (Bristol Jupiter engine) with Lt.-Col. Minchin, C.B.E., 


D.S.0., M.C. (late R.F.C. and R.A.F.), and Mr. F. Mayer of the Bristol Aeroplane Co. Ltd., before the start for 
Cairo. 


Some months ago a Bristol Bloodhound biplane, with a 
lark VI Bristol Jupiter engine, did an endurance flight of 
5,000 miles in 225 hours, under official supervision, during 
hich not a single replacement or adjustment was made to 
te sealed engine. With only one valve and spring replaced 
1@ engine was refitted in the machine and again sealed. 
Arrangements were made with Lt.-Col. F. F. Minchin, 
.B.E., D.S.O., M.C., late R.F.C. and R.A.F., and now a pilot 
f Imperial Airways Ltd., to attempt to make the flight from 
roydon to Cairo in two days, this journey never having been 
one in the time. Delays at two of the landing points pre- 
ented the journey from being done to schedule, but the 
oped-for time was exceeded by 23 hours only. 

Col. Minchin was accompanied by Mr. F. Mayer, who has 
ontributed the following interesting record of the flight :— 


It was on the morning of June 30 that we set out from Croydon. 
1 the darkness we made our preparations and dawn was just rising 
hen we took off at 04.00 hrs. Apparently it was well that we did 
ot delay our departure because I have since been informed that 
ardly had we left the aerodrome before a thick ground mist fell 
hich would have rendered a take-off impossible. As a matter of 
tet during the trip from Croydon to the coast the ground mist and 
te darkness of early dawn prevented our seeing anything whatever 
the country over which we were flying. 
We made a fairly long crossing over the sea but soon after we hit 
1¢ French coast the sun came out brightly and the weather appeared 
) promise well for the earlier stages of our trip. 
At 08.00 hrs. we landed on the aerodrome at Dijon. Here the first 
Our many trovbles started, and, considering our desire to lose 
s little time as possible in order to make a speedy flight, it was 
titating enough. 
Sure enough a wagon with 50 gallon drums of petrol and oil was 
1 waiting; but there was no means of getting the petrol into the 
inks, which are on the top wing of the machine, and quite a time 
as lost- searching for cans and funnels. At last Colonel Minchin 
id myself—gallantly aided by the agent of the Petrol Company-- 
1ceeeded in getting about 100 gallons of petrol into the tanks. 
In the meantime, having had some previous experience of Customs 
clays, we had telephoned to the Custonis Officer at Dijon, about 5 
liles distant. He informed us that he would start immediately for 
1€ aerodrome. The minutes steadily passed and when at the end of 
1 hour and a half he had still not appeared our patience began 
» get a little frayed. 
However, when he eventually arrived, having made the journey 
1 a bicycle, we were compelled to refrain from complaining for 
l€ Officer was a cripple who had lost a leg in the war. Once upon 
1€ spot he afforded us the quickest possible clearance and we were 
on off upon the second section of our journey. 
When we left Croydon the temperature was 8°C; at Dijon already 
i¢ shade temperature on the ground had mounted to 26° C. 
OveR THE ALPS 
The first half-hour on this section of our journey was over 
hoderately good country. However, this soon changed to hills and 
» some very ugly looking mountain ranges, so that it was well for our 
€ace of mind that we had absolute faith in our engine. As we 


approached this mountainous country we had been gradually climbing 
until we were flying at a height of 10,000 feet and at this altitude 
we were able to fly along the valleys beneath the towering Alpine 
peaks. 

During our passage of the Alps, it was amazing the way the 
weather alternated, for local storms of great violence extending over 
comparatively small areas were frequently met. For instance two 
of the valleys which we traversed were almost completely impassiple 
owing to violent storms, and the severe bumps which we experienced 
were more than unpleasant. 

At the same time the passage from these storm areas into better 
weather conditions was extremely rapid. One moment one would 
be thrown about by air bumps and a minute afterwards we would 
be dashing along quite pleasantly through comparatively still air. 

For a considerable part of our journey through the Alps the scenery 
was magnificent. Flying at about 12,000 feet, on either side there 
towered snow-clad mountain peaks, and, wherever one looked in 
any direction, chains of rugged mountains stretched away into the 
distance, white-tipped and gradually merging from white to grey 
and grey to black as the altitudes decreased. The scene was grand 
and impressive but still one could not get away from the fixed 
idea at the back of one’s brain that it was only a knowledge of 
the reliability of our engine and aircraft which rendered an artistic 
appreciation of the panorama possible. 


We had started before dawn so that we had had very little in the. 


way of a night’s rest before departure. Flying along at this high 
altitude for some hours made both Colonel Minchin and myself 
very drowsy. In my own cockpit I found it extremely difficult to 
overcome the desire for sleep and my yawns actually made my jaws 
ache. 

We had just flown between two ranges of mountains in somewhat 
calmer weather to a point where the mountains on our port side 
seemed to end in a wide gap. As we were approaching this gap our 
machine went into a left-hand diving turn, swinging round the end 
of the range, The manceuvre surprised me considerably, as we were 
turning off our compass course —for which I could see no reason. 

As the engine had not been throttled back during this manceuvre 
I concluded that Colonel Minchin was suffering from my own com- 
plaint and had fallen asleep. I gave him a push in the back with 
my foot—Colonel Minchin afterwards described it as a kick—to 
remind him that we were still making for Cairo. Like the good pilot 
that he is, Colonel Minchin first studied his compass. Then, turning 
to me with his invariable smile, he inquired how long we had been 
off our. course, and immediately set off again in the proper direction. 

INto ITAuy. 

After crossing Mont Cenis Pass and Modane, which is the official 
air corridor to Switzerland, the mountains decreased in height and 
gradually the majestic grandeur of the Alps merged into the more 
sober-looking hills of Northern Italy. One could not help being 
strongly impressed by the unsuitability of this part of Europe for 
flying. With the uncertain and constantly varying weather con- 
ditions in this mountainous region landing facilities are necessary. 
But any sort of forced landing seems to be impossible. 

In spite of our faith in our engine it was with a feeling of relief 
that we sighted the sea near Genoa, and flying down the coast we were 
not long in arriving over Pisa. The town is situated on what I 
believe is just about the first piece of country we had crossed in 
the preceding 3} hours on which a forced landing might be made 
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with any degree of safety. Along the whole of the coast steep hilis 
run sheer down into the sea and any occasional stretch of level beach 
appeared to be built upon to form one of the many pleasant seaside 
resorts along the Gulf of Genoa. 

It was about 14.00 hrs. when we landed at Pisa and straight away 
we were given an impression of good-hearted hospitality and com- 
radeship. Awaiting our arrival was the Commandant of the Italian 
Air Force Squadron stationed at Pisa together with his officers and 
the representative of the Shell Petrol Company. Everything which 
could have been arranged in advance for our service and personal 
comfort was arranged. 

The Commandant placed himself and his staff fully at our dis- 
posal. Ihe mechanics of the squadron at once started to fill up our 
petrol tanks under our instructions and examined the whole of our 
aeroplane for any possible damage which might have been done or 
for any adjustment which might be required. Colonel Minchin and 
myself were immediately taken off in a car to Pisa for a wash and 
food whilst the Customs formalities were’ being negotiated. 

After a quick lunch we were driven round Pisa in an automobile 
for half an hour and were shown the leaning tower and other interest- 
ing features. In fact the kindness which we received was almost 
embarrassing. 

When we arrived back the Customs clearance had_ been effected 
and considerable interest was being taken in our machine and engine. 
This was particularly so when the reason for the seals upon the 
engine was explained. And when the officials heard of the service 
record of this particular engine they were enormously impressed by 
this proof of British Aero-engine reliability. 

THE END OF THE Frest Day. 

About 16.00 hrs. we proceeded on our way towards Brindisi. Again 
the route was over mountainous country, leading past Rome towards 
the South. In Southern Italy the mountains were certainly lower 
than in the Alpine regions, but still they were sufficiently unin- 
viting and one was glad to feel that there was no risk of one having 
to make a closer acquaintance with then. 

By the time Foggia was reached, however, the landing conditions 
had changed enormously. Here low country stretches towards the sea, 
in its way not unlike Salisbury Plain. It-was the first good open 
country we had struck since leaving France 

Gradually, however, although the contour of the land showed little 
change, its suitability from an aviation standpoint altered and hy 
the time we reached Bari the country was densely cultivated. Mile 
after mile, with hard!y a break, fruit orchards and olive groves 
appeared to cover the whole of the available ground.. The light was 
failing so that it became necessary for us to fly quite low and this 
brought home the appreciation of what a forced landing would mean 
in this thickly growing orchard district. 
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COURTESY. 


ITALIAN 


‘“ SHROUDED IN MYSTERY’S CLOUDS.’’—The Bloodhound over the Alps near the Mont Cenis. 


It was already dusk when we sighted the two huge airship sheds 
at Brindisi and I fired a Vérey cartridge to get some idea of the wind 
direction. Ten minutes after landing at Brindisi the machine was 
in the hanger and it was totally dark. 


THE BRINDISI MUDDLE. 


Brindisi aerodrome is to-day practically unused. As a result there 
are very few conveniences of any kind. And nobody was quite able 
to understand why we had been instructed by the Italian Govern- 
ment that we must land there. 

The Maresciallo in charge, with his five assistants, were exceed- 
ingly anxious to help us in any way they could, but what they could 
do was very little. No lights were available at the aerodrome or in 
the sheds and it was only after nearly an hour’s search that two 
small oil lamps were ultimately procured. Even after these had put 
in an appearance it was not safe to approach with them near the aero- 
plane. By feeling in the dark as. well as. we could I had drained 
the filters and float chambers of petrol. 

So far we had been able to keep to our itinerary and the prospects 
had seemed bright for our making Cairo within the two days of 
our leaving Croydon. The engine was running perfectly and the 
aircraft was in the best possible condition. 

It was somewhat of a disappointment to us, therefore, to learn that 
although the petrol for our use was on the aerodrome it could not 
be had by us until the representative of the Shell Company arrived 
and he was in Brindisi some 1o miles distant. There was no tele: 
phone on the station so that it was impossible either to get in rapid 
touch with him, or with the Customs or with the Military authorities, 
So we had to send a message hoping that it would receive the quickest 
possible response. 

When we came to think of the inner man the position was little 
better. No food was available at the aerodrome but the Maresciallo, 
with the courtesy which one associates with the old Italian aris: 
tocrats, insisted on our accepting the whole of his own provisions, 
These were not much, but we had a boiled egg each for our supper 
together with wine and bread, and a couple of raw eggs for breakfast 
with wine and bread again to accompany. 

Even here our Italian friend’s courtesy did not end, for he insisted 
on giving up his own bed to us, in which Colonel Minchin was able 
to turn in about 22.30 hrs. after a very hard day’s flying. It was an 
hour later when I retired but I did not appear to have missed very 
much for neither of us was able to get much sleep owing to the 
swarms of mosquitoes which appear to infest this part of Italy. 


THr SECOND Day. 


There was not much time for rest, for at 02.00 hrs. an Italian Officer 
from the Seaplane Station put in appearance and off to the aero- 
drome I had to go with him. With the aid of the headlights from 


Officers and men of the Regia Aeronautica and representatives of the Shell Co. helping 
with the refilling of the Bloodhound’s tanks at Pisa. 
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The latest 
“ Bristol”’ 
Jupiter 
Radial 
Atrcooled 
Aero 
Engine. 


No other aero engine 

can show such a record 

under officially-controlled 
fests 


25,074 miles flight in 225 hours 54 minutes without 


a single replacement or adjustment. 


The condition of the engine when stripped and inspected 
after this run was officially certified by the A.I.D. as 
“excellent.” The report added that the engine was 
completely serviceable after replacing one valve and 
one valve spring. 


This is one more proof of the 
remarkable reliability of the 
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JUPITER AIRCOOLED 
RADIAL AERO ENGINE 


—the lightest proved engine of 
its power. 


THE. BRISTOL AEROPLANE CO., LITD., 
FILTON—BRISTOL. 


Telegrams— 


“Aviation, Bristol.” 


The light- 
est proved 
engine per 
h.p.in the 
world, 
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tivo automobiles we were able to get petrol and oil into the machine 
and by o4.00 hrs. once again the Bloodhound was in the open ready 
for the second day’s flight. Customs were not yet cleared and the 
Italian Officer appeared very doubtful about releasing us. It was 
65.15 hrs. before we were given our freedom. 

“Immediately we started upon our to0-mile trip across the Adriatic, 
over Corfu, and across the mountain country of Greece, arriving at 
Athens at about 09.00 hrs. 

Until we arrived near our destination this part of the journey 
was exceedingly pleasant. ‘The engine purred along with unvarying 
beat. The miles of sea were eaten up beneath us. And the island 
and coastal scenery was in many ways exceedingly fine. 

On appfoaching Athens, however, the air bumps were extremely 
severe. We were bumped and shaken to such a degree that we were 
mighty glad to-feel our wheels touch the aerodrome. 

GREECE AND CRETE. 

Officers of the Greek Marine and the representative of the Shell 
Company were ready to meet us and showed us every courtesy. 
The filling up with petrol was done at once. Food was given to us. 
And Colonef Minchin was able to snatch half-an-hour’s rest. 

It was about 11.00 hrs. when we left the Athens aerodrome, passing 
over the City towards the sea. The monumental ruins of the classic 
city were very impressive from the dir. We flew down the Gulf of 
/igina and just before 13.09 hrs. we passed over the mountainous island 
of Crete. 

From the air at any rate, this island had eye-compelling char- 
acteristics. Sheer down into the sea the mountains run with never a 
break to serve for shore, and, stretching up to 8,ooo0 feet, they are 
capped with snow. Over the sea a slight haze had spread and there 
was no horizon 

During the four hours’ crossing of the Mediterranean not a single 
boat was seen. We had left Crete for two hours before the African 
coast was sighted. About this part of the trip there was somethiiug 
almost eerie. One could feel the air flying past and hear the whistle 
of the wind through the wires, but minute after minute one went 
on, apparently getting no further through the volume of haze which 
Was spread out in front, and, in its turn, merged unbroken into 
the sea. 

AFRICA. 


It was with a certain amount of relief that we sighted the sandy 
coast, but it was in no way easy to locate’ exactly where we were 
and to estimate with correctness what our drift may have been. 

Turning slightly to the West we sighted a military camp with an 
aerodrome, a little inland from a picturesque sandy bay. And to 
this we directed our course. Flying low, I was just about to fire a 
rocket to warn them that we were about to land and to give us 
the wind direction when we discovered an Italian flag flying in the 
breeze, 

There was nothing for it but to retrace our way. So we proceeded 
eastwards along the fringe of the desert and the sea until we reached 
Solum Bay. 

Here was an aerodrome marked by four white stones and nearby 
had been built a frontier post hut of mud. Once again, however, a 
small Italian flag was in evidence and there was no doubt that we 
were still on the wrong side of the frontier. 

A mile further on we spotted a pile of cases on the desert standing 
deserted about half a mile from some mud huts. Flying low over 
the pile we were relieved to find that these cases were marked with 
the words “ Shell.” 

We landed safely on the sand, taxied up to the boxes and off I 
started to get assistance, as no ladder or funnels were in evidence, 
A number of Arabs were seated around the camp and, not without 


* 
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ARMY CO-OPERATION. 


difficulty, I managed to get a couple of them in tow and induced thera 
to come out with me to the machine. One, however, escaped at the 
first opportunity, but apparently his intentions were of the best for 
he returned later with an Egyptian Army Tieutenant. 


A Sowu.uw Occasion. 

Filling up of the machine with petrol, although an amusing episode 
to look back upon, was certainly one of the most trying incidents jn 
our journey. ‘The heat was terrific and the large tins of petrol 
proved too heavy for us to lift with ease. The aluminium cowling of 
the machine had become too hot for us to touch with cur hands, and 
the cylinder-heads and exhaust-pipes were the same But the Arabs 
seemed to find no discomfort in the hot metal for they stood upon 
the cylinders, exhaust-pipes and rocker gear with their bare feet, to 
help in pouring in the petrol, without a word of complaint. 

Although we had descended from they knew not where the Arabs 
were anxious to show us the courtesies of their race and one of our 
new friends soon appeared with a tray with three small cups of 
coffee. This appeared to be very welcome, but after taking one sip 
disillusion was complete. But my Arab friend was persistent and in 
my efforts to be equally courteous I managed to raise a sickly smile. 
So, after I had swallowed the first dose of my medicine he pursucd 
me with the tray, insisting that the other two cups had been pre- 
pared for my especial benefit. Try as I would to dodge him around 
the machine he was not to be shaken off. Accordingly the second 
and third cups had to follow the first, and even now I shudder when 
I think of the flavour of my first Egyptian-made coffee. 

THE SECOND Day’s END 

The re-petrolling went very slowly, and unhappily we were forced 
to realise that it would now be impossible to reach Cairo before dark. 
However, we were anxious to make an attempt and with our tanks 
about three-quarters full we started on our flight. In little more 
than half-an-hour darkness set in suddenly. And from the sea drifted 
in a blanket of mist which spread itself about 100 feet from the 
ground so that we were forced to fly below it and quite close to the 
desert. 

Our compass was not illuminated, so we turned slightly towards 
the coast with the idea of reaching Alexandria before turning inland. 
But as the darkness became more intense and as there was no moon 
or stars to help navigation, Colonel Minchin decided very reluctantly 
that we must land. On the coast we were able to pick out two lagoons 
which we assumed to-be Mathruh, where a landing place was marked 
on our maps. 

A few small lights were visible around this settlement and as we 
circled round quite close to the ground more lights appeared. These 
we were gradually able to separate into two distinct groups. Flying 
quite close to ithe ground between them Colonel Minchin made an 
excellent landing, although he was not actually able to see the earth. 

The machine ran some little distance and then there was a terrific 
bang in the rear of the fuselage. The machine swung violently to one 
side and pulled up in soft sand. 

AT MatruH. 

We were in no way certain of the reception we should obtain from 
our Arab hosts as uninvited guests, but parties of them soon came 
out to us, took in charge our baggage and conducted us with courtesy 
towards the settlement. We were afraid we might have frightened 
them by flying so low around their dwellings, but they assured us 
that their only fear had been for our safety. 

It was so dark that we were unable to see where we were or how 
matters stood with our machine so that we had to leave it as it 
stood for further inspection on the morrow. 

Very soon we were met by some Kgyptian officials—accompanied 
by Captain Hillier, a British Officer who had been Governor of the 
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An officer and men of the Egyptian Army helping to re-fuel the Bloodhound with 
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These French Aviators “buy Bri 


Captain Girier and Lieut. Dordilly in their BREGUET, Hispano-engined Biplane. 


OF K°L'G’S THEY WRITE— 


We have pleasureininforming 
you that during our World’s 
Record flight, and for the 
return journey, 70 flying 
hours, our Hispano engine 
was fitted with K‘L’G plugs. 
The same set of plugs ‘ carried 
on’ throughout the journey, 
without the slightest trouble.” 


-K-LG—THE BEST 


The Aeroplane 
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— why? 


Captain Girier and Lieut. Dordilly, the French 
aviators who recently captured the World’s Record 
for a non-stop flight, flying from Paris to Omsk, 
close on 3,000 miles, used British plugs. 


Their machine was French, so was their engine, 
but their plugs were British—K-L-G’s. 

Here then is proof, if proof were needed, of the 
futility of British motorists buying foreign plugs. 
For not only does Britain, in the K’L’G, produce 
the best plug in the world, as is shown by the 
preference of distinguished foreigners for it, but 
also, by reason of its long lasting service, the most 
economical of plugs. 

When you buy K:L:G’s you do so, not merely in 
the best interests of your country, but, and this is 
perhaps the more important, in the best interests of 
your motoring and your purse. 


“Fit and Forget ” 


SPARKING PLUGS 


THE ROBINHOOD ENGINEERING WORKS Ltd. 
Putney Vale, London, S.W.15 Phone: Putney 2132-3 


Sole Export Agents: Messrs.S.Smith & Sons (M.A.)Ld. Cricklewood,N.W.2 
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REDUCED 


THE DE HAVILLAND 


MOTH 


TWO- SEATER 
LIGHT AEROPLANE 


EQUIPPED WITH 
complete dual control, folding wings for housing and 
transport, light luggage compartment, full instrument 


equipment, tool kit. (Colours: Blue or dark red) 


27-60 H.P. CIRRUS BRAS 


with Dual Magneto Ignition. 


OLD PRICE -: - 4902Rsiies 


neice $/ OD 


EX WORKS. READY TO FLY AWAY: 


THE DE HAVILLAND AIRCRAFT {COR Gigs 
STAG LANE AERODROME, EDGWARE, 
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PRICES 


mie: 27-60 H.P. 


CIRRUS 


FOUR-CYLINDER-IN-LINE 
AIR-COOLED ENGINE 


Bore 105 m/m. Stroke 1330 m/m. Petrol Consumption 
Smenorials HP. 50,65, Pts. per H.P. hour. Oil 
Consumption at normal H.P. 0.02 Pts. per H.P. hour. 


DUAL MAGNETO IGNITION. 


Passed Air Ministry Official too hours’ Type _ Test. 


fee PRICK a et £300 
MeDEPOT. =. UNPACKED. 


Peper AT oR G RAF’ Ty) “LT De. 
me tENI HOUSE, KINGSWAY, W.CG.1. 
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Province during the war. Arrangements were speedily made for 
food and accommodation. 

After a very welcome night’s rest we returned to our aeroplane. 
It did not take long to realise how near we had come to completely 
wrecking the machine—which had been guarded by native police during 
the night. Our landing l-ad been checked by the Bloodhound running 
into some soft sand only a few feet from an elevated road made of 
rock. 

The bang we had heard had been caused by the tail-skid striking a 
water-pipe laid across the desert from the coast to the Government 
Rest House. This pipe varied in height from being underneath the 
sand level to several feet above it, and the actual point of impact 
was several inches above the sand. Our wheels were buried up to 
their axles. 

Captain Hillier got ropes which we fastened to the undercarriage. 
Here we called for the assistance of the Arabs, and a large party of 


wildly excited men laid hold of the ropes and with shouts and 
laughter hauled the machine up the sand onto the elevated road- 
way. So thoroughly did they do it that our difficulty was to get them 


to stop, for, with the easier going once the road was reached, they 
set off with their load at a steady trot and seemed to enjoy it. 

Embarrassment from our allies did not end here, for, unfortunately, 
after thanking to the best of my ability those who had assisted us 
I made the mistake of picking out a couple of useful-looking Arabs 
to turn the airscrew for us and showed them how to do it. No 
sooner had they started to turn than they were practically trodden 
underfoot by a rush of the other Arabs, and every man on the settle- 
ment seemed to have made up his mind that he was going to take 
part in moving the prop. 

So great was their excitement that I could not keep them _ back, 
and I became really concerned for the safety of the machine. Captain 
Hillier, however, came to the rescue and shouted some orders which 
ended the tumuit. 

Tur JOURNEY’s END 

After starting the motor we taxied along the desert by the 
picturesque lagoon, took-off and headed for Cairo, where we landed 
about 50} hours after of our taking off from Croydon aerodrome, the 
delays at Brindisi and Sollum having robbed us of the record which 
we had set our hearts on snaking. 

We landed safely at the R.A.F. 
unfortunately in 


Aerodrome at Heliopolis but most 
taxying up to the shed our port wing-tip cauglit 


against some portable barbed wire barriers. ‘The wing-tip bend 
was smashed, along with two ribs, and some of the fabric was 


damaged. 

3y reason of the non-success of our making Cairo within the desired 
two days, we decided to attempt to fly back to England as quickly 
as possible, so as to make a five-days’ journey of the return 
trip. We explained this to the officers and N.C.Os. at Heliopolis and 
they immediately entered into the spirit of our needs and made a 
temporary repair to the wing-tip. In the heat the glue dried almost 
instantly, the fabric was stitched and doped into place, and in two 
hours a most excellent repair had been executed. 

In the meantime I changed the plugs of the engine, Colonel Minchin 
and I had a wash and some food, with a very welcome cup of tea, and 
about two hours after landing at Cairo we were again in the air 
on our return trip. 

THE HOMEWARD FLIGHT. 

We reached Mersa Mathruh flying against a head wind. As the 
light was failing and knowing at least that we could get shelter 
there we decided to spend the night at this spot, where we were 
given good beds at the Government Rest House, well protected with 
mosquito nets. 

Before dawn we were out again on the aerodrome—which, by the 
way, is situated at the end of the settlement opposite to that marked 
on the Air Ministry map. ‘This had accounted for our badly selected 
landing place the prévious night. 

After our experience with prop-swinging the morning before, we 
counted ourselves distinctly fortunate in that none of our Aral 
friends were in evidence this second morning, and we were able to 
swing the prop and get our engine started without a further tumult. 

The flight from here to Sollum, a distance of about 150 miles, toox 
two hours gainst a head wind, so we were quite certain that our 
sea crossing would be a long one. 

At Sollum the help available was much better thai on the outward 


journey and we were personally relieved of the arduous work of 
filing up the tanks. After a slight meal of bread and cheese and 
coffee we struck out on our long flight across the sea. 

The head wind had gradually strengthened and once again a thick 
haze spread over the ocean so that no horizon was visible. It was 
quite three-quarters of an hour after the time that I had figured out that 
Crete should be visible before the first sight of the island was obtained. 
You can understand that it was with a certain amount of relief 
that I caught the first glimpse of its forbidding shores Just before 
reaching the island we saw in the distance the dim outline of a 
ship, the first and only boat which we had seen during our sea 
crossings. 

Colonel Minchin decided not to fly over the Cretan mountains but 
to make his way round the island so that we had a further two-hours’ 
sea trip before we made our way into the Bay of Athens, where 
again we met bumpy conditions as on our ontward journey. 

The sea trip from Sollum had altogether occupied 5} hours, during 
which the engine had purred along with a steady drone which had 
almost a somnolent effect. 

GREECE AGAIN. 

During our previous landing at Athens we had been warned of 
the danger of attack from the giant eagles which have their eyries 
along this coast. Quite recently one of the Greek Government sea- 
planes had been attacked by an eagle with the result that the 
machine had been smashed in the air and killed the pilot. I suppose 
this story must have been running through my brain as we were 
nearing the Tatoi aerodrome at Athens and flying at a height of abont 
2,000 feet, when we saw a very fine specimen of an eayle close to us. 

It was Saturday afternoon when we landed at Athens and we found 
the whole of the staff had left for the day. Fortunately the Shell 
Company’s representative was there and a few men were available 
to help us. 

While petrol was being put into our machine we were taken to 
have some food, for which by this time we were more than ready. 


After a considerable time food arrived, consisting of two small 
cutlets and some potatoes. Although the party numbered five our 


host insisted upon us accepting the cutlets, but hungry as we wefe, 
we were quite uriable to disengage any of the meaty portion from 
the bone. Another source of supply, however, came to light, namely 
some cold meat. 

Colonel Minchin, fearing a repetition of the first course, declined a 
helping with courtly politeness, but I decided at any rate to give 
the course a _ trial This proved quite satisfactory and, while I 
started on our next journey with a certain amount of content, Colonel 
Minchin left Athens just about as empty as he entered. 

In taking-off in the direction of Home we had to climb very hard 
to get over the mountains which rise immediately behind the aero- 
drome. On reaching the top of the first range we met another 
large eagle, so close that I took the Vérey Light pistol from the 
cupboard and held it in readiness However, this ‘‘ stately monarch 
of the air’? showed no signs of being unfriendly. And even if it 
had I doubt whether the Vérey Light pistol would have been very 
effective 

Our flight across Greece, Albania and Corfu was made more diffli- 
cult by bad storms, and at times it appeared doubtful whether we 


should be able to get through them. The whole of this country is 
very bad for flying and the clouds hang about in the mountéins 


for long periods. 

In the course of my flying experience I do not think I have ever 
encountered worse bumps than we met with during this trip. The 
machine was buffeted this way and that and up and down till there 
were periods when I positively began to feel nervous. If I had been 
flying in a machine of which I had had any doubts whatever about 
the strength of the structure, some of our manoeuvres during this 
flight would have caused me the greatest possible concern. 

MORE BRINDISI LUCK 

After an hour’s journey over the Adriatic Sea we sighted Brindisi 
and landed. Before taxying to the hangar, however, we found our 
starboard tyre was burst and our tail-skid broken. The aerodrome 
was very hard but the landing was normal and I can but think 
that the breakage happened when the machine ran back a foot or 
two after coming to rest. 

Our old friend the Maresciallo was delighted to see us return. 
Apparently he desired to pay us the greatest honour which he could, 


“ HEAVE HO! MY HEARTIES! !"’—Arabs and Gyppies hauling the Bloodhound onto the road at Mersa Matruh. 
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First and second places in every 
Aerial Derby have been gained 
by machines fitted with B.T.H. 
magnetos, and, as further indica- 
ting the outstanding reliability and 
efficiency of these magnetos, it is 
interesting to record that they gave 
contin ous and faultless service 
during the whole of Mr. Alan 
Sonia remarkable flight from 
London to Cape Town and back. 


Ist, 2nd & 3rd Places in 
King’s Cup Air Race. 
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for he immediately dashed back to his quarters and donned his 
smartest uniform before coming out to the aerodrome to greet us. 
His joy on shaking us by the hand was good to see. 

Our damaged machine was more or less lifted into the hangar, 
jacked up onto some barrels, and the damaged parts removed. A 
message was immediately sent to Brindisi and the representative of 
the Shell Company to come to our help. 

Next morning, Sunday, a mechanic was sent to us to make the 
repairs to the tail-skid, but he had neither the tools, the material 
nor the ability to do the job. Later in the day we were able to 
arrange with a mechanic at a garage to do the repairs, and at 15.00 
hrs. on Monday afternoon, after several visits from us, he had the 
fittings repaired and under our supervision had made quite a 
sound job 

We hurried to the aerodrome with the parts and assembled them 
on the machine with hopes of making a start and getting to Pisa 
that night. Our disappointment can be imagined when we were told 
that it would not be permissible for us to leave until the officer 
of the Italian Air Service was present. 

As I have previously mentioned, there was no telephone at the 
aerodrome so that we were forced to return to Brindisi to kick our 
heels for the night. 

At the Seaplane Station we explained to the officer in charge that 
we wished to leave at the latest by o4.00 hrs. the following morning. 
With the greatest courtesy he informed us that all arrangements 
would be made for this, and that the necessary officer would be present 
before that time. We ourselves were out early and by three-thirty 
had everything in readiness for the start. Three-thirty however 
merged into four, and fceur into five, and five into six and still 
no officer had appeared It was six-fifteen before the officer from 
the Seaplane Station arrived and gave us the clearance enabling 
us to depart. 

FRIENDLY PISA. 

Of our return journey to Pisa there are no particular incidents 
to record. We passed close to Rome and a seaplane from Lake 
Bracciamo came up to have a look at us. At Pisa we were met by the 
same officers and other people who had been so kind on our outward 
journey. 

The Commandant immediately. informed us that he had obtained 
all possible weather reports and he was certain it was impossible 
for us to proceed owing to bad weather in the North of Italy and the 
Alps. We suggested that we might try flying across the Gulf of 
Genoa. Before he would agree to this he obtained weather reports 
from Genoa and along the coast and these unfortunately were all quite 
stereoty ped—" flying impossible.” 

The following morning again he obtained weather reports for wus 
from all possible quarters and although the weather at Pisa seemed 
fair, once again they all spoke of unfavourable conditions. Despite 
these reports, however, Colonel Minchin ~ considered that with the 
aeroplane and engine which we had, weather should not deter us and 
so we made a start, flying out across the Gulf above Genoa and 
Savona to Albenga. 

The weather gradually got worse and worse and at Albenga we 
met very bad lightning and thunderstorms, accompanied by such 
violent rain that we were forced to return to Pisa. On our way we 
met a Dornier seaplane flying close to the coast and exchanged greet- 
ings with the pilot, who we were told afterwards was Commandante 
Franco who had recently flown to South America. 

Our friends at Pisa were determined to do all they could to 
reconcile us to the disappointment which we had suffered and 
Sr. Torenzo Norci of the Nafta Company arranged for us to visit 
the Dornier works. 

Here we saw a good deal which interested us very much, including 
the Dornier flying-boat with two Jupiter engines, as well as the 
machine in which the Marchese de Pinedo will attempt the flight 
round the World. 

The following day we were personally introduced to the Marchese, 
who did everything he could to make aur visit an enjoyable one. 
He personally arranged a special lunch at his residence to which he 
invited some of the chief people in Pisa, and this despite our 
diffidence on account of our lack of suitable clothing for a formal 
function of this kind. ‘The tecords of flying experiences which we 
were able to exchange in conversation were most interesting to all 
of us and we thoroughly appreciated the kindness which induced 
the Marchese de Pinedo to entertain us in this way. 


Orr AGAIN. 

Next day the weather reports were again equally depressing, anc 
the storms that we had encountered on the previous day includec 
Pisa in their range. This was succeeded by fair weather the day’ 
after. Because of reports of the impossibility of crossing the Alp: 
we proceeded along the coast. 

Colonel Minchin made an excellent effort to penetrate inland anc 
into the Alps. But after being forced down lower and lower by 
the heavy clouds we were obliged to turn left and make for thi 
coast. We proceeded to fly over the sea a few miles from the coast 
line, passing San Remo, Mentone, Monaco, Nice, Cannes, Toulon tc 
Marseilles, where we landed and took on board a supply of petrol 

Almost as necessary was food for ourselves, but unfortunately al 
that was obtainable on the Station was five sardines, a piece 6 
bread and some coffee, which we shared between us. Colonel Minchir 
supplemented this with chocolate while I broke into a tin of ow 
“ iron - rations.” 

Off again from Marseilles and flying along the valleys of thi 
Durance and Rhone we again encountered bumpy weather, made excep, 
tionally unpleasant because we could not afford to fly higher, 1 
an attempt to avoid the bumps, as with the strong head wind met aj 
height our speed was reduced to something like 50 miles an hour 

Colonel Minchin had thought of landing at Lyon. But we decide 
to fly straight on to Dijon. And there we stayed for the night. 

Tur Last Day. 

Leaving Dijon at six on Saturday morning our flight to Paris wa: 
of no special interest and after clearing Customs there we carrie’ 
on to England in the company of an Imperial Airways’ machini 
which was equipped with wireless, arriving at Croydon about noon. — 

After clearing Customs and having a meal we heard that an oper 
race for aeroplanes would shortly be held at Hendon aerodrome. S 
we immediately jumped into our machine and flew to Hendon t 
inquire if our entry could be accepted. 

It marked a fitting close to our trip to be able to take part in 
this sporting race and we certainly think that people wert 
tremendously impressed with the excellent running of the Jupite) 
engine when they heard that it was taking part in the race withou 
any attention, or even changing of plugs, after it had done  sucl 
strenuous running. | 

I should not like to close this report without paying a tribute t 
the piloting of Colonel Minchin. He had a very strenuous test o 
endurance and pilotage throughout the whole trip, and his air 
manship on all occasions proved sound and correct. ‘Thirteen hours a 
the joy-stick, flying over such difficult. country and over wide 
stretches of sea must be considered a very fine effort indeed for an) 
air pilot. 

-Our cruising airspeed was generally in the region of 105 mph. 
but at times such high head winds were encountered that we made a 
little as 50 m.p.h. over the ground | 

The following rough log gives the approximate distances anc 
times for our trip:— 


Out. HOME. 
Miles. Hours. Miles. Hours 
London Wie eo = Cairo: sis ae ee _ 
Dijon’ Fs. a sex » 400 4 Mersa Mathru wea QUE) 3 
Pisa oe was aie 305 34 Sollum ... = aeet ERO 2 
Brindisi ee we £450: 4 Athens ... ee ... 480 4 
Athens ... a ts 400 38 Brindisi ar os. © 400 43 
Solum ... ie ...~ 480 4h Pisa ace “ vos, 450 i 
Mersa Mathruh ... 150 3 Marseilles oa, faa 4 
Cairo ue: ee 00 3 Dijon yes at see 300 4 
Paris we de ss. 160 n 
London se ERD 4 
DOtal ees 5,405 563 


AN EDITORIAL COMMENT. 

No account such as the foregoing would completely serve it 
purpose without a proper tribute being paid to the makers of th 
materials which made success possible. 

In the famous Jupiter Engine the aluminium parts are made fron 
ingots supplied by the British Aluminium Co., and the duralumi 
parts are made by J. Booth and Co. Ltd. 

The piston rings are made by the British Piston Co. 


A PLACE IN THE SUN.—The Bloodhound and her crew with officers and men of the Greek Naval Air Service 
at Athens. : 
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LANDING 
WHEELS 


STANDARD _ SIZES. 


Hub 


me Wheel Hub Track Tyre Wheel | Bee | Track Tyre !Wheel 
ize No. Length Bore Line Size No. | Length | Bore | Line Size | No 
m/m m/m m/m | m/m | mim | mm 
375 X55 |168 | 111.12 | 25.4 | Central] 700100 [112 | 150. | 38-09 Central} 1000 x 150 |210 
300 e 176 | 178. | 44.45 | Central 
ae s 111.12 | 25.4 | Central x 179 [78 55. 132/46 SCO ES | 
Xx ; 75 | | | "4 | 
Pe aap bongo cectai| 000X125 [119 |178. 55, [132/46 | «| | 
; ; . 1147 |. 178. | 55, | Central a 166 
575 xX60 | 21 | 160. 28. Central “ 188 | 120. | 34.92| Central hea 
a 80 | 150. .09| 104/46 Pat | | | 900 X 200 | 
‘i 1g6 | 1920, aoe ene 750X125 77 | we 44.45 132/46 2 '108 
a 190 ; 9 | 92 A || 55, 135/50 . 128 
pee oo? | ential ieee = kg57) 188) Ness. | Central |i” be 
65065 | 78 | 178. 44.45 132/46 i | 99 | 178. | 38,89) 132/46 # 1157 
” 79 \ 178, 44.45 Central ie 112 | 150. | 38.09 | Central 1002 
m 100 | 178. 38.09 132/46 - 1176 | 178. | 44.45) Central ‘ | 
J 10}; | 178. 31.75| 132,46 : [179 | 178. | 55, | 132/46 }1100 x 220 |134 
60075 | 21 | 160. 28, | Central] goox 150 1161"! 185. | 55. | 135/50 rs ‘136 
» 180 | 150. 38.09 | 104/46 . 162" el Sowa. apc entral fina. 192 
he (186 | 120. 34.92 | Central - 163"| 185. | 66.67| 135/50 | 92> * 22> ae 
»  |190 | 150. 38.09 | Central “ H69+| 185. | 55. | 135/50 * : 
700X75 | 78 | 178. 44.45) 132/46 J 1177 185. | 55. | 135/50 1250x250 133 
fae) 72.| 178. | 44.45|Central i 183 | 185. | 55. | Central ” 154 
fe 100 | 178: 38.09 132 46 : }211*| 185. | 60.32 135/50 | 
| | | | 1500 x 300 115 
101 | 178. | 31.75) 132/46 | 1099150167 | 185. | 55. | 125160| , ~—Ss 126 
X100 | 77 | 178. 44.45| 132 46 i 174 | 250. | 80. | Central],_.. | | 
Bee p22] 185, | 55. | 135/50] |,  ,(te2.| 185. | 55. | Centrat|'700%300 [10° 
» | 95] 185, 55. | Central g 187 | 220. | 66.67 | Central "i an 
? 99 | 178. | 38.89 | 132 46 ‘3 [201 | 185. | 60.32 125/60 1720 X 3£0 193 


*Wheels Nos. 161, 162, 163 and 211 are of stronger type than the other wheels for 800 X 150 tyres. 
Grease gun equipment is now a standard fitting on all wheels. 


LY REO IMELED, 


Contractors to the Admiralty, the War Office, and the Air, Ministry, 


ie Telegrams :— 
Tyricord, Cannon, London.” 
D/ND 


THE PADMER 


100-106, 


CANNON “STREET; LONDON, 


PARIS: 


31, Rue la Boétie. 


Track 
| Length | Bere | Line 
m/m mm | mm 
185. | 60.32 | Central} 
220. 80. | Central 
185. | 55. | Central 
220. | 66.67 | Central 
185. | 55. | 125/60 
185, 55. | Central} 
185. 55, | 125/60 
220. 66.67 | Central 
250. | 80. | | Central 
185. | 80. | Central} 
185. | 60.32 | Central 
220. | 66.67 | Central 
250. | 80. | Central 
185. 60.32 Central 
185. | 50. 125/60 
950. | 80. | Central 
304.8 101.6 | Central 
304.8 | 101.6 | Central 
304.8 | 152.4 | Central 
400. | 152.4 | Central 
350. 150.3 Central 
Central 


400. | 25. 


+Wheel No. 169 is fitted with Ball Bearings. 


EerC.4. 


Telephone :— 
City 1477 (Two Lines). 
(365) 
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The spring wire comes from Lruntons’ of Musselburgh. 

Steel bars are supplied by Firth’s of Sheffield. 

“Invar’? bar metai comes from Wiggins of Birmingham 

Forgings, stampings and so forth are made by Vickers Ltd. of 
Barrow and Sheffield. 

Roller bearings for the crankshaft are made by the Skeffko firm. 

The crankshaft bearings themselves and the caged ball-bearinys 
for the distributor—essentially highly specialised work, demanding 
workmanship of the finest—are made for the Jupiter by Ransome and 
Marles, of Newark-on-Trent. ‘This firm has given particular attention 
to bearings capable of standing high stresses, and the World-wide 
success of Jupiter engines has proved how well the design and 
materials have fulfilled their purpose. 

Wherever plain bearings are used they ‘are, almost of necessity, 
Hoyt Metal of one sort or another. Everybody uses Hoyt Metal in 
these days. When bearing -metal is mentioned one thinks of Hoyt 
automatically. 

Valve-rockers and other exposed steel parts are protected against 
trust by the Coslett process, and the cylinders and cylinder-heads are 
protected against corrosion by Platinising Ltd, of Bath. 

On the electrical side,—of course the sparking-plugs are K.I.Gs. 
That almost goes without saying, but one has to say it in case 
anybody does not know. 

The magnetos are—equally, of course—British ‘Thomson-Houstons, 
of the C.B.9 type. B.T.H. have the British aero-engine market to 
themselves in these days. 

The high-tension leads come from British Insulated Cables, Ltd. 

The petrol used throughout the flight was Shell, and Shell oil was 
used. So naturally there was-no trouble with carburation or lubrication. 

The good old, Bloodhound was doped with Cellon, which remained 
unaffected by English rain, Alpine snow and mist, Greek dust or 
Egyptian sand. 

And naturally the tyres were Palmers. There is nothing like 
Palmers for aircraft. 

Altogether ail the parts and inaterials in the machine proved them- 
selves worthy to be joined together under the name “ Bristol,” which 
ever since 3910 has indicated high-water mark in British Aircraft 
Construction.--c. G. c. 


A FRENCH COMMENT. 

Commenting on the question raised in Parliament on 
Aug. 4 by Cdr. Bellairs on Air Records and the Prime 
Minister’sreply to the effect that he did not see any connection 
between the winning of records and the present air policy 


of His Majesty’s Government, a French contemporary, L’Aero 


Sport, makes the following sarcastic statement :— 

“As one can see, Mr. Baldwin does not like records and for him 
air policy can be summed up in a single phrase, ‘ Naval and Military 
Aviation.’ Commercial aviation is of only secondary importance. 
Mustn’t one look here for one of the reasons for the meagre results 
of the aeronautical industry in England?” 


All the same, the Jupiter engine seems to be doing well 


-enough.—c. G. G. 
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THE MOTIVE POWER.—The Bristol Jupiter Mark VI, 

which set up this remarkable record. It is here seen 

being replenished with Shell Oil at Pisa. Mr. Mayer is 
seen in front of the machine. 


THIS WAS THE 
OFFICIAL DESCRIPTION OF 


THE CONDITION OF ReM CRANKSHAFT BEARINGS 


FITTED TO THE ENGINE OF THE BRISTOL- BLOODHOUND-BIPLANE, 


WHICH RECENTLY FLEW 25,000 MILES WITHOUT ADJUSTMENT 
UNDER OFFICIAL SUPERVISION. 


DESIGNED AND 
BUILT FOR 


STRENUOUS 
SERVICE 


BEARING Co LTD 


RINSE MALES 


MANUFACTURERS OF 


EARINCS 


NEWARK on TRENT 
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The Bristol Bloodhound (Bristol Jupiter Engine) piloted by Lieut, Colonel Minchin 
in the record London—Cairo Flight. 
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Sole Manufacturers: 


CELLON (Richmond) Ltd., Cellon Works, Petersham Road, Richmond, Surrey. 


Telephone: 


Telegrams: 
Richmond 2213 (3 lines). 


AJAWB Richmond, Surrey. 
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THE FRENCH ECONOMIC AEROPLANE COMPETITION. 


The Concours d’Avions Economiques organised by the 
Association Frangaise Aérienne under the patronage of the 
Services de VAéronautique et des Transports Aériens, was 
held at Orly, near Paris, between Aug. 9 and Aug. I5. 

The object of the competition was to discover the qualities 
of small Nees suitable for civil or military training or air- 
touring. 

The following was the programme of the competition :— 

Aug. 9.—Presentation of the Aircraft at -Orly. 

Aug. ro and 11.—Fuel Consumption trials. With 8 kgs. 
of fuel for single-seaters and 14 kgs. for two-seaters, the 
competitors had to carry out, over the aerodrome, a number 
of circuits totalling 50 kms. ending with a climb to 1,000 m. 
The difference between the maximum permissible and the 
actual fuel consumption was taken into consideration in the 
final classification. 

Aug. 12 and 13.—Landing tests. The competitors in flying 
over a 5 m. obstacle had to pull up. within 350 m. of the 
obstacle, for which they received 10 points, plus one point 
for every ro m. less than 350 m 

Aug. 13.—Climbing test to 2,000 m. The competitor reach- 
ing 2,000 m. received 20 points plus one point for every 
minute less than 40 mins. 

Aug. 14.—Take-off: tests. The competitors taking-off in 
less than 300 m. received 10 points, plus one point for every 
io m. less than 300 m. 

Aug. 15.—Speed tests over the circuit Orly—Saran 
(Orleans)—Orly (196 kms.). 

All competitors realising a commercial speed equal or 
superior to 70 km.p.h. received 20 points, plus two points 
per km.p.hr. over 70 km.p.hr. 

In addition to the above, the following details were taken 
into consideration for the award of points: (i) Machine of 
metal construction including covering, 20 ae ae (ii) Machine 
of wooden construction including covering, 20 points; i 
Machine fitted with anti-fire equipment, "to points; (iv) 
Machine fitted with parachute for pilot and Weta 5 
points. 

Twenty points were also awarded if the pilot could start 
his engine unaided from the pilot’s seat, and ito points if 
the machine could be dismantled or folded by a crew of four, 
passed through an opening 3 m. wide by 3.5 m. high by 
to m. long, and re-assembled ready for flight in 120 mins. 


The final classification formula was Q + 2. where O 
represented the total number of points allotted and D 
equalled the difference in kilogrammes between the maxi- 
mum permissible, and the actual, fuel consumption. 

The following was the official list of entries :—(1) D.H. 
Moth (60 h.p. A.D.C. Cirrus) (Great Britain), Mrs. Eliott- 
Lynn. (2) Pander monoplane (30 h.p. Bristol Cherub) (Hol- 
land). (3) Pander biplane (60 h.p. Walter) (Holland). (4) 
Avia B.H.11 (60 h.p. Walter) (Czecho-Slovakia), M. Fritsch. 
(5) Avia B.H.1z (60 h.p. Walter) (Czecho-Slovakia), Dr. Z. 
Lhota. (6) Albert T.E.1 (40 h.p. Salmson)} (France), M. 
Descamps. (7) Albert T.E.1 (40 h.p. Salmson) (France), 
Lieut. ‘Thoret. (8) S.A.B:C.A.)D.P.1 (45) hip. Anzani) (Bel- 
gium), M. Wouters. (9) S.A.B.C.A. Camgnl II (60 h.p. 
Anzani) (Belgium), M. Van Opstal. (10) D.H. Moth (60 h.p. 
A.D.C. Cirrus) (Great Britain), Capt. H. S. Broad. (11) 
C.A.I monoplane (25 h.p. Anzani) (Italy). (12) C.A.1 mono- 
plane (25 h.p. Anzani) (Italy). (13) Albessard monoplane 
(France). (14) Farman (France). (15) Caudron biplane (60 
h.p. Salmson) (France), M.M. Van Laére and Delmotte. (16) 
R.L,. monoplane (25 h.p. Anzani) (France), MM. Roques and 
Lefolcalvez. (17) De Monge 7-5 monoplane (two 30 h.p. 
Bugattis) (France). 

Of this list only Nos. 1, 4, 5, 6, 7, 8, 9 and 16 undertook 
the eliminating tests. These ‘eight machines represented 
Great Britain, France, Belgium, Czecho-Slovakia, and Hol- 
land. hes Re. monoplane, although carrying French 
registration markings, turned out to be a Pander, which is 
to be built in France by MM. Roques and Lefolcalvez. 

The following shows the results of the fuel consumption 
tests on Aug. 1o and 11, the figures representing fuel con- 
sumption and speed over 50 k ilometres ;— 

(rt) De Havilland Moth, 5.26 kilogs., 109.849 km.p.h. (4) 
Avia B.H.11, 6.2 kilogs., 132.061 km.p.h. (5) Avia B.H.11 
6.7 kilogs., 132.352 km.p.h. (6) Albert T.H.1, 3.8 kilogs.; 
ror.r8 km. p-h: (7) Albert T.E.1, 3.75 kilogs., 107. ae km.p.h. 
(8) Sabea D.P.1, 7.02 kilogs., 111.524 km.p.h. (9) Sabca- 
Camgul UE Gaal kilogs, 98.146 ‘km. p- nee (16) R.L,. (Pander), 
6.49 kilogs. . "93. 36 km.p.h. 

On Aug. 12 and the morning of the 13th, the landing tests 
were made. The results were as follows, the figures being 
the distance from the 5-metre obstacle to the stopping 
point :— 

(6) Albert T.E.1 (Descamps), 164 m. and 174 m.; Sabca- 
Camgul (Van Opstal), t77.a0 awe “127.5 ee ey hee Isr llr 
(Lhota), 120. 5 m.; (8) Sabca-D.P.1 (Wouters), 174 m. and 
181 m.; (4) Avia B.H.11 (Fritsch), t91 m. and 184 m.; (7) 
Albert Et (Thoret), 131.5 m.; (16) R.L. (Roques), 111.5 m. 


The two tests made by Mrs. Eliott-Lynn were annulled 
and further attempts were made on Aug. 14. On this occa- 
sion she succeeded in bettering all the other competitors. 

On the afternoon of Aug. 13, the climbing test to 2,000 
m. was done, with the following results :—(6) Albert T.B.z 
(Descamps), 13 mins. 30 secs. (7) Albert T.H.1 (Thoret), 
15 mins. 15 secs. (4) Avia B.H. 11 (Fritsch), 18 “minsiigp 
secs. (9) Sabca-Camgul II (Van Opstal), 23 mins. 30 sees. 
(8) Sabca-D.P.1 (Wouters), 41 mins. 15 secs., (1) D.H. Moth 
(Mrs. Elliott-Lynn), 48 mins. 30 secs. 

On the same day five competitors did the dismantling tests, 
for which a time limit of two hours was allowed. 

The times were as follows :—D.H. Moth (Mrs. Ellhott- 
Lynn), 3 mins. 19 secs.; Sabca-Camgul II (Van Opstal), 3 
mins. 34 secs.; Sabca-D.P.1 (Wouters), 3 mins. 37 SeCsi; 
Avia B.H.11 (Fritsch), 7 mins. 9 secs.; and Albert "Tika 
(Descamps), 13 mins. 26 secs. 

In the test for starting the engine from the pilot’s seat, 
Mrs. Lynn was first. This test consists of starting the en- 
gine when ccld, running it for one minute, stopping it and 
then repeating the process twice. The D.H. Moth was fitted 
with a hand-starter gear in the cockpit, and was apparently 
the only machine fitted with a practical hand-starter. 

The actual results of the tests held on Aug. 14 were not 
available at the time of going to press, but the following is 
the final classification subject to verification by the Aero 
Club de France. 

(1) Avia B.H.11 (60 h.p. Walter engine), pilot Dr. Lhota, 
607.25 points; (2) Avia B.H.11 (60 h.p. Walter engine), pilot 
M. Fritsch, 598.098 points; (3) Albert T.E.1 (40 h.p. Salmson 
engine), pilot M. Descamps, 567.15 points; (4) Albert T.H.r 
(40 h.p. Salmson engine), pilot Lieut. Thoret, 550.96 points; 
(5) Sabca-Camgul II (60 h.p. Anzani engine), pilot Van 
Opstal, 474.308 points; (6) Sabca-D.P. (50 h.p. Anzani en- 
Ee), pilot M. Wouters, 407.52 points; (7) De Havilland Moth 

27/60 h.p. A.D.C. Cirrus engine), pilot Mrs. Eliott-Lynn, 
301. 16 points; and (8) R. L. monoplane’ (25 h.p. Anzani en- 
gine), pilots MM. Roques and Lefolcalvez, 171.499 points. 

The only English competitor, Mrs. Eliott-Lynn, a private 
owner on a perfectly standard unfaked Moth, had extremely 
bad luck. She was first in three out of seven tests, but was 
unfortunate in losing many points in the speed test over the 
Orly—Orleans—Orly circuit owing to a cracked cylinder-head. 
On the outward journey she was maintaining an average 
speed of 133 km.p.h. (83 m.p.h.) when the cylinder-head 
cracked. This necessitated cutting down the speed, and Mrs. 
Lynn on the return journey was compelled to fiy at an alti- 
tude of 1,200 ft. and to deviate from her course in order to 
ensure a suitable landing ground should a forced landing 
be necessary. 

The success of the two Avia B.H.11 monoplanes on points, 
following on their success in the 1925 Coppa d’Italia, brings 
the firm of Milos Bondy and Co. and their designers, MM. 
Benes and Hajn, still further international prestige. 

The two Albert T.E.1 single-seat monoplanes, France’s 
sole representatives, upheld their reputation by putting up 
the fastest speed, the fastest climb, and the most economical 
running, but owing to the fact that they were only single- 
seaters: they had to compete under a severe handicap, 
amounting to some 30 per cent. in the final allocation of 
points. The Albert T.E.1, flown by M. Descamps, made 
102.5 m.p.h. over the speed circuit, which, with a 4o hip: 
engine is very good indeed. 


THE SAVAGE-BRAMSON ANTI-STALL GEAR IN 
FRANCE. 

During the French Economic Aeroplane Competition, Mr- 
Bramson demonstrated the Savage-Bramson Anti-Stall Gear, 
which has been fitted to an S.E.C.M. biplane, before various 
high officials of the French Government, and it is announced 
that M. Odier, the manufacturer of the well-known Odier 
engine-starter, and other aircraft accessories, has obtained 
the right to construct the Savage-Bramson gear under license. 


A CONCATENATION OF IDEAS. 


A report was circulated during the week-end by a news 
agency to the effect that ‘‘a new racing Gloster-Napier, de- 
veloped from the Gloster-Napier III, was tested near London 
by Mr. Pearcey.’ 

This is typical of the constant errors circulated by the news 
agencies, owing to the fact that none of them has on its 
staff anyone with inside knowledge of aviation. 

Here are the facts from which the above was evolved. 

The Gloster-Napier IV, which has been evolved from 
Gloster III, is taking shape at Cheltenham, but will not be 
flving for two months. 

Mr. Maurice Piercey was testing a Gloster Gorcock (Napier) 
at Cheltenham during the week-end. 

The Gloster-Napier III seaplane was at Felixstowe last 
week and was due to be tested by Mr. Hubert Broad. It 
has been fitted with wing radiators and certain data are | 
being got for possible incorporation in Gloster-Napier IV. 
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THE GERMAN SEAPLANE COMPETITION DESCRIBED. 
BY AN EYEWITNESS. 


The German Seaplane Competition at Warnemunde (Deutscher 
Seeflug-Wettbewerb 1926) began nominally on July 12. The closing 
date remained indefinite, because it had the peculiarity of depending 
on the badness of the weather. The obvious remark is that this 
requirement should rot cause much delay, but the weather cannot even 
be trusted to be bad when wauted, and the organisers were. pre- 
pared to have to wait a fortnight or so for a sea of the exact rough- 
ness required for the seaworthiness tests 

The competition was organised by the Deutscher Luftfahrt Verband 
with the approval of the German Air Council. Major von Tschudi was 
President of the organising and prize committees. There were four big 
priz a prize of 250,000 marks for the main competition; a rel- 
ability prize of 65,000 marks, a prize of 50,000 for the best performances 
in main competition with German engines, and a prize of 10,000 
marks offered by the Ministry of Posts. About thirty minor prizes 
were offered by individuals, institutions and firms. 

The last German seaplane trials were held in the summer of 1914 
and were cut short by the outbreak of war. ‘This year’s programme 
was much more extensive. The imost important of the new features 
were the 4,000 kilometre coastal flights and the seaworthiness tests. 

The aim of the organisers was to obtuin from the competition as 
much benefit for German aviation as possible They started from 
the standpoint that German aviation, whatever it may have gained 
by compulsory concentration on certain problems (and it would seem 
to have gained a good deal more than it often admits) had much 
to make up now that the Allied restrictions have been removed and 
Was not in a position to afford a straightforward seaplane race, with 
all the waste involved therein, or any competition based on one kind 
of performance only 

The simple speed or, distance competition is apt to exclude useful 
types of craft and to encourage freak construction. The Deutscher 
Luftfahrt Verband sought a means of embracing in its competition 
the widest possible variety of types, giving equal consideration to 
the various qualities that go to make an efficient seaplane, and at 
the same time retaining an attractive sporting element. Although 
it admitted imperfections in its scheme, it considered it had found 
this means to a considerable extent in a series of mathematical 
formulze which would cover a page of TH ARROPLANE, but are based 
on comparatively simple principles. 

The conditions were drawn up so as to include practically any 
eraft of public value, from two-seater instruction machines and mail- 
Carriers to quite large freight and passenger machines, and to ex- 
elude only racing machines and what might be called out-sizes 
“siant”? seaplanes and toys unfitted for serious seaplane work. 

The Competition consisted of three phases. The first consisted of 
technical tests. The second stage comprised the coastal reliability 
flights. The total distance to be flown in the four days was about 
4,000 kilometres, divided roughly into s,o00 km. a day. 

The last phase was the severe seaworthiness test. Thus a com- 
petitor might complete the technical trials and the coastal flights in 
excellent stvle and yet be placed out of the running for the prizes if 
his craft was inacapable of withstanding the test in such a sea. 

The sea did in fact put in some useful elimination work and made 
the trials like an ordinary competition and less like ar exercise in 
algebra. One got the impression at the start that some competitors 
might consider themselves lucky to get ashore with a fragmentary 
souvenir of their late craft in their hands. 

The large proportion of foreign engines was noticeable. The com- 
petition was ‘national,’ and the craft had to be of German con- 
struction, but for easily comprehensible reasons foreign engines had 
been admitted. The restrictions on German aviation had the effect 
of diverting interest from the production of high-powered engines to 
useful experiments in aircraft design. 

The complete list of the entrants, with specifications of the 
Machines, was given in tabular form in THE A£ROPLANE last week. 
Also the results of the earlier stages of the Competition and the 
final result were described therein. 

The weather, of which two aviators were the victims, was fairly 
consistent, and it was not necessary to wait long for the roughness 
and strength of sea and wind required for the seaworthiness tests. 
These tests were held on July 31. 

Six machines remained in the competition; on that day three of 
thera were eliminated by bad luck or the elements. The three sur- 
Viving seaplanes were, in order of points gained throughout the 
Competition:—Heinkel H.E5 (450 h.p. Napier Lion), pilot, von 
Gronau. Junkers W.33: (230/310 h.p Junkers 1.5), pilot, Langanke. 
Heinkel biplane H.D.24 (230/300 h.p. B.M.W.IV), pilot, Spies. 

It took the mathematicians and the prize committee more than 
10 days after the end of the Competition to settle this order and the 
division of the prizes, although the regulations had permitted sheer 
chance to wipe come excellent performances off the slate in less than 
aS Many minutes. It is only fair, however, to explain that a good 
deal of the delay was caused by a controller at one of the turning 
points, who sent his report to the chairman of his local Aero Club 
instead of to the Competition Committee. The chairman went off for a 
holiday cruise and forgot about the report. 

Thus, as was expected, a seaplane with a British engine won the 
first place. Nobody, however, up to the last day would have wagered 
more than a mark on two machines with German engines being 
among the winners. The performances of these two German engines 
Must be regarded as among the most interesting results of the 
Competition, although it was not, of course, intended to be par- 
ticularly an engine trial. 

The conditions, like those of every air race or competition, have 
come in for a censiderable amount of criticism, which may be summed 
up to the effect that the organisers and the mathematicians were too 
ambitious. When I was at Warnemiinde during the coastal re- 
liability flights one of the most prominent of those concerned 
in the arrangement of the Competition remarked regretfully upon the 
utter impossibility of testing the competing craft to the degree con- 
templated. Far too much, he said, depended on the engine, the pilot, 
and chance. Or he may have said chance, the engine and the pilot. 
I forget the order. ‘The aptness of this remark and of certain 


other observations which shall be discussed later, may be judged 
better with the aid of the final results of the three stages of the 
Competition. 

Six out of the 318 machines entered did not take part in the 
Competition for one reason or another. The L.F.G.V.59 did not turn up 
at Warnemiinde. It was only held in reserve in case one of the two 
others should not be ready in time. ‘The Caspar C.29 was unfor- 
tunately destroyed by fire at the works. 

It was understood that the Dornier flying-boats were withdrawn 
because the firm was not quite satisfied with the trial flights with 
the new engines and airscrews and preferred not to run risks of 
anything but the best possible performances. The machines were, 
however, present at Warnemitinde; they were used occasionally by 
members of the organising committee for control work, and they 
took part unofficially in the seaworthiness tests. 

The big Gerbrecht &-seater passenger seaplane with the three Thulin 
engines could not be got ready in time. 

The Udet U.13 (420/6co h.p. B.MW VI) arrived complete, but too 
late to accomplish the technical tests by the appointed date. It 
was a pity that there was no opportunity to observe the performance 
of this engine. 

The Rohrbach flying machines underwent some of the technical 
tests but were unable to complete them. Thus all the flying-boats had 
dropped out almost at the beginning. This caused much. disappoint- 
ment among those who had been looking forward to comparing the 
performances of seaplanes and flying-boats in the seaworthiness tests 

However, one of the Rohrbachs as well as the Dorniers took part 
in these tests unofficially. The comparison was not so valuable as 
had been hoped, mainly because the sea became rougher during 
the tests and the flying-boats did not attempt the full programme. 

One should, however, begin at the beginning, with the technical 
tests 

I discovered at Warnemiinde that hardly anybody either wanted, 
or intended to try, to understand the mathematical formule which 
had been so painstakingly worked out by the Institute for Aero- 
nautical Research, although they were of absorbing interest to the 
mathematicians. Having failed to strike a spark of enthusiasin 
from members of the organising and “sport’’ committees or others 
interested more in flying than in formule, I attacked the experts 
themselves. 

I believe that Professor Hoff, the Director of the Institute, made 
the system clear to me. He was remarkably patient. But I should 
hesitate to undergo an examination in it. The mathematicians sought 
to give equal consideration to each quality or performance, speed, 
climbing capacity, commercial radius, taking-off speed, economy of 
construction and, in the second stage of the competition, reliability. 

A serious omission was, perhaps, alighting speed. The ‘ ideal” 
speed to be expected from a craft was calculated from the weight 
empty, radius and climbing time. Against this was set the 
“measured speed,” which was the medium between the highest speed 
measured in the technical trials and the average travelling speed 
over the coastal courses. 

The technical tests were held between July 12 and July 23 The 
weather during that period was fairly good. Everybody seems 10 
have been satisied with the measurement of the taking-off speed by 
the film method described some weeks ago. Difficulties arose, how- 
ever, in the case of the climbing time from 1,000 to 2,000 metres. 

Nobody took longer than the prescribed 15 minutes and had to re- 
duce his load, but the Heinkel competitors complained that they 
carried out their climbing tests under worse conditions than the 
Junkers machines, in spite of the fact that each competitor was 
entitled to three attempts. With the aid of the mathematicians the 
performances were supposed to be adjusted in relation to what is 
described as the ‘normal day.’’ This appears to be that aero- 
nautical impossibility, a day without a breath of air. 

Further algebraical adjustments were made later which corrected 
the balance somewhat more to the satisfaction of the complainants. 
3ut one thing is clear after this competition; climbing time can 
never be measured satisfactorily unless all the competitors go up 
at the same time. 

The difficulties of arranging such a simultaneous trial, even at 
an excellent combined seaplane station and aerodrome like Warne- 
miinde, are considerable. And even if they were overcome there 
would still be inequalities to baffle the scientists; the difference, for 
instance, between the upward movement of the air over land and 
water due to the differences of temperature. All the machines would 
have to carry out their trials strictly over one or the other, and there 
would still remain to be considered those mysterious and curiously 
restricted local air movements of which certain birds appear to 
know how to take advantage. 

Incidentally, it might be argued that any slight disadvantage which 
the Heinkel machines met with in the climbing tests could perhaps 
be set. against the undoubted advantage they had at being at home 
at Warnemiinde. ‘Their works and sheds are on the spot, 100 yards 
inland from the alighting place, whereas the Junkers and L.F.C. 
competitors were in the position of visiting teams. 

The second stage of the Competition, the Coastal Reliability Flights, 
began on Saturday, July 24. 

They occupied four days. The course for each day was roughly 
600 miles. The course for the 24th was from Warnemiinde to Emden 
via Heiligenhafen, Kiel, Holtenau, Rendsburg, Prunsbiittelkoog, 
Hamburg, Harburg, Cuxhafen, Neu Werk, Bremerhafen, Elsfleth, 
Bremen, Elsfleth, Bremerhafen, Aussenjade lightship, Wilhelmshafen, 
Wangeroog, Norderney, Borkum, and back as far as Norderney, where 
the night was spent. Of the places mentioned Hamburg, Bremerhafen 
and Emden were compulsory alighting places, Wilhelmshafen was a 
refuelling station and the rest were turning points. 

The return from Norderney the next day was by a different route. 
The third day’s course was to Memel via Pillau and back to Pillau for 
the night, the return journey from Pillau being made by a different 
route on the fourth day. ‘The courses were not easy. 

The ten machines which had completed the technical tests left 
Warnemiinde at 7 am. ‘he start was a spectacular affair. All ten 
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rose into the air almost together behind the starting line. When the 
first Vérey light went up they shot away as at the start of a horse 
race, all ten being off before 7.03. The weather was excellent in the 
morning, but by evening local thunderstorms developed. 

The heroes of the day were Langanke and his crew in the Junkers 
W.33 Owing to engine trouble they had to alight soon after the 
start. They decided that the engine. would have-to be changed. 
Arriving back at Warnemiinde at g.I5 a.m. they substituted another 
I.5 engine, left at 2.45 p.m. and arrived at Wilhelmshafen that even- 
ing. leaving the next morning at 4.15, they completed the course 
to Emden and returned at once to Warnemiinde. 

With a few short intervals they were 37 hours in the air. ‘Although 
they lost some hours’ official flying time and were penalised for miss- 
ing one turning point and for changing their engine, they caught up 
and were able to leave on the Monday morning with the rest. The 
effort was worth making, as they took second place. 

Von Dewitz, in the Heinkel monoplane with the Gnome-Rhone 
Jupiter engine, maintained the lead he had obtained in the technical 
tests, though he was penalised for missing a turning point. This 
he did unwittingly, having lost his map overboard. 

On the evening of the 25th all the competitors were back at 
Warnemiinde except Geissler, in one of the Heinkel biplanes, and 
Haase in the L.FG.V.60. Geissler had dropped out of the Com- 
petition, having damaged his machine in alighting beyond repair. 

During the return from Norderney Haase was held up at Tonning 
by engine trouble. It was during a sporting attempt the next day 
to keep in the Competition, although nearly 24 hours behind, that he 
lost his life. The weather was distinctly bad; a strong, gusty wind 
was blowing and the sea was rough. MHaase left To6nning shortly 
after 10 a.m., but he had to descend again at Miirwik. After further 
strenuous work on the engine he and his mechanic, Kolbe, were ready 
to start again, but it was not until five o’clock that the wind had 
dropped sufficiently for the local Competition controllers to let them 
go. Permission was granted with reluctance, and they were advised 
by telephone from Warnemiinde to follow the coast. 

They were almost 24 hours behind and had practically no hope of 
a final place in the Competition. Nevertheless, if they could have 
reached Warnemiinde that night they would still have been in the 
Competition. They set off straight across the open water. Another 
engine defect forced them down into the rough sea. After two hours 
the machine capsized. Haase and Kolbe cach clung to a Hoat. 

That evening and all the night through aircraft and German and 
Danish destroyers locked for the wrecked seaplane in vain. Towards 
morning Haase became weak and Kolbe frequently had to pull him 
back as he slipped off the float. Eventually Kolbe’s strength gave 
out too, and a short time before help came Haase was washed off 
his float and was not seen again. 

The other casualty occurred that same day, when von Reppert, in 
the L.F.G.V.61 made a forced descent, not due to engine trouble, but 
to physical exhaustion after the strain of flying through the bad 
weather. His machine broke up. He and his two mechanics were 
picked up by a destroyer, but one of the mechanics had swallowed 
too much water to be revived, 

On account of these unfortunate accidents a good deal of criticism 
has been directed at the organisation which does not seem entirely 
justified. Haase, one of the most experienced of German seaplane 
pilots, was, after all, practically out of the Competition. He lost 
his life in a sporting effort undertaken, so far as can be gathered, 
on his own responsibility, and he would probably have been the 
last to reproach the organisatién. In the other case the crew of 
the L.F.G. appear to have been picked up as promptly as could 
have been expected and it was bad luck that one died later. 

The seaworthiness tests held later were considered severe and the 
roughness of the sea prescribed was what is known here as 
“Seegang 4.’ On the day of these accidents the roughness was, 
according to this German system of reckoning, 6, so that there is, 
perhaps, some reason on the side of those who consider that flying 
should have been stopped that day 

“ Realism ”’ still has a strong hold in Germany, as was shown near 
Berlin recently during some Red Cross evolutions, in which school 
children flung themselves by arrangement from a ship into a lake, 
and, something going wrong with the rescue plans, a boy of 12 was 
drowned. 

However, 6 out of ro machines finished the 2,509 odd miles through 
changeable and trying weather. In addition to the accidents already 
mentioned, Zimmermann, who had done very well, came down in a 
rough sea and lost his machine. He and his crew were picked up. 

Six machines remained to take the seaworthiness tests on July 31 
when the required “ Seegang 4” and wind 5 were available. Each 
machine had to make three starts and three descents and to 
describe a figure of eight on the water. 

Von Gronau began and accomplished his tests without difficulty or 
damage. His colleague von Dewitz damaged both floats the first 
time he alighted. A tug, told off to assist, rammed the seaplane, 
which sank. The tug picked up the crew. Thus in a few minutes the 
excellent record of von Dewitz, who had led practically throughout 
the Competition and upheld his teputation as perhaps the best of 
the German seaplane pilots, war and post-war, was wiped out by 
circumstances above which he had no control and in which the con- 
struction of his craft and the efficiency of his engine were of no 
account. 

It was simply an accident. If he had not been rammed he would 
tight well have repaired the floats, as did other competitors. 

Langanke and _ Spies completed the first tests successfuliy. 
Friedensburg and Starke both had floats damaged in the first descent. 
With von Dewitz’s fate fresh in his mind, Starke declined assistance 
Irom sea craft. Both repaired the damage, but in the meantime the 
sea had become rougher and the proceedings were stopped until 4 p.m. 


Friedensburg again damaged a float and gave up. $tarke com- 
pleted three starts and two descents, but failed to alight a third 
time and therefore dropped out of the Competition. $ 

It had been laid down that, although there would be minor 
penalties for damage sustained, the seaworthiness test could only 
be passed or not passed. ‘There was to be no classification. ‘The 


three survivors completed their manceuvres on the water without 
difficulty. 


In spite of the suspension of the tests for several hours it canno 
be said that all the competitors had the same sea and wind to cor 
tend witb. The Rohrbach flying-boat alighted once and rose again) 
The Dorniers both alighted safely but owing to the roughness g¢ 
the sea could not get up again. It was regrettable that the flying 
boats did not attempt the regulation three descents and starts whe) 
the weather improved. ‘The comparison with the seaplanes was no 
particularly useful in the circumstances. 

These seaworthiness tests were drastic, and of the three factor 
mentioned by my distinguished friend luck would seem to have bee; 
the deciding one. The Competition was a patchwork of science 
skill, sport and chance,,and in the end it is hard to say what i 
proved. If it proved anything, it would seem to be that the Heinke 
H.E.5 with a British engine was the commercially efficient mail 
carrier that was sought, for, leaving aside the pure bad luck o 
von Dewitz on the last day, two of these machines had the firs 
two places. 

At one stage during the coastal flights 1 heard a wag suggest tha 
it looked like a competition for the testing of British engines it 
German seaplanes. The Competition was “ national,’? and the craf 
had to be of German construction, but for easily comprehensibl 
reasons foreign engines were admitted. ‘The restrictions on Germat 
aviation had the effect of diverting interest from the production 9 
high-powered engines to useful experiments in aircraft design. On: 
of the main objects of the Competition was to show where the Ger 
man aircraft engine industry stands after the years of restrictior 
and to obtain indications of the best line of development now thai 
obstacles are removed. 

Of the ten machines which started the coastal flight, five had 
British and five German engines. The proportion was maintained 
Of the six survivors of those flights three had British and three 
German engines; of the three survivors of .the whole Competitior 
the first had a British engine and the other two had German engineés, 

It might perhaps be argued from the results that the Germans can 
reasonably go ahead along their present iines, taking advantage of 
the freedom froni restrictions to increase h.p. for commercial safety, 
One of their chief complaints against the restrictions has always 
been that they were deprived of a reserve of power. 

The chief lesson of the Competition would seem to be that it 
is hardly reasonable to expect, as the organisers hoped, to be able 
to embrace in a competition the widest variety of types, to give equal 
consideration to the various qualities that go to make an efficient 
seaplane and at the same time to retain an attractive sporting element. 
Either you must have a sporting competition or Trace, or you must 
have a cold scientific trial The two do not mix. 

The technical tests at Warnemiinde were of the greatest interest by 
themselves, and would have been even more interesting if the regula- 
tions had permitted an extension of the time limit so as to give 
the Udet, the Rohrbachs and Gerbrecht time to take part. If the 
tests had stood alone this would have been possible. ‘Tests lasting 
over several months might have been still more useful. 

Other trials have been suggested by those interested in the technical 
development of German aviation, such as the testing of different 
types of  seaplanes equipped with the same engine. ‘The public, 
on the other hand, would ‘be better served with a straightforward 
one-day seaplane race, a frankly sporting affair unmixed with 
algebraical exercises, and it would not be surprising if, next year, 
it got it. 

I 
THE FLYING CLUBS. 
The London Aeroplane Club. 

Report for week ending, Aug. 15. 

The total flying time was 42 hrs. 15 mins. 

The following members received flying instruction :—Miss O-Brien, 
R. V. Banks) R./ 12 ‘Portway, Veet Doree, M. P. Susman, uae 
Sharwood, J,. G. Sykes, G. Hady, C. A. Rogers, Col. Farfan, G. W. 
West, H: Solomon, 3B. B. Tucker, Ce Murrell, A. L. A. Petty, 
D. Usher, S. O. Bradshaw, J.-A. Simson, E. D. Moss, N. Jones, J.. EE 
Sattery, Dy). Martin, A. Richardson, E. K. Blyth, T. C. Angus, 
EB. A. Lingard, C. H. Tutt, G. W. Hall, P. FE. England, J. S. W. Garne, 
G. C. Bonner, J. G. Crammond, ©. J. Tapper. 

The following members made solo flights:— O. J. Tapper, Noe 
Hulbert, A. Lees, A. H. Dalton, W. Hay, Major K. M. Beaumont, 
R. C. Presland, N. Jones, E. S. Brough, Capt. A. G. Lamplugh, G. H. 
Craig, G. Wallcousins, ¢. A. Rogers, Al Seep) Alderson, S. ©. 
Bradshaw, 

The following associate members had joy-rides :—G, W. West, A. F. 
Wallace, Mrs. amplugh, Mrs. Dalton. 

Bournemouth Air Race Meeting.—The Committee has decided to send 
the four machines to Bournemouth and flying will, therefore, not take 
place at Stag Lane on Saturday and Sunday next. 

The Lancashire Aero Club. 

Report for week ending Aug. aa , 

Machines in use L-V, M-Q, and OK. ‘The weather has been bad. 
Mr. Stack gave instruction to:—Messrs. Costa 3 hrs. 40 mins., 
Nelson + hr. 55 mins., Moss 1 hr. 15 mins., Gattrell 1 hr. 5 mins, 
Fallon 1 hr., Shires 45 mins., Anderson 45 mins., Hardy 45 mins., 
Wade 35 mins., Dyson 30 mins., Whittaker 30 mins., Crosswaite 25 
mins., Rodman 25 mins., Davison 20 mins., Collinson 20 mins., 
Tummers 20 mins., Barker 20 mins., Goodyear 10 mins., Leeming 
ZO mins. ~ Total ms hes: z5 mins. 

Solo flights by Messrs. Leeming 6 hrs. 30 mins., Agar 2 hrs. 30 
mins., Hardy 2 hrs., Lacayo 1 hr., Goodfellow 50 mins., Leete 45 
mins., Wilkinson 4o mins., Michelson 30 mins. Total 14 hrs. 45 mins. 

Mr. Stack gave Mr. and Mrs. Akbar joy-rides of I5 mins. each. 
Mr. Goodfellow gave R. Williams a joy-ride of I5 mins. 

Tests occupied 1 hr. 35 mins. 

Total time flown 32 hrs. 20 mins. 

On Wednesday H. Hardy made his first solo, since which time he 
has been busy piling up solos in order to go for his certificate. 

The Newcastle-upon-Tyne Aero Club Ltd. 

Report for week «nding Aug. I5. 

Total flying time 23 hrs. 15 mins., of this 6 hrs. 45 mins. was flown 
on’ LX and 15 hrs.°30 mins. on LY. 

Dual, 14 hrs. 45 mins. Solo, 4 hrs. 45 mins. “A” Pilots, 27 tiie 
Joy-rides, 1 hr. 45. snins. 
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latest machines built at the Westland Aircraft Works. It 

marks an important stage in the development of this type 
of aircraft possessing among its other features of superiority 
a good view for pilot and observer in all directions, stability 
(for accurate bombing), gravity feed of petrol from tanks in 
upper plane, and oleo-rubber undercarriage with wide track. 
Jt has a Rolls-Royce Condor Engine of 670 h.p. with Leitner- 
Watts metal propeller. The performance of the machine 
which was built for the Air Ministry is highly satisfactory. 


eli: photograph is ot the Yeovil Day Bomber, one ot the 


At the Westland Aircraft Works, machines of all types have 
been designed and constructed for the British Government 
and for industrial purposes. 


The personnel of these Works includes an expert staft which 
is available to consider specifications for aircraft required by 
Foreign and Dominion Governments or private customers. A 
fully equipped 4 foot wind channel is available for model 
experiments. 


AIRCRAFT FOR BUSINESS OR PLEASURE. 


WESTLAND AIRCRAFT WORKS 


(Branch of Petters Limited), 


Telephone: O \ J Telegrams: 
Yeovil 141 (4 lines). YE IL. Aircraft 141, Yeovil. 
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The following members flew under instruction with Mr. Parkinson : — 
Mrs. Marcks, Col. Sir Joseph Reed, Messrs. Irving, Twine, Middleton, 
Vv. S. Davidson, J. M. Davidson, Shaw, E. C. Kennedy, Bruce, 
i Gilmore, Stawart, and ‘Turnbull. 

Mr. Phillips and Dr. Dixon had advanced dual instruction. 

Mr. F. Howard Phillips, Mr. R. N. Bullock, Dr. Dixon and Mr 
es H. H. Leech flew solo, Mr. Leeck making a cross-country flight to 
i Brampton 

Mr. P. F. Heppell flew with Mrs. Mitchell as passenger. 
Mr. R. N. Thompson flew with the following as passengers’: -—- 
Mr. W. Simpson, Mr. J. Simpson, Mr. W. B. Ellis, Mrs. Thompson 


i and Mrs. Waddell. 
(ae The following had joy-rides with Mr. Parkinson :—Mr. Middleton, 
i Mr. Christensen, Councillor W. B. Ellis, Mr. Newton, Mr. Reeves 
Ifa and Mr. Prendergast 
Ha Towards the end of the week very severe winds were experienced, 
a giving way on Sunday to continuous rain and heavy mist, with 
it clouds, later, at 100 feet. Wing Cdr. Fowler and Flt. Lt. J.* Oliver 
Lak landed on Sunday at 13.00 hrs. for petrol and before filling up was 
| completed the weather became so bad that they could not get away. 
| i After waiting for an hour in the hone of its clearing, a test flight 
| 4 was made and it was found impossible to go on. ‘The officers each 


flew with Mr. Parkinson for ten minutes, at under roo feet, most 
of the time they were out of view of those on the aerodrome, 
being enveloped in low clouds. They were very well pleased with 
the Moth. This was the only fivying the Moths got in on Sunday. 
Truly a Badminton Day. ‘ 

Arrangements for the Club’s Air Meeting are well in hand. At 
the time of writing, Air Commodore J. G. Weir, Capt. H. S. Broad 
and the Yorkshire Club have arranged to take part, but many more 
entries are expected when all replies are received 

Fine weather and more donations. to the Prize Fund will assure 
success. 
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The Midland Aero Club. 

Report for week ending July 3r. 

Total flying time for week 27 hrs. 26 mins. 

The following members had flying instruction :—A. Gibbons, 
Hy. Sith, ‘G. ey Pergy, 2." JeeBriahton. 1: Burrough, R. L. Jackson, 
C. Meeke, S. J. Beard,.G. Savage, R. Summerfield. 

The following members flew -solo :—I,. Knox, H Willis, W..Swann, 
ER. J. Brighton, G. H. Perry, R.' I... Jackson 

On Wednesday, July 28, the followinz members successfully carried 


i out their flying tests for Aviators’ Certificates :—IL. Knox, H. Willis, 
FE. J. Brighton, G. H. Perry, W. Swann. 
f On Saturday Mrs. Lynn arrived on her Moth en route for Man- 
i chester and left on Sunday accompanied by Mr. FE. J. Brighton. 
i Report for week ending Aug 
} The total flying time for the week was 13 hrs. 19 mins. 

i The following members had flying instruction :—A. R. Gibbons, 


{ A W. Swann, G. Savage, H. Smith, E. J. Beard. 
_The following members flew solo:—R. L. Jackson, W. SMivebalile (ey, lb 
Knox, E. J. Brighton. 


London Office :-— 


5: a EVELYN HOUSE, 
62, Oxford St., W.1. 


{ Tel. Museum 4375. 


DESIGNERS & MANUFACTURERS OF 
iy ALL TYPES OF MODERN AIRCRAFT 
i SPARE PARTS SUPPLIED 322: 


Two joy-rides took 45 mins. 

On Thursday Mr. R. lL. Jackson successfully carried out his flying 
tests for his Certificate. Juring the height tests he attained a heigh) 
of 8,200 ft. 

During the week Mr. McDonough did a test flight on the Austir 
Whippett (G-EAPF). He reports very favourably on the machine’; 
behaviour. 

Mrs. Lynn called on Monday on her return journey to London 
and Sir John Rhodes on his Moth, accompanied by Mr. Sparkes, landec 
on Tuesday. q 

Report for week ending Aug. Ta. 

During the past week little flying has been possible owing to stormy 
weather. ‘Total flying time for the week was 7 hrs. 50 mins. 

The following members had flying instruction:—R. IL. Goodway 
A. P. Chaytor, EK. J. Board, H. Smith, C. Burrows, J. Brinton, AUSB 
Gibbons. 

The following members flew solo:—R. I, Jackson, C. L. Knox 
W. Swann, E. J. Brighton, H. Willis. 

On Thursday G-EBLT went to the de Havilland Works for annual 
inspection for renewal of Certificate of Airworthiness. 

We have entered one machine for several events in the Bourne, 
mouth Aviation Meeting, which is being held on Aug. 21 and 22. 


The Hampshire Aeroplane Club. 


Report for week ending Aug. 4. 

The first week in the flying career of the Hampshire Aeroplane Clut 
was quite a successtul one. Over 3c members had instructional and 
passenger flight In spite of bad weather on Wednesday, Thursday 
and Friday (on the last day no flying was possible) the total flying 
time reached 15 hrs. 15 mins., made up as follows :—Instructional 
flying 311 hrs. 35 mins., passenger flying 3 hrs. so mins. 

The following members had instruction :—Miss Home 20 mins. 
Messrs. Mussellwhite 1 hr., Simmonds 1 hr. 20 mius., Ccurtnay £& 
mins., Bound 1 hrt., Fry 1 hr. 20 mins., Perfect r hr..5 mins., Keeping 
1 hr. ro mins., Nicholson rz hr. ro mins., Southcliffe 20 mins., Cooper 
30 mins., Rodger 15 mins., Bishop 30 mins., Odbert 15 mins., Dobson 
20 mins., Sommer Io mins. 

The following members had passenger flights :—Mrs. Perkins 1: 
mins., Mrs. Loughlin 15 mins., Mrs: Thomson«i5. mins., Mrs. Easale 
15 mins., Miss Home 25 mins., Maud Apsley 15 mins., Dr. Loughlin 
15 mins., Messrs. Haslar 15 mins., Calvert 5 mins., Tearce 5 mins, 
Martins 30 mins., Appleford 10 mins., Dickson 10 mins., Westbrook 
10 mins., Slate 5 mins., and Arnold 15 mins. 

Saturday, the 14th, was one of the days set apart for 5s. flights fot 
Associate Members, a number of whom took this opportunity. 

The Club has entered ‘‘ Gee-Bo”’ at Bournemouth in the Instructors’ 
Race. It will be flown by Mr. Thomson, who will, however, be away 
from Hamble for a few hours crly, so as to interfere as little as 
possible with instruction. In the other races Flg. Off. R. H. Stocken 
will fly the machine. 

Henceforth tea will be available on the aerodrome each Saturday 
and Sunday. 


Telephone: 
No. 4773 (3 lines). 
(P. B. Ex.) 


GEORGE: PARNALT ® C2 


PROPRIETOR GEORGE G PARNALL., 


Telagram ss 


AIRCRAFT DESIGNERS & CONSTRUCTORS. 9 -“**7(“*#8" 271878 


Experimental 
Works and Test 
Station : — 


Yate Aerodrome, 
Gloucestershire. 


Tel: Chipping 
Sodbury 50. 
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COLISEUM WORKS PARK ROW, BRISTOL::  *: 


PARK ROW FEEDER ROAD, BRISTOL 


QUAKER FRIARS, BRISTOL 


B R] S aT O Is VARS STREET, BRISTOI 
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TITANINE-EMAILLITE, LTD., 
EMPIRE HOUSE, 


175, PICCADILLY, LONDON, W.1. 


Telegrams & Cables: “‘ Tetrafree, Piccy, London.” 
TELEPHONES Codes: WORKS: Hendon (London), 


Regent 4728. A.B.C. 5th Ed. and Bentleys. New Jersey (U.S.A.). 
Gerrard 2312. Milan (Italy). 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 

Trips per Day.—Monday, 26; Tuesday, 30; Wednesday, 29; Thursday, 
27; Friday, 29; Saturday, 29; Sunday, 13. 
IMPERIAL AIRWAYS LID.: 

London—Paris—Zurich; ILondon—Ostend—Brussels—Cologne; London 

—Rotterdam—A msterdam—Berlin : Machines oI, passengers &4I, 

freight 21 tons. 
AIR UNION: 

Paris—iLondon: Machines 43, passengers 269, freight 11 tons. 
K.L.M. : 

‘Amsterdam—Rotterdam—london: Machines 22, passengers 98, freiglit 

az tons. 

SABENA : 

3russels—I,ondon: Machines 12, passengers 96. 
DEUTSCHE I,UFTHANSA AG. ‘ 

Berlin—London: Machines I, passengers 3. 
PRIVATE : 

Machines 14, passengers 6. : 

Total number of trips by British Machines, 105, carrying 847 pas- 
sengers. Foreign Machines, 78, carrying 466 passengers. 
Comparative Figures : 

Week ending Aug. 15! 

Machines, 183; Passengers, 1,313; Crews, 226; Total personnel, 1,539. 
Corresponding week, 1925: 

Machines, 176; Passengers, 1,011; Crews, 248; Total personnel, 1,259. 
Corresponding week, 1924: 

Machines, 176: Passengers, ge4; Crews, 223; Total personnel, 1,127. 
Corresponding week, 1923: 

Machines, 144; Passengers, 724; Crews, 231; Total personnel, G55. 
Corresponding weeR, 1922: 

Machines, 176; Passengers, 642; Crews, 303; Total personnel, 945. 
Corresponding week, 1921: 

Machines, 114; Passengers, 437; Crews, 140; Total personnel, 577. 
Corresponding week, 1920: 

Machines, 123; Passengers, 262; Crews, 154; Total personnel, 416. 

Croydon Notes. 

For the second time in his life M. Louis Blériot flew the 
English Channel on Monday, Aug. 7. The first time he did 
so was on July 25, 1909. He then flew on the Blériot mono- 
plane with a 25 h.p. Anzani engine, and the crossing of 
the Channel was the whole of a very adventurous flight. On 
Monday it was but a short portion of an inadventurous 
flight from Paris to London. 

According to The Times “ he flew in a large Bristol crystal- 
engined machine of 420 h.p.’? Presumably such an engine 
employs a crystal instead of valves. Is this another case of 
wireless aid to Civil Aviation ? 

Anyhow it is a distinct compliment to Mr. Roy Fedden 
and the Bristol Company (both of whom were very young 
when M. Blériot first crossed The Ditch) that M. Blériot 
chose the Jupiter. Evidently he had decided that he would 
wait until engines were quite reliable before he again trusted 
to an aeroplane. 

The machine, which is illustrated in this issue of THE 
AEROPLANE (thanks to the Surrey Flying Services and the 
Anglo-American Oil Company), is M. Blériot’s own private 
machine, a Spad limousine. The pilot was an old (in time 
though not in years) friend, M. Bajac, one of the finest 
cross-country pilots in the World. So M. Blériot knew what 
he was doing. 

M. Blériot must really feel that the Channel is getting 
uncomfortably crowded. During the week in which he last 
flew it, he had the place almost to himself, except a short 
portion which the late M. Hubert [Tatham used. 

ITjast week it was used by 183 machines, 1,539 people, and 


35 tons of freight. Which must be a record week, for one 
cannot find in the figures published in TH AEROPLANE that 
1,500 people have ever crossed the Channel by air in one 
week. 

M. Blériot’s thoughts must have been similar to those of 
an old-time motorist returning from abroad and finding the 
roads infested by everything from motor-bikes to chars-4. 
bancs. Probably he sighs for the nice quiet country and 
Channel of his youth. 

Lt.-Col. G. L. P. Henderson’s energy seems unlimited. By 
10.00 hrs. every morning he has flown to Ostend and back 
with newspapers on the Surrey Flying Services’ D.H.g9 and 
is in London in his office by 10.30 hrs. 

The Armstrong-Whitworth Argosy is again doing good 
work. Last week, in nine trips, she carried 143 passengers 
between London and Paris. On one occasion, with Mr. 
Hinchliffe as the Argonaut, she carried 21 passengers, the 
greatest number which has yet flown trom London to Paris 
in one aeroplane. 

On Saturday she left for Paris at midday, but landed at 
Lympne owing to valve trouble in the starboard engine, 
She then flew back to Croydon on the nose and port engines 
only. ‘he trouble was not serious, for the next day she 
flew to Paris with 15 passengers. 

A one-time member of the late Instone Air Line, regard- 
ing the Argosy, remarked how nice it was of Armstrong: 
Whitworths to have named the machine ‘“ familiar-like” 
after one of the Directors of the said Instone Line. One 
hopes that Mr. Augustus Instone (‘‘ Our Gussy ”’), duly ap- 
preciates the compliment. And, by way of compliment te 
the present firm, what about ‘‘ Areric ’’? 

Recently when passing Croydon Aerodrome one was stung 
on the arm by an insect of such ferocity and venom that 
one was put out of action for a few days. It is suggested 
that the insect was imported from Cairo by Lt.-Col. Minchin 
and the Bristol Bloodhound, as its like has never been seen 
before, and that it has lain in wait for one ever since. 

This gives rise to great possibilities. Who knows what the 
machines from Karachi in the future may not unwittingly 
import. Imagine the horror of a respectable Wallingtonian 
going out to post a letter and being met by a cobra. Or after 
one of Capt. Gladstone’s air liners from Central Africa had 
arrived a respectable Waddonite might find a crocodile in 
the front garden. Possibly it might have the effect of bring: 
ing in prohibition in this country, so those running air lines 
to and from far countries must really be careful. 

A.D.C. Aircraft Ltd., who closed their works for a few 
days to give the staff a well-earned holiday, are now i 
full blast again. 

On Monday of last week, Mr. Perry was testing a D.H.9, as 
well as a Nimble-Martinsyde, on which Wing Cdr. Sholte 
Douglas will perform at Bournemouth. Wing Cdr. Douglas 
had it out on Thursday.—cG. D. 


MR. COBHAM REACHES MELBOURNE. 


On Aug. zo, Mr. Alan Cobham and Sjt..Ward, who are 
flying from London to Melbourne and back in a De Havilland 
So] (Armstrong-Siddeley Jaguar) left Camooweal for Charle: 
ville. 

On Aug. rr they flew to Sydney, where they were met by 
a Squadron of R.A.A.F. machines, and some Aero-Club 
Moths. They remained in Sydney to take part in various 
functions for five days. 


FORCIBLE FEEDING.—The new 
mobile pump used by the British 
Petroleum Co. Ltd. for replenishing 
fuel tanks of aircraft. The pump Call 
supply petrol at the rate of 20 gallons 
per minute, and the height above the 
pump and the distance away of the ait 
craft is immaterial. This picture was 
taken by Mr. J. C. C. Taylor, late of the 
Berkshire Aviation Co, Ltd., and now 
Aviation Manager of the B.P. Company. 
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On Aug. 15 they flew to Melbourne, where they were met 
by a crowd of 100,000 people. Thus they have taken 47 days 
to reach Melbourne. ‘The distance covered is 13,000 miles. 

No troubles of any kind have been encountered en route 
and the Armstrong-Siddeley Jaguar engine has run like a 
clock. Mr. Cobham has not attempted to hurry. He was 
delayed in Basra by the ever-to-be-regretted death of Mr. 
Elliott. He has taken part in functions here and there 
which have delayed him. 

Mr. Cobham intends to attempt a high-speed flight home 
after overhauling the machine and engine. For high-speed 
long-distance flights he considers that 800 miles per day is a 
comfortable distance. Therefore we may expect him to 
arrive home 16 or 17 days after leaving Melbourne. 

He will probably start back on Monday, Aug. 22 so that 
with decent luck he could get home on Sept. 7 or 8. 
BERKSHIRE WORK. 

The Berkshire Aviation ‘Yours continue to spread the 
Gospel of Aviation in the most unlikely places. On Sunday, 
Aug. 8, at Alderley Edge, near Manchester, Messrs. Stirling 
and Leleu carried 291 passengers between them. Messrs. 
Kent and Beck were operating at Altrincham, still nearer 
Manchester, during the same week-end, and on the Sunday 
Mr. Kent carried 208 passengers and Mr. Beck 228. 

The Berkshire Company’s total for the Sunday alone was 
therefore 727 passengers. In addition, quite good crowds 
attended at both places to watch the exhibition flying. 

Despite the outcry about bad trade, people still seem to have 
money to spend on flying, for even on the weekdays at 
Altrincham Messrs. Kent and Beck between them averaged 
160 passengers a day. 

During the previous week-end, Saturday, Sunday, and Mon- 
day, July 31, Aug. r and Aug. 2 (Bank Holiday), Mr. Stirling 
took up 293. passengers at Northwich with one machine. Mr. 
Kent’s machine being temporarily out of action, Mr. Leleu 
joined the outfit at Altrincham and carried 408 passengers. 
And at the same place Mr. Beck, who broke his personal 
record in doing so, carried 633 passengers in the three days. 

That is really teaching the people of this country to be air- 
minded. 

A TIMELY GIFT. 

Sir Charles Wakefield has arranged to pay to Mrs. Elliott, 
whose son was shot by an Arab while acting as Mr. Cobham’s 
mechanic on his flight to Australia, an annuity of {roo in 
Wate of his service and heroism in the cause of British 
Aviation, 


CIVIL AVIATION IN PARLIAMENT. 


ALR PARCHIC POST: 
In the House of Commons on July 13, in reply to a question by 
Cou. Day, the Post MasTeR-GrNeRat said that the number of parcels 


sent by air post through the Post Offices of 
and Holland for the 12 months ended June 
3,458, to Holland 


Great Britain to Paris 
30 last was: ‘To Paris 
1,903. 

AJR GARAGES. 

In the House of Commens on July 14, in reply to a question by 
Cov. Day, Lorp*Stantey (for the Secretary of State for Air) said 
that as far as he was aware there was only ore garage for privately- 
owned aeroplanes. It had been built to take six small folding aero- 
planes. [Presuinably Stag Lane.] Lord Stanley pointed out that 
facilities for garaging private aircraft existed at Government civil 
aerodromes on payment of the usual scale of charges, which amounted 
for the Moth type to 2s. 6d. for a night’s accommodation, with is 
landing fee, or £2 10s. per month. 


THE GATE MR. BLELOME 

In the House of Commons on July 27, SIR SAMUEL Hoare, asked by 
Mr. Day whether it was possible for an award or grant to be made 
to the mother of the late Mr. Elliott, engineer to Mr. Cobham, with 
a view to commemorating the: valuable work in which he assisted 
in connection with aviation, said he regretted there were no funds 
at his disposal from which a grant could be made. It was, however, 
understood that the late Mr. Elliott was insured by the de Havilland 
Company and that the claim had been paid. 

KHARTOUM—KISIMU. 

Hoare, in reply to Major ROPNER, said that the pro- 
posed twelve months’ experimental air service between Khartoum and 
Kisimu had been arranged without any guarantee of assistance from 
Air Votes. If it proved snecessful and a permanent service was 
instituted, a grant of financial assistance, whether in the form of 
subsidy or otherwise, would be carefully considered. The question 
of Imperial air routes and their future development was one of the 
subjects to be discussed with Dominion repres2ntatives at the forth- 
coming Imperial Conference. 


INTERNATIONAL CO-OPERATION, 

Avions Michel Wibault of Billancourt, Paris, have recently 
received an order for their all-metal monoplanes from the 
French Governinent. 

These machines are similar to those being built by Vickers 
I,td. at Weybridge for a foreign Government, there being an 
interchange of design by which detail designs, such as under- 
carriages and so forth, produced at Weybridge are used by 
M. Wibault at Billancourt, while French designs for other 
parts are used by Vickers Ltd. 


SIR SAMUEL 
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THE D.H. GAZETTE. 

The latest addition to the growing nuiber of house journals 
of British Aircraft firms is he D.H. Gazette, the first num- 
ber of which appeared during the second week of August. 

The editor in his foreword apologises (rather uneces- 
sarily, one thinks) for intruding upon the territory of the 
many publications dealing with aeronautical matters. The 
presence of a journal dealing specifically with the affairs 
and products of one particular firm can never be regarded 
as an intrusion by journals which endeavour to cover not 
only the entire British Industry but also the aeronautical 
affairs of the World. 

Rather is such a journal welcomed in that it demonstrates 
a certain spirit that so often seems to be lacking among com- 
mercial firms the World over. 

Also it carries with it something more than that which is 
known as ‘‘ Service after Sales ’’? in the automobile industry. 

Again there is that pride in accomplishment (and the de 
Havilland Company certainly do accomplish things) which 
not only means, so much to the firm and its employees, but, 
when translated into print, furnishes the exact kind of news 
that is invaluable from an advertisement point of view. 

The first number of The D.H.Gazette—which is exceedingly 
well produced and printed—comprises sixteen pages, all of 
which are devoted solely to news and illustrations. Naturally 
a description of the King’s Cup Race holds the pride of 
place, and although the results of the race have been freely 
published in the press, there are given many little pieces 
of “ hitherto unpublished ” news. 

Notably there is a description of how the winning Moth 
was ‘cleaned up” for speed, which should be distinctly 
interesting to existing and prospective Moth owners. 

Similarly an article on ‘‘ The Maintenance of Moths,” by 
Mr. J. S. M. Michie, the ground engineer to the London 
Aeroplane Club, is of considerable interest. 

Other articles concern the growth of Stag Lane Aero- 
drome and Works, the de Havilland School of Flying, the 
new D.H. broadside Aero-engine Starter, Stag Lane Notes, 
Air Travel, etc., and a photograph of the D.H. Stag is pub- 
lished for the first time. 

The D.H. Gazette will appear monthly, and applications 
for copies of the first and future issues should be made to the 
Editor, Stag Lane Aerodrome, Edgware, N.W.—1. B. 
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AN See kt SS APPOINTMENT 
Mr. J. C. C. Taylor has been appointed Aviation Manager 


of the British Petroleum Co. Ltd. , and is now located at the 
firm’s headquarters at Britannic House, Moorgate. 
Mr. Taylor, several years ago, with Mr. J. D. V. Holmes 


and Mr. A. I. Robinson, made up the Berkshire Aviation 
Co. Ltd. who did so much to spread abroad the Gospel of 
Aviation. He accompanied the Oxford University Arctic Ex- 
pedition as chief engineer with the Avro machine which 
did much pioneer work within the Arctic Circle. 

Of recent years the British Petroleum Co. Ltd. have en- 


tered with marked success into competition work in Aviation 
and their spirit is being used with success by the various 
joy-riding concerns about the country. 

The acquisition of Mr.Taylor is likely to lead to further 
successes, and to friendly dealings with those with whom he 
comes into contact. EAP 

CREDIT WHERE DUE. 

Apart from the fact that Lieut.-Commander Byrd, U.S.N 
and his companions in their flight in the region of the month 
Pole risked the certainty of a crash in the ice if brought 
down by engine failure, the flight, considered simply as a 
flight, was not particularly remarkable. It lasted 153 hours, 
and many flights of greater duration have taken place. 

It is well to remember that the German pilot, Reinhold 
Boehm, flew for more than 24 hours before the outbreak of 
war in 1914, and that several other German pilots and one 
or two Frenchmen had already flown for periods exceeding 


15 hours but not quite reaching the 24 hours. Since then 
the World’s duration record has been raised to 45 hrs. 11 
mins. 59 secs.—without refuelling. 


Nevertheless, the flight was made under 
conditions in the Arctic cold, and therefore much credit is 
due to the engines and their accessories. Various radial 
engines have been used under Arctic conditions in the last 


rather exceptional 


few years but this was, one believes, the first time that the 
Wright Whirlwind engines have been used for Arctic 
flying. 


There is interest also in recording the fact that Scintill 
magnetos were used in these engines. The Scintilla seems 
to be the standard magneto used in the United States and 1t 
has won its way to that position against quite severe com 
petition. 

An aeronautical engineer who knows the American trade 
inside out has told one that on one type of the Wright 
engines the Scintilla maoneto was be against another quite 
famous magneto with remarkable results. The Scintilla 
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magneto and the other were of equal weight and took e& 
actly the same power to drive. But in a series of test 
during which the two makes of magneto were used alte 
nately, one being taken off and the other being put on : 
intervals the engine gave quite consistently 8 per cent. moi 
power with the Scintilla than with the other make. Thi 
alone should be sufficient proof of superiority. 

The fact that Lieut.-Commander Byrd’s engines gave 1 
trouble whatever during his flight shows at any rate that th 
magnetos were not affected in any way by the extreme col 
when the engine was standing still. 

Of the Fokker monoplane of course it is unnecessary | 
say anything. Fokkers have been used so often under Arect 
conditions in Russia and in America that one assumed natu 
ally that the machine would give no trouble. 


NEW COMPANY. 


BERKSHIRE AVIATION ‘TouRS Lrp.—Private Company. Register! 
Aug. 10, Capital, £3,000 in £1 shares. Objects: ‘To carry omed 
business of aerial transport, both of passengers and goods; deri 
photographers, etc. The subscribers (each with one share) are: 
F. J. V. Holmes, The Aerodrome, Witney, Oxon, commerciale: 
plane proprietor. Mrs. J. Wolmes, he Aerodrome, Witney, Oxo 

F. J. V. Holmes shall be Jife governing director, subject to holdit 
500 shares. Qualification of directors: 100 shares. 

Registered offices: 53, Lower High Street, Wednesbury, Stafford, 


PERSONAL NOTICES. 


DEATHS, 
GOODING.—On Aug. 12, at Netheravon, Wiltshire, as the result 
a flying accident, L-AC. Clarence Henry Hooper Gooding, R.A-F. 


HARVEY.—On Aug. 0, at Helwan, Egypt, as the result of 
flying accident, AC.1. Thomas Reginald Harvey, R.A.F. 
SLATER.—On Aug. 10, at Helwan, Egypt, as the result Of 
flying accident, Herbert Gerald Slater, Flg. Off., No. 47 (Bombin 
Sadn., R.A.F. 

Mr. Slater entered the R.A.F. in January, 1924, with a S.S. com 


and was promoted to the 
was posted to No. 47 Sqdn. after 
instruction at No. 4 Flying Training 
WATSON.—Killed in an aeroplane accident near Point Coo 
Victoria, on July 1, T. Stuart Glendinning Watson, Cadet, Roy 
Australian Air Force, aged 23, eldest son of the late George Glendinnit 
Watson, M.B., C.M., Coburg, Melbourne. 
FORTHCOMING MARRIAGES. 
GREGOR—JAMES.~—The engagement is announced between Flt. I 
J 3B. Gregor, R.A.F. Medical Brauch, and Evelyn Rose, daughter 
Mr. and Mrs. A. H. James, of Haverfordwest, South Wales. 
HALFORD—DAVIES.—An engagement ‘is announced between F 
Lt. Wallis Halford, R.A.F., eldest son of Mr. and Mrs. G. J. Halfor 
of Cleeve Prior, Worcestershire, and Miss Mary Davies, only daught 
of the Rev. J. and Mrs. Wynne Davies, of Horton Rectory, Slough. 
MacGREGOR—HARRISON.—An engagement is announced betwet 
‘Mr. Tain O’B. MacGregor, Royal Artillery and R.A.F., son of It-C 
T. MacGregor, of Edinburgh, and Miss Edith Joan Harrison, daught 
of the late H. A. Harrison, I.C.S., of Doghurst, Yiewsley, and Mi: 
Mayne Campbell, of Broxmore Park, Romsey, Hants. 
BIRTHS. 
Ormesby, Norfolk, the wife of A. ' 
Service (Keypt)—twin daughters. 
36, Glebelands Avenue, Woodford, E.18, 
wife of Reginald A. C. Brie, Reserve of Air Force Officers 


rank of Flg Off. in September, 1925. 1 
completing a course of fly: 


School, Abu Sueir, Egypt. 


BOYCOTT.—On Aug. 109, at 
Boycott, R.A.F. Educational 

BRIE.—On Aug. 14, at 
Dorothy, 
a son. 
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ON THE BOURNEMOUTH RACE-MEETING. 


Anyhow, the Bournemouth Meeting was very distinctly a 


To Bournemouth belongs the credit of having held the 
first flying meeting in the South of England, namely, that 
in July, 1910, at which the Honourable Charles Rolls was 
killed. And now, to Bournemouth belongs the credit of 
having held, on Aug. 21 and 22, the first flying race meeting 
in England organised as a sporting and commercial propo- 
sition by business men and not as a propagandist demon- 
stration by aeronautical enthusiasts. And, one may add, 
that it was the first meeting held in which actual racing, 
and not exhibition flying, was the first consideration. 

Fortunately nobody was killed or even seriously hurt, 
though there were moments when one rather had doubts. 
Which goes to show that the newer generations of pilots 
are as good as the old. 

When the Bournemouth Meeting was proposed one felt 
rather doubtful about whether it was worth while to deal 
with it in THE AEROPLANE at all. After all, the readers of 
THE AEROPLANE are chiefly concerned with aeronautical pro- 
gress. And there can be very little interest for them in 
seeing photographs of the same Moths and the same Avros 
and things over and over again. And there are not enough 
private owners of aeroplanes of any sort to give aeroplane 
racing a speculative interest (quite apart from. speculation 
with the bookmakers) such as exists in horse racing and 
eyele racing and motor racing and even motor-boat racing. 

Moreover, few people go to any vast amount of trouble 
to improye their machines in any way to get another mile 
or two an hour out of them as does the amateur motor- 
cycle racer or small car enthusiast. As a matter of fact, any 
enthusiast who thinks of indulging in any extensive faking 
or tuning, or, to use the more vulgar phrase, ‘‘ hotting-up,”’ 
is likely to find his style somewhat. cramped by his Air- 
worthiness Certificate, which specifies very clearly what his 
machine was at the time when the certificate was granted. 
Any departure from that specification automatically annuls 
the certificate. 

Therefore the performance of each machine is known to 
a micety by the handicappers. The only variations in per- 
formance one way or the other comes from cleverness in 
piloting or mistakes in piloting, barring matters of bad luck 
Such as minor engine trouble or perhaps misjudgment of 
wind effects. 

Perhaps in a way that is all to the good because air racing 
under such conditions becomes more and more a matter of 
piloting and less a matter of who is prepared to spend the 
most time and money on his machine. But one sometimes 
regrets that such an amount of petrol should be expended 
without something of definite technical valiie being gained. 
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success. One was told by Mr. Etches, the Secretary, that 
5,000 people paid for admission on the Saturday afternoon, 
and quite a number paid extra for the admission of their 
cars, with the result that the takings on the Saturday after- 
noon alone paid for the organisation of the Meeting. At 
a rough guess one would say that there were something 
like 10,000 people there on the Sunday afternoon, so the 
Bournemouth Race Course people must have been able to 
show quite a nice little profit on the deal. 

At any rate, they were so satisfied with themselves that 
y are considering putting up a £50c prize for the big 
race of the meeting which they propose to organise next 
year. And they certainly deserve whatever profits they 
made this year, simply for their enterprise in being the 
first to organise such a meeting. 

As USUAL. 

The worst part of the organisation was, as might have been expected, 
the Royal Aero Club’s part in it. It so happened that on Saturday the 
wind was in a direction which gave a good take-off from the point of 
view of the crowd. But on Sunday, the wind having gone further 
round to the West, the Stewards of the Royal Aero Club, in their 
wisdom, decreed that the machines could take off straight in the faces 
of the crowd and then do a sharp left-hand turn to come back onto 
the course. What would have happened if some of the engines had 
failed right over the crowd, one hates to think. 

The take-off might equally well have been done along the front of 
the crowd with the turning point a few hundred yards outside the 
actual race-course. No race was over any particular distance, so a few 


hundred yards one way or the other would have made no difference. 


Then everybody would have flown the same distance, which, under 
Sunday’s conditions, they did not—because some people got off and 
flew right over the crowd'and back, whereas others turned within the 
limits of the race-course, or, as somebody remarked, ‘ Dived straight 
off the ground,” on a climbing turn. 

Another silly thing, typical of the Royal Aero Club, was fixing the 
“home? turning point right away out at the far side of the race- 
course so that while going round the laps the machines never came 
anywhere near the crowd at all, and only gave them anything like 
a close-up view at the end of each race, when coming down the 
finishing straight. Why on earth the turning point could not have 
been fixed so that the machines had to fly the full length of the 
finishing straight before reaching it, one cannot imagine. 

From years of experience of the Aero Club one is quite prepared 
to have them put up some plausible excuse for these follies. And 
evidently the Aere Club attitude of mind is contageous, for one be- 
lieves that those responsible for these particular mistakes really know 
quite a iot about flying—in their unofficial capacities. 

HELP FROM THE HORSES. 

There is a great deal to be said in favour of holding air-race meet- 
ings .at race-courses. The comfort of having proper grand-stands and 
smooth lawns and good arrangements for food and so forth is such an 
improvement on the slipshod, haphazard methods which go with a 


AT BOURNEMOUTH.—A part of the Machine Park, as seen from the Members’ Stand. 
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AT BOURNEMOUTH.—Left to right. Two Moths (Cirrus), Mr. Butler on the D.H.37 (Nimbus) ‘ Lois” and 
Wing Cdr. Sholto Douglas on the Avro (Airdisco), gettin g-off. 


meeting at a regular aerodrome. At Bournemouth, everything was 
beautifully done, even to the working of the telegraph boards whicn 
enabled one to see who was flying in the different races and who had 
von 

One hopes that the .proprietors of other race-courses will try to 
arrange similar meetings next year. Naturally horse race-courses are 
not suitable for :eal speed machines, but with the growing number cf 
what are commonly miscalled “light aeroplanes,” a term which is 
very apt to mislead the uninitiated, there ought to be enough pilots 
available to put up quite a good show. 

But the organisers of such future mcetings will do well to remem- 
ber that running an aeroplane is quite an expensive form of amusec- 
ment and that if they want to get good entries they will have to 
offer some inducement to competitors, either in the form of quite valu- 
able prizes, so that private owners and firms and clubs will think it 
worth while to spend a certain amount of money on the chance of 
winning a lot more, or else they will have to arrange to pay expenses, 
much in the way that even the purest amateurs among cricketers 
and tennis players receive their expenses when playing at any distance 
from their homes. 

Air racing, to be a commercial success, must pay its own way. It 
must not be allowed to provide wealth for race-promoters at the ex- 
pense of free performances by owner-pilots, subsidised flying clubs, 
and aircraft makers in search of advertisement. 

A QUESTION FOR CLUR MEMBERS. 

In connection with this, rather an interesting question arises. Are 
the various Flying Clubs justified in sending their machines away for 
a whole week-end to a race meeting, even if it is with the object of 
helping another of the existing flying clubs at its local « Pageant,” 
let alone to make money for sports-promoters ? 

Of course, it is a very good advertisement for a club that its 
machines and pilots should put up a good show in competition with 
thers. But one can quite imagine that members who cannot travel a 
ouple of hundred miles for the fun of seeing their club machines 
compete, and who joined the club with the obiect of themselves learn- 
ing to fly, may object very strongly to the club machines being 
away and to all flying being stopped during the week-end, which is 
the only time in each week at which the majority of members can 
20 and get their little bit of flving. 

It is true that it is a good thing to send machines about the country 


to populiarise aviation and so forth. But, after all, the object of a 
flying club is to provide flying for its members. And it is only natural 
that the members should like a little bit of flying for their subscrip- 
tion. 

NEW PILOTS. 

The flying at the Bournemouth Meeting was well worth watching and 
the un-acronautical public certainly got value for their money and 
seemed to appreciate the fact. One of the most satisfactory features 
about the Meeting was the good show put up by new professional pilots 
and by amateur pilots. 

Undovbtedly the star turn from the point of view of the public was 
Mr. Dudley Watt, who, because his full name is D. A. N. Watt, and 
because his flying is, to put it wildly, emotioning, has naturally 
acquired among the more frivolous members of the aeronautical com- 
munity the nickname of ‘‘ Dangerous Dan ?’—which anyhow is better 
than being known as ‘* Dud” or ‘ Duddles.” 

When one first saw Mr. Watt performing ene did think that he 
was about the most dangerous and reckless flyer within one’s ex 
perience. But now one is not quite so sure. He certainly has extra- 
ordinary skill and judgment. And his ancient Sopwith Swallow, coa- 
sisting of a Camel fuselage to which braced monoplane wings were 
fitted by the late Harry Hawker, is an extremely controllable aero- 
plane which answers its controls admirably and goes where it is put. 

If Mr. Watt does come to grief it will not be through lack of skill 
in getting himself out of a tight corner, it will -be through being let 
down by his engine when he is in a tight corner into which he would 
never have got if he were a little more cautious or experienced. And 
if he does have a crash it will be wholesale and spectacular. 

Watching his flying at Hendon on King’s Cup day and seéing him 
cut in and out among the other machines, it struck one (regretfully, at 
that time) that he might be more dangerous to other people than to 
himself. But at Bournemouth on Sunday he deliberately swerved when 
winning the big race of the day in order to avoid giving his backwash 
to Fit. Lt. Chick on the little R.A.E. Hurricane, That showed not 


only good sportsmanship and a kindly consideration for others, but it 
also showed that he had his wits about him and was able to think 
quickly and accurately. 

Incidentally the act was also courteous, because giving a man .one’s 
backwash in air racing is just as legitimate as it is in all kinds of 
boat racing. 
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AT BOURNEMOUTH.—Left to right,—Mr. Dudley Watt on the Sopwith Swallow and two views of Fit. Lt. Chick 
on the R.A.E, Hurricane (Bristol Cherub). 
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GEE-WHIZZ!!—An impression of Mr. Dudley Watt passing the post at Bournemouth on the old Sopwith 
Swallow, which used to belong to the late Harry Hawker. 


One is inclined to think that Mr. Watt has the makings of a really 
first-class racing pilot, in that he certainly has good hands and eyes 
and judgment, and is sufficiently 1eckless to fly machines which older 
and more responsible pilots might hesitate to fly. If he is going to 
break his neck flying he may just as well do it gloriously in an 
effort to break a World’s record, and if he is not born to go out in 
an air crash then he is capable of doing something quite big in the 
way of flying 

Anyhow, he is a thoroughly gocd sportsman and he provided quite 
a lot of both cemic and sensational relief to the meeting. The way 
he taxied his machine round between the railings of the horse racé- 
course after winning the big race was distinctly amusing. And judg- 
ing by the way the crowd rushed to the railings to see the machine at 
close quarters he evidently provided a long-felt want. 

Mr. Alan Butler’s D.H.37 with the’ new 330 h.p. Nimbus engine 
also seemed to impress people quite a iot. ‘The healthy note of the 
exhaust appeals to the crowd in these days when everybody is a 
motorist. And Mr. Butler’s handling of the machine was splendid, 
although because of its size compared with the Moths and others it 
cannot be made to look so spectacular. 

To those who have been connected with aviation since the early days 
there was a great deal of interest in the fact that Captain Geoffrey 
de Haviiland, who began his flying in 1909, if one recollects rightly, but 
certainly not later than rg1o, should be flying at this date as :n 
amateur racing pilot. Those who believe that a pilot’s is a short 
life and a gay one and that a man cannot fly well after he is about 
wenty-five or so, ought to see Captain de Havilland’s masterly handling 
of his Moth with the Mark II Cirrus engine. Among all the Moth 
experts, of whom there is such a crowd to-day, there is nobody who flies 
one more prettily than does the founder of the de Havilland business 
1imself. 

Naturally the various Club instructors flew their races well and 
Jended with extraordinary skill on a bumpy ground. Messrs. Sparks 
end St. Barbe of the Iondon Club, Mr. McDonough cf the Birming 
1am Club and Mr. Thomson of the Hamipshire Club all put up very 
good shows. One was only sorry that Mr. Sparks’ chronic rival, Mr. 
Parkinson, was vot there to add to the keenness of the competition. 
But Neweastle is a long way from Bournemouth. So Mr. Parkinson 
did not bring his little green bhaize bag to fetch away his prizes, as 
he did at the Yorkshire Club’s show 

Incidentally the colours of the Hampshire Club, a pale blue fuse- 
lage with a broad dark-blue stripe along it, and aluminium wings and 
tail unit, is the prettiest colour scheme one has yet seen for a Moth 
except the King’s Cup winner with its red and white enamel, familiarly 
known as Sir Charles Wakefield’s Bath. Somchow the Hampshire 
machines reminded one cf a Sports Morris car. 


The independent non-subsidised Aero Clubs had rather hard luck. 
Fit. It Chick on the Royal Aircraft Establishment Club’s Hurricane 
was ‘only beaten by the width of an airscrew by Mr. Dudley Watt 
on Sunday. Flg. Off. Boyes on the Seven Aeroplane Club’s D.H.53 was 
suffering from engine trouble and never really got going properly. 
And the R.A.F Club’s second machine, the Hawker Cygnet, which 
was presented to them by Messrs. Sopwith and Sigrist, never arrived 
at all, apparently having fallen out by the way. 

SHOW FLYING. 

In between races on the Sunday Mr. Bramson gave a very pretty ex- 
hibition of flying on one of the Smoke-Writing Corporation’s old S.Es. 
He inade a few smoke rings quite low down, which interested the 
crowd immensely as it showed hoy the skywriting is done. And then 
he proceeded to do some spins and things high up. But he rather lost 
his effect by going too high up and too far away in his effort to give 
everybody a chance of seeing the machine without getting cricks in 
their necks. 

Mr. Broad also tumbled ahout the sky in a most entertaining way 
in the white and searlet Bath-Moth. 

The cone unentertaining number in the programme was a parachute 
drop. by a young woman who has adopted the professional name of 
“June ”’—apparently ignoring or disregarding the existence of the 
ipnodrome favourite. She dropped from an Avro piloted by the 
ubiquitous Tieut.-Col. G. I,. P. Henderson, and judged her drop very 
well indeed, coming down well in the clear part of the course. Jyuckily 
for her she hit the grass and not one of the steeple-chase leps or one 
of the barriers, for she was knocked out in landing and was towed 
for quite a considerable distance by the parachute, if not actually i- 
conscious at any rate not in a condition to pull the cords and spill 
the air out of the parachute. 

These exhibitions are entirely unnecessary, and, as one has always 
maintained, only pander to the same feeling in the crowd which made 
cladiatorial shows popular in Rome. People who enjoy seeing a para- 
chute drop always hope that there will not be an accident and feel a 
little disappointed when there is not. The rest dislike the show 
heartily, feel horribly nervous before the drop takes place, feel im- 
mensely relieved when the parachute opens safely and feel still more 
relieved when the unfortunate victim, having hit the ground like a 
sack, stands up and shows that he or she is unhurt. 

Such performances are not exhibitions of skill, they are merely 4a 
gamble with death. It is all very fine for serving personnel in the 
R.A.T. to be compelled (morally—though never by order of a senior 
officer) to do a parachute drop once, because that teaches them what 
they have got to do in case of an emergency. But exhibition para- 
chuting is not really instructive, and definitely panders to a bad streak 
in human nature. 


INTERESTING THE PUBLIC.—Mr, Dudley Watt taxying along the course after winning the big race on 
Sunday. 
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However, taking it all round, the Bournemouth Meeting was 
thoroughly interesting. It was a good sporting effort on the part of 
everybody concerned, promoters and competitors alike. It was very 
instructive to the public, and even to the most hardened habitues of 
aviation. And one hopes that air racing under similar conditions will 
become popular in the future. The Royal Aero Club has signally 
failed to popularise air racing but perhaps professional race promoters 
may be able to make it popular.—c. G. G. 


THE THIRD BOURNEMOUTH MEETING. 

The show on Saturday and Sunday was in fact the third aviation 
meeting to be staged at Bournemouth, and it was a very great success. 
‘The two previous meetings were the one in 1910 at Christchurch and 
the seaplane affair held off (very much “ off”?) Bournemouth in rozo. 

This one was well organised, and it could be watched in comfort. 
If one wanted to get from one part of the aerodrome to another one 
could do it quickly and comfortably without invoking the aid of a 
motor-car, as there were not the usual vast distances to be covered 
as there are at such places as Croydon, Hendon, and Lympne. And 
it does make all the difference to a flying meeting to have these com- 
forts. 

One suggests to the R.Ae.C. Committee that it might be worth while 
to examine Westenhanger Pace Course with a view to staging the 
actual races of the Lympne Competitions there this year. It is only 
a few hundred yards away from Iympne aerodrome, where the 
machines could be kept, but far more spectators would be attracted 
to the more comfortable quarters of the racecourse than to the some- 
what bleak aerodrome. 

The Bournemouth Authorities removed most of the telephone wires 
surrounding the flying ground and those that were left were thought- 
fully removed by Major Beaumont and a Moth when he was arriving 
on Saturday One admired his Imperial air way of blazing the trail 
by removing obstructions. 

Wing Cdr. Sholto Douglas was originally to have flown a Nimbus- 
Martinsyde, but when he visited the aerodrome earlier in the week 
he found that the telegraph wires made the approach to the aero- 
drome very difficult, and sc he decided to fly an Avro-Airdisco instead. 
When he heard the wires were being removed, it was too late to 
change back to the Nimbus. 

One of the most pleasing features of the meet was the high standard 
of skill shown by the new-comers to Aviation. Particularly noticeable 
in this respect were Mr. Dudley Watt and Mrs. Eliott-Lynn, who are 
kr.cwn at acrodromes, for no very special reason, as * Dangerous Dan ” 
and Mrs. ‘ Ukelele”’ respectively. 

One watched Mr. Watt’s various starts on Sunday, when the stewards 
decreed the awkward turning take-off over the crowd, with consider- 
able misgiving. But every time he waited until he had reached a safe 
height before making his turn. Mrs. Lynn, too, preferred the safe +o 
the spectacular turn, and her three-point landings would have been 
good for any male pilot. She thoroughly deserved her win in the 
Club Members’ Race. 

The finish of the final of the Bournemouth Summer Handicap on 
Sunday was one of the most thrilling things one has seen, and the 
large crowd went wild with excitement. The race consisted of four 
laps of the course, and the starters were Mr. Butler on the D.H.37, 
Mr. Watt on the Hawker Swallow, Flt. Lt. Chick on the R.A.B. 
Hurricane, Messrs. Broad and Hope on Moths, and Wing Cdr. Douglas 
on the Avro-Airdisco. 

Mr. Hope led all the way until the last leg of the last lap. He was 
being rapidly caught by Fit. Lt. Chick, who was flying very high on 
the Hurricane, and Mr. Watt, flying very low on the Swallow, was 
catching the Hurricane. Mr Hope turned the point first, and then 
Fit. It. Chick started to dive on the line from about 600 ft. Then at 
the last moiment, Mr. Watt, who was flying about five feet off the 
ground, appeared over a hedge, dashed up the finishing straight, be- 
tween the rails, swerving to avoid giving the Hurricane his wash, and 
lashed past the post only a fraction of a second in front of the Hurri- 
cane. Mr. Hope was a second or so behind him, and Mr. Broad, Mr. 
Butler, and Wing Cdv. Douglas were a few seconds behind. 

Mr. W. Dancy is certainly to be congratulated on his handicap- 
ung of this race in particular and of all the races in general. 

Fig. Off. Rex Stocken had a narrow escape when cornering at one 
of the outside turning points. His wing-tip hit a tree and broke oft 
quite a large branch, and incidentally broke the wing-tip. He felt 
nothing, and did not know what had happened until he 
damaged wing on landing at the aerodrome. 

When Mr. jramson, on a skywriting S.E.sa, landed, after giving 
an exhibition of smoke-screening, Mr. Sidney St. Barbe, with a per- 
fectly serious face, went up to him and said, ‘‘ Did you notice that a 
lot of smoke was coming out of your machine ?” 


saw the 


Such was his serious- 
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THE PRIVATE OWNER. 


‘Mr. Alan Butler on the D.H. 37 (Nimbus) ‘‘ Lois "’ 
Sunday. 


ness that Mr. Bramson for some seconds thought that he must 
had something wrong with his aeroplane. 

The evening of Saturday was spent in the manner customary at t 
mectings at the Branksome ‘lower Hotel. It was not so Brankson 
it might have been, and the cxplanation appeared on Sunday mor 
in the Pictorial. That journal stated that ‘ Air Vice-Marshal Sir Si 
Brancker, British Director of Civil Aviation, has arrived at Ostia | 
Palermo and Naples by aeroplane.”’ 

Anyhow it was a very é€njoyable meeting and one hopes that \ 
in three wecks’ time we all foregather at the Grand Hotel, Folkes 
for the Lympne week, much of the same spirit will prevail. 

Throughout the meeting there was almost constant exhibition fh 
The most noticeable was that on the Avro Gosport by Mr. Bert Hin 
who demonstrated that the Gosport is a wonderfully controllable 
plane. His slow flying and controlled stalls were particularly 
tacular. 

The parachute drops undoubtedly “get” the crowd, even thi 
they may savour of the circus. But one is inclined to think that 
more the parachute is demonstrated in public the sooner it will los 
terrors and become a usual article of apparel among aviators. 

One heard the objection made that there were no new aeropl 
there. Why should there be? A horse-race does not lose interest 
cause there are no new horses at each meeting. Rather does the 
terest lie in watching the performance of well-tried favourites. 
believes that that will be the future of air racing 

[Half the reason for horse-racing is the production and discove1 
new horses. ‘The other half is betting. And, without new horses, 
ting would longuish. Also the moral justification for horse-racin 
that it cncourages the production of new horses, and so improves 
breed.—Ep. ] 

One amusing incident occurred in the Private Owners’ Handicap. 
Dudley Watt should have been easily first and Capt. Geoffrey de H 
land second. But somehow or other both parties miscounted the 
and went round again, without crossing the line, to do two and 
amore laps respectively. The result was they were not placed, muc 
the wrath of those who, through the bookies, had a financial int 
in them. 


© On! My OFFENCE IS RANK.” 
The following appeared in The Evening Standard of Aug. 23 :— 
* SUNDAY AIR RACHS? 
** BOURNEMOUTH PASTOR MAKES A PROTEST.” 

“The Rev. Stephens Roose, in St. Andrew’s Presbyterian Cht 
Bournemouth, said he 1egretted profoundly that Bournemouth 
being subjected to Sunday aeroplane racing and parachute descen 

“The Town Council could not stop it, because the venue was 
outside the boundary. It was hurtful to the feelings of thousan¢ 
church-people.”’ 

As the reverend gentleman is so hostile should he in future 
known as a “ Roose de guerre’? ‘This non-conformist outlook is t 
deplored for we all spent a very healthy Sunday afternoon and 
feels sure that The Almighty does not in any way disapprove of ; 
a harmless afternoon’s amusement. 

Much worse things happen in Bournemouth on Sunday aftern 
and Mr. Roose would do well if he turned his mind to remed 
things such as these which occur in his parish rather than interfe 
with harmless things which are off his beat. Anyhow one sav 
least one parson at Ensbury Park on Sunday, evidently enjoying |] 
self—-but perhaps he was on leave. 


PETROL AT BOURNEMOUTH. 

Shell spirit was used by the winners of the following event 
Instructors’ Race, first and second. Christchurch Sprint, first 
second, Ensbury Park Handicap, first and second. Private ( 
Handicap, first and second. Light Aeroplane Club scratch race, fir 

Mr. Dudley Watt in his great race for the Bournemouth Sum 
Handicap, used B.P., as did Mr. Alan Butler in the Boscombe E 
Fower Handicap. 

Ol. AT BOURNEMOUTH. 

There is no need to go into details of what oil was used, by 
winners of the various races at Bournemouth. Every single macl 
which raced there used Castrol, so, as W. Shakespeare said, “it n 
follow as the night the day,” that every race was won on Casi 
Se once again Sir Charles Cheers. 

Dope AT BOURNEMOUTH. 

All machines which won races, with the exception of Mr. Wi: 
Swallow were doped with ‘Titanine. The Swallow being somey 
ancient it is rather difficult to trace the origin of its dope, tho 
expert opinion inclines to the view that it is Cellon. 

G. 
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DE HAVILLAND 
SUCCESSES AT THE 


BOURNEMOUTH 
AIR RACE MEETING. 


10 EVENTS—9 WINS. 


SATURDAY, AUGUST 2Ist. 


Light Aeroplane Club Instructor’s Race. 
Ist CAPT, F.G. M. SPARKS ON MOTH. 


Boscombe High Power Handicap. 
Pott Lee eee ese ike ONeeDiies7. 


Christchurch Sprint. 
Tei WV oe lem OPE CON. MOTH. 


Ensbury Park Low Power Handicap. 
Ist CAPT. G.de HAVILLAND ON MOTH 


Bomb Dropping. 
Ist CAPT. F. G. M. SPARKS ON MOTH. 
SUNDAY, AUGUST 22nd. 
Private Club Handicap. 
Ist CAPT. G.de HAVILLAND ON MOTH 


Private Owners’ Handicap. 


Lste Mia Ws lew HOPE .ON) “MOTH. 


Light Aeroplane Club Members’ Handicap. 
Est ivirsa.s. Cy HUTOT E-LYNN:ON* MOTH. 


Bomb Dropping. 
IsnCAPT. Po GaM. SPARKS ON MOTH. 


THE DE HAVILLAND 


AIRCRAFT CO., LTD. 
Stag Lane Aerodrome, Edgware, Middlesex. 


Telegrams—‘‘ Havilland, Edgware.” Telephone— Colindale 6160. 
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THE 
KING’S CUP RACE, 1926 
won by CAPT. H. S. BROAD 


on a 


DE HAVILLAND MOTH. 


THE AUSTRALIAN AIR 

DERBY, 1926, won by 

Mr. ALAN J. COBHAM, 
ona 


DE HAVILLAND MOTH. 
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ALL THE WINNERS. 


The events at the Bournemouth Flying Race Meeting were 
flown with the following results :— 

SATURDAY, AUG. 21 :— 

14.00 hours. The Light Aeroplane Club Instructors’ Scratch 
Race, open to D.H. Moths (Cirrus engines) from approved 
clubs. rst prize, £20; 2nd prize, 10. Ten miles. 

G-EBLI (London Aeroplane Club).—F. G. M. Sparks, 1. 

G-EBLT (Midland Aero Club).—W. J. McDonough, 2. 

G-EBNY (London Aeroplane Club).—S. L. F. St Barbe, 3. 

Also ran : G-EBOH (Hants Aero Club).—G. I.-Thomson. 


14.30 hours. The Boscombe High Power Handicap, for all 
aeroplanes of 100 h.p. or over. ist prize, £30; 2nd prize, £10. 
Ten miles. 

G-EBDO, D.H.37 (330 h.p. Nimbus).—A. S. Butler, 1. 

G.-EBKN, Avro (120 h.p. Airdisco).—Wing-Com. W. Sholto 
Douglas, 2. 

G-EBNE, Avro Gosport (100 h.p. Mono).—Bert Hinkler, 3. 


15.00 hours. The Christchurch sprint, for standard Moths 
(Cirrus engines).—1st prize, £25; 2nd prize, ¢10.—Ten miles. 

G-EBME.—W. Laurence Hope, 1. 

G-EBLI (London Aeroplane Cluk).—F. G. M. Sparks, 2. 

G-EBLT (Midland Aero Club).—W. J. McDonough, 3. 

Heat No. 1.—Sparks, 1; McDonough, 2; N. Jones (London 
Club), 3. Also ran: Mrs. Kliott-Lynn. Heat No. 2.—Hope, 1; 
Mitchell (London Club), 2; Major Beaumont (London Club), 
3. Also ran: Flg.-Off. R. H. Stocken (Hampshire Club). 


16.14 hours. The Ensbury Park Low Power Handicap, for 
eee te under 100 h.p. rst prize, £20; 2nd prize, £10. Ten 
miles. 

G-EBNO, Moth (Cirrus II).—G. de Havilland, 1. 

G-EBL,T, Moth (Cirrus) (Midland).—W. J. McDonough, 2. 

G-EBME, Moth, W. L. Hope finished 2nd, but failed to 
pass one turning point. 

Heat No. 1.—G. de Havilland (Moth), 1; McDonough 
Moth), 2; Mrs. Lynn (Moth), 3. Heat No. 2.—Hope (Moth), 
; Broad (Moth), 2; Craig (Moth), 3. Also ran: St. Barbe 
Moth), Lamplugh (Moth), Chick (Hurricane), Hay (Moth), 
Flg.-Off. Stocken (Moth). ; 

Bomb Dropping.—Sparks and Craig tied. 
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SUNDAY, AUG. 22 :— 
14.00 hours. The Private Club Handicap, for any type of 
aeroplane entered by any recognised club other than approved 


mae Aeroplane Clubs. ist prize, £25; and prize, £10. Ten 
miles. 
G-EBNO, Moth (Cirrus II) (British Private Aircraft 


Owners’ Club).—G. de Havilland, 1. 

G-EBKT, Moth (Cirrus) (British Private Owners’ Club).— 
Mrs. Lynn, 2. 

G-EBHS, Hurricane (Flt.-Lieut. Chick).—Finished end, but 
failed to pass one turning point. Also ran: A. S. Butler 
(D.H.37), C. D. Barnard (S.E.C.M.), Dudley Watt (Sopwith 
Swallow), Flg. Off. Boyes (D.H.53). ’ 


I4.40 hours.—The Private Owners’ Handicap, for all aero- 
planes privately owned. st prize, £40; 2nd prize, £20; 3rd 
prize, £10. Twenty miles. 

G-EBME, Moth (Cirrus).—W. L. lope: 

G-EBDO, D.H.37 (Nimbus).—A. §. Butler, 2. 

G-EBKT, Moth (Cirrus).—Mrs. Eliott-Lynn, a 

Also ran: C. D. Barnard (S.E.C.M.), Fit.-Lieut. Chick 
(Hurricane), Dudley Watt (Swallow), G. de Havilland (Moth), 
Fig.-Off. Boyes (D.H.53). Watt and de Havilland, who would 
have been rst and 2nd, went a lap too many and did not 
pass the post till the others had finished. ; 


15.30 heurs. The Bournemouth Summer Handicap, for any 
type of aeroplane. rst prize, £100; 2nd prize, £30. (Prizes 
Sistiap ot by Sir Charles Wakefield.) Heats, 10 miles. Final, 
20 miles. 

G-EACZ, Sopwith 
Watt, z. 

G-EBHS, Hurricane 
Chick, 2. 

G-EBME, Moth (Cirrus).—W. L. iC peyms: 

Heat No. 1.—Butler (D.H.37), r> Broad (Moth), 2; Sparks 
(Moth), 3. Heat No. 2.—Watt (Swallow), I; Wing-Comm. 
Sholto Douglas (Avro), 2; St. Barbe (Moth), 3. Also ran: 
ee fone ee D. Barnard (S.E.C.M.), Lamplugh 
Moth), Flg.-Off. Stocken (1 ] g.- 
Chee ee (Moth), McDonough (Moth), Fig. 


17.30 hours. The Light Aeroplane Club Members’ Scratch 
Race, for approved Light Aeroplane Clubs. ist prize, £20; 
2nd prize, £10. ‘Ten miles. goer 

G-EBLI, Moth (Cirrus) (London Club).—Mrs. Lynn, 1 

G-EBNP, Moth (Cirrus) (London Club).—G. H. Craig, 2. 

G-EBNY, Moth (Cirrus) (london Club).—Major EK. M 
Beaumont, 3. 

Also ran: KE. Ll. Brighton (Midland Club). 

Bomb Dropping.—Won by F. G. M. Sparks. 


Swallow h.p. Clerget).—Dudley 
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(30 h.p. Cherub).—Fit.-Lient. J. S. 


THE SOCIAL SIDE OF BOURNEMOUTH. 


Personally I started out for Bournemouth *with mixed feelings. Thy 
weather did not look promising, and air races in bad weather an 
usually extraordinarily unpleasant affairs to watch. On the othe 
hand, by keeping well off the recognised main road to Bournemouth, | 
felt assured of a pleasant morning’s run, and by putting up for th 
night a little east of Bournemouth I could count upon a peaceful nigh) 
and probably upon a pleasant Sunday morning in the quieter part 
of the New Fcrest, which would compensate for the rigour of the 
actual meeting. 3ut, mos: delightful surprise, Ensbury Park Rac 
Course—uniike any aerodrome—is not swampy, it is remarkably well 
drained. And it ig properly equipped for the comfort and convenience 
of spectators. 

The organisation of the meeting was good, in that the facilities pro 
vided for horse-racing were properly used. Race cards, giving both the 
registration marks and the colours of the competing machines were 
provided Numbers and pilots’ names for the starters in each event 
were hoisted where everybody could see them for each event. The 
general public could, and obviously did, identify individual machines 
as thev started. Also they were able to follow them fairly easily round 
the whole of the course. 

Best of all the regular finishing straight, right past the enclosures, 
was used, with the finishing line from judges’ box to winning post, so 
that all the spectators got a really close-up view of the end of each 
race. And, thanks to the nandicappers, some of the finishes were really 
exciting. 

Had the mecting closely resembled certain other events of the same 
nature very few of the spectators would have come back on Sunday. 
But evidently they nearly all came back, and brought their friends 
with them. The bookmakers did quite a large volume of business, 
by no means all of it with the regular attendants at air meetings. The 
‘bookies’? were obviously new to air-racing and professed to have lost 
appreciably in their dealings, but the odds they were offering were 
evidently designed on Safety First principles. 

It is a long time since so many people paid to watch air-racing in 
this country, but if they will do it once they will probably do it again 
—if proper inducements are given. 

The meeting took place at the right time and in a suitable place. 
Bournemouth in August contains a very large population of holiday- 
makers, few of them of the indigent classes, and most of them ready 
to spend a little money for their own amusement. 

The race-course there is not an ideal aerodrome but it is reasonably 
satisfactory for machines of moderate power. It is easily accessible 
by tram or ‘bus from all over Bournemouth and its environs, and all 
the local inhabitants can direct the visitor to it. 

Air-racing is rally quite interesting and exciting, but, generally 
speaking, the spectator has not been allowed to share the excitement. 
At Bournemouth everybody could know precisely who was doing what, 
could identify individual machines and watch them gain or lose ground 
throughout each event, and see for themselves who finished first in 
each event. And they thcroughly enjoyed it. So did those of us to 
whom air racing recently has been rather an ordeal. 

There has been quite as good racing at a number of other meetings 
since the War. But usually it has required a good deal of pertinacity 
and concentration to keep informed as to the progress of events. At 
Bournemouth one could take one’s ease and miss nothing.—w. H. S. 


MR. COBHAM’S FLIGHT HOME. 


Mr. Alan J. Cobham, who with Serjeant Ward flew from 
London to Melbourne in 47 days on a De Havilland 50] 
(Armstrong-Siddeley Jaguar), intends to start home to-day, 
Aug. 25. He expects to take 17 days for the return flight and 
so should reach England on Sept. 9 or 10. If he 1s late His 
arrival will clash with the Lympne Meeting. 

In addition to Serjeant Ward, Mr. Capel, of Armstrong- 
Siddeley’s, will be carried. Mr. Capel only left England 
in the second week in July, so he must have made a fairly 
high-speed journey to Melbourne. 

Daily papers report that Mr. Cobham won the Australian 
Aerial Derby and that he has been taking up passengers ina 
Moth. 


MUCH ADO ABOUT NOTHING. 


A French Government order recently issued stipulates that 
if an air line passenger desires to take photographs while 
flying over France he must apply for permission to do so 
from the Service de la Navigation Aérienne, and a licence 
will be issued which will only entitle the holder to photo- 
graph certain specified areas mentioned in the licence. Other- 
wise, the pilot or nominal commander of any aircraft flying 
over French territory shall confiscate all passengers’ cameras 
and keep them in a special compartment under his personal 
supervision for the duration of the flight. 

One recommends the French Government to investigate the 
possibilities of the Heath Robinson black searchlight or syi- 
thetic night for hiding objects in daylight, as it would appear 
that the air line pilot is already fully occupied with piloting 
and will have little opportunity to search for vest-pocket 
cameras in the voluminous impedimenta of the average alt 
line passenger. 

Just what the French have got about which to get so excited 
one cannot imagine. In these days comic fortresses are not 
worth anything as targets for bombs. One goes for munition 
factories and industrial areas. And any military attaché 
knows just where Government stores and workshops are situ- 
ated in the arsenals and dockyards of the country to which he 
is attached. So it is merely silly to worry about photographs. 
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CTO TUTE U TUTTLE ETL 


Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. 
Designers and Ccnstructors of ““MARTINSYDE” Types of Aircraft. 
Designeis and Con tructors of “CIRRUS” Aero Engines. 

120/140 hp. “AIRDISCO” Aero Engines. 

300/330 h.p. ““NIMBUS” Aero Engines. 


ENGINE & AEROPLANE SPARES. 


Large Stocks of Spare Parts for most types of machines 


and engines are available. 


ENGINES. MACHINES. 
ECO AVRO Type £04K 
BRISTOL F.2 b. 

D.H.9, 
B.R.2. 
E D.H.9.A 
PEARDMORE 
D.H.9 SEAPLANE 
CIRRUS MARTINSYDF, F.4 
CLERGET MARTINSYDE 
EAGLE “VIII.” A.D.C.1 
S.E.5A. 
FALCON III 
TONG 
HISPANO-SU)ZA ACCESSORIES. 
LE RHONE 
ey BOMB RACKS 
BOMB SIGHTS 
MONOSOUPAPE 
CAMERAS 
SMBUS C.C, GEARS 
PUMA GUNS 
RENAULT GUN SIGHTS 
VIPER INSTRUMENTS, 


General Export Agents for “Lodge” Aero Ignition Plugs. 


A.D.C. AIRCRAFT, LIMITED, 


CROYDON AERODROME, WADDON, SURREY. 
Telephone : a4. Cables ° 


Croydon 2410. “Airdisco, Croydon.” 
- LONDON OFFICE: REGENT HOUSE, KINGSWAY, LONDON, W.C.2. 
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THE ROYAL AIR FORCE. 


The London Gazette. 
AUS. Li: 

GENERAL Dutirs BRANCH.—The following Fit. Cadets having successfully 
passed through the R.A.F. Cadet College, Cranwell, are granted per- 
manent commissions as Plt. Offs. with effect from and with seniority 
of July —W.. Jy. Ereebody, Ro Ke. ddamblin, ke S:) Brake; oct 
Bennett, E. S. Finch, H. Waring, J. C. Cunningham, W. G. Abrams, 
R. FE, Part, B. C. Yarde, Hi. HM. Martin, G. ‘Stevinson, C: H, Chilton, 
R. $. Darbyshire, P. H. Jackson, D. N. Roberts, H. A. Purvis, R. P. H. 
Utley, F. J. Moon. 

The following Pit. Offs. are promoted to the rank of Fle. Off :— 
Cc. G. Crowden (Apr. 15), R. N. T. Gape (June 30), P. R. Gardner, Barl 


of Bandon (June 17), A. H. W. J. Cocks (June 17). 

The following Plt. Offs. on probation are confirmed in rank :—G. M. 
Beattie, J E. A. Binnie, L. S. T. Brown, N. R. Buckle, W. B. Causer, 
G. R. T. Clarke, A. P. de W. de Wyatt, C. EB. Eckersley-Maslin, G. H 
Godwin, W. E. W. Grieve, H. R. Hawker, J. EB. McC. Henderson, 
H. BH. Milton, P. A. Moritz, AW. *H. Nelson; E.G. ‘Olsom =i: Ee 
Pool, Ht. ©. Ax Sileox, I. ais Timmins, 2. (S.  tindall) aawWwarsom, 
C. D. G: Welch (Sec. Lieut. H.A.C., Infy., “EuA.)a(July: 6)s CoePs Ashton 
Jinks, W. I. Bateman, P. S Cook, C. H. I. Evans, F. Gower-Jones, 
V. G. A. Hatcher, C. S. John, H. C. Johnson, C. G. Lucas, D. Mackenzie, 
A. F. Merritt, D. H. A. C. D. Patton-Bethune, W. M. Phillips, Ww. J. 
Pickard, G. A. Underdown (July 16); R. H. Donkin (July 22); S. H. C. 
Gray (July 23) 

Sq. Ldr. A. S. Maskell is restored to full pay from half-pay (July 30) ; 
Flg. Off. R. H. Mahon is transferred to the Reserve, Class A (Aug. 16): 
Flg. Off. R. G. Chapell resigns his S.S. comn (Aug. 18): Fig. Off. 
( D. B. Russell (Lt P.W. Vols.) relinquishes his temp. comn. on 
return to Army duty (Aug. 16) The notification in the Gazette of 
Apr. 20, 1923, concerning Elg. Off. R. V. Weeks, is cancelled. 

Murphy, M.B., is promoted to the rank 


MEDICAL BRANCH.-FIlt. F. J. 
of Sq. Ldr. (Aug 7); Flt. Lt. J. A. Musgrave is transferred to the Re- 
serve, Class D2 (Aug. 17). 

RESERVE OF AIR. FORCE OfFICERS.—The following are granted commis- 
sions in Class A.A., General Dutics Branch, as Plt. Offs. on probation 
(Aug. 4) :—I. C. Horton, J. Kennagh. 

J. D. Dunville, C.B.E., is granted an honorary commission as a Wing 
Cdr; (Aus, 17). 

The following Fl 
17) — Jae. Ay, 310 
Dean 

Flg. Off. R. A. Coulthurst is transferred from Class A to Class C 
(Aug. 17); Flg. Off J. M. Bell is transferred from Class B to Class ¢ 
(Aug. 1); Fig. Off. A. G. Lamplugh relinquishes his commission on 
completion of service (June 19); Flg. Off. H. S. C. Bassett relinquishes 
his conimission on account of ill-health, and is permitted to retain his 
rank (June 30) 

AUXILIARY AIR FORCE —GENERAL DuTIEs BRANCH.—The following to be 
Flg. Off.:—No. 600 Crty or LoNDoN (BOMBING) SQUADRON.—A. G. 
Lamplugh (Aug 17). The following to be Pit. Offs.:—WNo. 6or COUNTY 
OF LONDON (BOMBING) SQUADRON.—R. Bellville (Aug. 10); J. S. Schreiber 
(Aug. 14). 


o 


r. Offs. are promioted to the rank of Flt. Tt. (Aug. 
oare, D.S.C., A. H. Dalton, G. C. Walker, H. P. 


Appointments. 
Weck ending Aug. 23. 

GENERAL DUTIES BRANCH.—Squadron Leaders H. P. Lale, D-S:O., Dunes, 
to H.Q., Fighting Area, Uxbridge, 7/8. R. B. Mansell, O.B.E., to-No. 
32 Sadn, Kenley, 3/8. W. H. de W. Waller, A.F.C., to No. xz School 
of T.T. (Apprentices), Halton, on transfer to Home Establishment, 26/8. 

Flight Lieutenants J. T. Paine, to Station H.Q., Kenley, 1/9. B. A. S 
Lewin, te R.A.F. Base, Calshot, 1/9. R. Young, to H.Q., Coastal Area, 
9/8. C. TE. Anderson, DiC), to R.A Ba e, Calshot, 23/9. W. iR* 
Cox, M.C., D.F.C., to H.Q., Special Reserve and Auxiliary Air Force, 
16/8 H. J. A. Burke, to No. 11 Sqdn., Netheravon, 4/8 C. D. Palmer, 
to H.Q., Inland Area, Stanmore, 23/8. I,. J. Riordan, A.F.C., to R.A.F. 
Depot, Uxbridge, 23/8. 

Flying Officers W. C. Yale, to No. 2 F I.S., Digby, 1/9. Cr aks 
Caunter, to Ne. 25 Sqdn, Hawkinge, 1/9. C G. C. Sullivan, to No. 
1 Sqdu., Old Sarum, r/o. J. B. G. Thomas, to R.A.F. Base, Calshot, 
1/9. T. Sullivan, to No. 2 Arm. Car Coy., Palestine, 26/7. F. Miller, 
to R.A.F. Base, Calshot, 5/8. (Hon. Fit. Lt.) R. KE. B. Rose, to No. 5 
KT &, Sealand, 6/8: (Hon. Fit. Lt.) R. F. Carter, to R.A.F. Cadet 


College, Cranwell, 26/8. Hy. H. Fielden, to Record Office, Ruislip, 
11/8 A. P. K. Hattersley, to No. 2 BoD Siy, DIgDy 4 Sess we 
Atcherley, to 6 CUB.S:, Upavon, 4/38. H. H. F. Saunders, to RATE: 
Depét, Uxbridge, 15,6. J. W. Lissett, to No. 23 Group, H.Q., Spittle- 


gate, 17/3. J. W. Hutchins, to Home Aircraft Depdt, Henlow, 18/3 
Cc R Han ock, and (>. W. P. Irwin, to No. 20 Sqdn., India, 22/7. T. 3. 
Fenwick, to No. x1 Sadn., Netheravon, 31/8. J. St. €. Arbuthnott, to 
No. 4 Sqdn., Farnborough, 13/8. P. N. R. Hallward, to No. 13 Sqdn. 
Andover, 13 ' ; 
_Pilot Officers R. W. Holden and J. C. H. Tavendale, to No.. 32 Sqdn., 
Kenley, 13,8 WN. S. Little and J. w. Bayes, to No. 111 Sqdn., ‘Duxford, 
13 (Ocal atcr D. Samy Vines, A. M. N. David, R. C. H. Monk 
E. G. L. Russell and E, A. Swiss, to R.A.F, Base, Gosport, 13/8. E. E. 
Fallick, Cy He ROberts= beaOUNT Bast and C. V. Mossman, to No. 4 
Sadn., Farnborough, 13/8. H. TT. Andrews and G. Bradbury, to No. 41 
Sadn., Northolt, 13/8. I. C. Barling and H. A, Howes, to No. Sqdn., 


w 


Upav 15 0 Iams cy ft Cc S. Horne, W. F. Loveri ng, C. R. McEvoy, W. H. 
Shorter and D G K. Walker, to No. 2 Sadn., Manston, 13/8. A. W. 
Shaw, to No. 16 Sqdun., Old Sarum, 17/8. A. EH. Tayior andes: Ay 


Thorn, to No. 17 Sqdn., Hawkinge, 13/8. E. M. Thompson and F. B.G 
Walker, to No. 56 Sqdn., Biggin BUS raise Ts Wee Nancarrow te 
No. 3m Sadn., India, 22/7. H. H. V. Tristem, io A and GC. School 
Bastehurch, 16/8. B. C. Yarde, to No. 43 Sadn., Henlow, instead of ie 
No. 3 Sqadn., as previously notified. P. H. Jackson and sce A. Purvis 
ore : 23 Sadn., Henlow, instead of to No. x11 Sdqdr., as previously 
hnoined ; 
_Mrpica, BrancH.—Flight Lieutenants F. K Wilson, M.B., to No. 4 
Sqdn., Farnborough, 25/8 (Hon. Sq. Ldr.) F. W. Squair M Bees D., 
to R.A.F. Reception Depét, West Drayton, 17/8. ; =) Poe 

Flying Officers E. J. Mockler, M.B., to R.A.F. Depot, Uxbridge, 17/8 
WV. J. Jenkins, to Station H.Q., Andover, 20/8 : tae 


STORES BRANCH.—Flying Officer C. W. H. Moller, to No. 1 FAs 
Netheravon, 11/8. 

Pilot Officer P. J. Mcte, to School of Balloon Training, Larkhill, r7/§ 

ACCOUNTANT BRANCH.—Flight Lieutenant G. N. Simon, to No. 2 Fas, 
Digby, 11/8. 

Fatal Accidents. 

The Air Ministry regrets to announce that as the result o} 
an accident at Dalbandin, Baluchistan, to a Bristol Fighter o| 
No. 20 Squadron, on Aug. 15, No. 326349 L-AC. Willian 
Slater Bolam was seriously injured and subsequently died, 
Wing Commander John Oliver ‘Archer, C.B.E., the pilot oj 
the aircraft, sustained injury to the spine. 

The Air Ministry regrets to announce that as the result o} 
an accident at Camberley, Surrey, to a Bristol Fighter of No, 
13 Squadron, Odiham, Hampshire, on Aug. 16, Flg. Off 
Theodore Harold James Wright, the pilot of the aircraft, was 
killed, and Lieut. William Lewis Roberts, M.C., Middlesex 
Regiment, was slightly injured. | 

The Air Ministry regrets to announce that as the result of 
an accident at Brook Down, Isle of Wight, to a Blackburn 
Dart, of the R.A.F. Base, Gosport, on Aug. 17, John Weshe 
Llewellyn Rees, Lieut., Royal Marines, Fig. Off., R.A.F., the 
pilot and sole occupant of the aircraft, was killed. 

The Air Ministry regrets to announce that as the result of 
an accident near Cambridge to a Grebe of No. 19 Squadron, 
Duxford, on Aug. 18, Flg. Off. Roy Nugent Treherne Gape, 
the pilot and sole occupant of the aircraft, was killed. 

The Air Ministry regrets to announce that as the result of 
an accidett at Hucclecote, Gloucester, to a Gamecock. aero: 
plane of No. 43 Squadron, Henlow, on Aug. 10, Flt. Tt 
Hugh Robert Junor, D.F.C., the pilot and sole occupant of 
the aircraft, was killed. 

Flight Cadetships. 

The Air Ministry announces that Aircraft Apprentices J. T, 
Stephenson (Croydon), J. Mutch (Dinnet, N.B.), WR, 
Worstall (Swindon), A. l.. Weaitt (Bexley), and F. Whittle 
(Leamington), from No. 4 Apprentices’ Wing, Cranwell, and 
Aircraft Apprentice C. B. Hughes (Deal), from the Electrical 
and Wireless School, Flowerdown, have been selected for 
cadetships at the R.A.F. Cadet College, Cranwell, on the 
results of the examinations held on completion of their three 
years’ training as aircraft apprentices. 

Sir Charles Wakefield Scholarships, valued at £75 each, 
have been awarded to Fit. Cadet H. R. Dale who obtained 
the fourth place in the recent competitive examination for 
entry into the Cadet College, and Fit. Cadet J. F. Stephenson. 

The Hyde-Thomson Memorial Prize valued at about £33 
has been awarded to Flt. Cadet C. B. Hugnes. 

The Sir Charles Wakefield Scholarship, the award of which 
was deferred in November, 1925, has now been granted to 
Fit. Cadet C. E. St. J. Beamish. 

Accountant Officers. 

In a communiqué dated Aug. 19, the Air Ministry an- 
nounces certain improvements in the condition of service for 
Accountant Officers in the R.A.F. 

The current rates of pay for the rank of Squadron Leader 
and upwards have been slightly raised and provision has also 
been made for promotion of officers to the rank of Group 
Captain. 

The ages for compulsory retirement have also been raised 
to 53 for a Squadron Leader and 57 for a Wing Commander. 
The maximum standard of retired pay for the rank of Group 
Captain is £650 a year. 

The new conditions will apply to candidates for commis- 
sions who are successful in the examinations next September. 


The Fleet Air Arm. 


The Times of Aug. 17 states :— 

Naval and marine officers attached to the Royal Air Force for service 
with the Fleet Air Arm who are found medically unfit for duty will 
normally remain’ attached to the R.A.F. on full pay sick leave, until 
one of the following six events occurs :—(1) They are found to be pet- 
manently unfit for full flying duties, but fit for general raval duties; 
(2) if permanently unfit both for full flying and for general naval 
duties, they have completed any extension of sick leave which may he 
granted; (3) they are proncunced unlikely to become fit for full flying 
duties within the current period of attachment, but are found fit for 
general naval duties, (4) they have completed the maximum period 
of sick leave admissible under naval regulations and the balance of 
any ordinary leave for which they are eligible in respect of the appoint 
ment held when becoming sick; or (§) they are placed on half-pay om 
medical grounds, from sickness within their own control; or (6) they 
have completed the current period for which they are attached, which- 
ever shall first occur. 

When these circumstances arise they will be placed at the disposal 
of the Admiralty and their attachment terminated. Terminations 
under (1) and (3) will take effect from the date of survey by the naval 
medical authorities as to fitness for general naval duties. 


R.A.F SPORTS. 
Inter-Service Shooting at Bisley. 


The following is a list of R.A.F. representatives in the 
Inter-Services Matches—also honours and prizes won at the | 
above Meeting. 
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Wheels Nos. 161, 162, 163 and 211 are of stronger type than the other wheels for 800 X 150 tyres. tWheel No. 169 ts fitted with Ball Bearings. 


Grease gun equipment is n_w a standard fitting on all wheels. 


THE PALMER TYRE LIMITED, 


Contractors to the Admiralty, the War Office, and the Air Ministry, 
@ Telegrams :— , Telephone :— 
Me sean» 100-106, CANNON STREET, LONDON, E.C.4. cant elephone = 


IND PARIS: 31, Rue la Boétie. (365) 
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UNITED SERVICES Cup. S.R. (A). 
(Flt. Lt. Pearce, Cranwell, Captain.) 

L-AC. C. C. Willott, Eastchurch, 167; S-M. S. Hilliard, Halton, 
1543 AC, E. Cranston, Cranwell, 149; Flt. Lt. W. E. Staton, Felixstowe, 
147; Fig Off. E. M. Drummond, Cranwell, 145; Sjt. Burton, Eastchurch, 
142; Flg. Off. O. C. Oldham, Manston, 140; Flt. Lt. A. E. Dark, East- 


church, r21.—Total, 1,175. 
(Reserve; Flg. Offs. Delamain and Jones-i,loyd.) 
INTFR-SERVICES XX MatcH S.R. (B).—(TuHe Campsett Cup.) 
(Flt. It. Pearce, Cranwell, Captain.) 

Fig. Off. S. W. Wallingford, Halton, 136; Sa. dr. J. 
Kilner Wells, Woolwich, 355 FS. R. J. Williams, Cranwell, 
173; Sjt. ZT. Cresswell, Crenwell, 3133; Flt -Lt. R. S. Green- 
slade, Cranwell iie3 3 Eilts Lb) Ane oH esDaric, Eastchurch, 131; Flg. 
Off. J. HE. Lissett, Gosport, x1327-Sijt. A- Worden, Eashchurch, 118; 
I-AC. Levell, Felixstowe, 118; Fle. Off. E. J. Wright, Halton, 117; 


Fit. Lt. J. Ll. K. Pearce, Cranwell, 130; F-S. C. Spry, Cranwell, 130; 
Wing Cdr.. A. G. Garrold, = Coll, 128; Hilt Lt C.iCullenS Bury, 128° 
Fit. Lt. W. E. Staton, Felixstowe, 128; Fig. Off. E. M. Drummond, 
Cranwell, 127: S-M. West, Manston, 126; F-S. F. Brrokham, Cranwell, 
122; Cpl. Goude, Gosport, 118; Sjt. Shawcross, Cranwell, 104.—Total 


2,526. 


Tyr INTER-SERVICES REVOLVER MatcH.— (THE WHITEHEAD Cup.) 

Sq. Ldr. Darley, Halton (Captain), 86; Flt. Lt. Staton, Felixstowe, 
€6; Sq. Ldr. Hon. R. Cochrane, Andover, 62; Fit. Lt. Pearce, Cranwell, 
59; Wing Cdr. Grant-Dalton, Air Ministry, 79; Flt. Lt. Dark, East- 
church 77; Flt. Lt. Hill, Andover, 79; Flg. Off. Drummond, Cranwell, 
76.—Total, 576. 

(Reserve: Flt. Lt. Greenslade, Cranwell.) 

BARGRAVE DEANE REVOLVER FALLING PLAteE COMPETITION. 
Tears of three from any unit of H.M. Forces. 

Cranwell defeated Small Arms School in 2nd round, beaten by H.M.S. 
Excellent in 3rd round. Halton got as far as semi-final but also 
knocked out by H M.S. Excellent who eventually won the trophy. 

Sq. Ldr. Darley. Halton, won the Granet Revolver Duelling Trophy 
and several revolvers and spoons. 

Fit. It. Greenslade, Cranwell, tied for 1st place in the Kinnaird Com- 


petition. F-S. Williams, Cranwell, got 3rd place in the Conan Doyle. 
INTERNATIONALS. 
Flt. Lt. Pearce (Cranwell) again shot with the Irish VIII in the 


Elcho Shield and with the Irish XX in the 
giving this Officer his r2th international badge. 
Sit. Cresswell (Cranwell)—a tyro this year—has gained his first inter- 
national badges, shooting for Wales in the Mc. Kinnon Cup XII and in 
the Welsh XN in the National Match. 
F-S. Williams (Cranwell) also gained his first International honour by 
shooting for the Welsh XX in the National Match. 


National Match, thus 


THE KING’s HUNDRED. 

There were three serving members of the R.A.F. who gained ihe 
honour of shooting in the “ King’s Hundred,”’ for which they received 
the King’s Silver Badge and money prize. 

It is interesting to note that these three competitors belonged to the 
same station, and it is understood that this constitutes a record for 
any unit of H.M. Regular Forces. 

A glance at the list of the King’s Hundred for 1926 shows !:—Royal 
Navy 35, Regular Army 2, Royal Marines 1, R.A.F. Cranwell, 3 

The Competitors names and places in the hundred are as follows :— 
84th, Flt. It R. S. Greenslade; ooth, F-S. R. J. Williams; 24th, Sjt. F. 
Cresswell (all Cranwell). 


The Fighting Area Cricket Competition. 


No. 43 Squadron v. Communication Flight, Northolt.—The 
semi-final round in the above cup competition between No. 43 
(Fighter) Squadron, of Henlow, and Communication Flight, of 
Northolt, was played off at Duxford Aerodrome on Aug. 20, 
and resulted in a comfortable win for the Henlow Squadron. 

An inspection of the pitch pointed to a low-scoring game, 
and when No. 43 Squadron collected 124 for 9 wickets, it 
was obvious that they had asked a big question of their oppo- 
nents. Three of the Squadron wickets fell for 16 runs, but 
determined hitting by Pit.-Off. Addams (29), Fit.-Lt. Rose 
(24), Cpl: Hayes (18); and I,.-AC. Soady (20), enabled 
a declaration to be imade at I24. : 

Against some very accurate bowling the Northolt batsmen 
were always fighting for runs, and Cpl. Berry (12) andeAjtG: 
Hull (13) were the only players to reach double figures. Fit.- 
Lt. Rose and L.-AC. Bebb were the bowlers to do the 
damage, as their figures of 5 wickets for 16 runs and 4 for 
25 respectively, prove, 

Scores :—Ne. 43 (Fighter) Squadron—Flg. Off. Ryde b Berry; 15) Ae: 
Hammond b Smith, 2; Plt. Off. Addams b Berry, 29; L-AC. Simmonds 
lbw b Berry, 2; Flt. Lt. Rose (Capt.) b Berry, 24; Cpl. Hayes c Kings- 
bury b Berry, 18; L-AC. Bebb c and b Berry 7; L-AC. -Soady .lbw hb 
Kelly, 20; L-AC. Dowland run out, 4; L-AC. Driscoll not out, 6; L-Ac. 
Halls not out, 0; Extras, 1r. For nine wickets, declared, 124. 

Communication Flight, Northolt—F-S. Kelly c Addams b Rose, 6: 
Cpl. Berry b Bebb, 13; AC. Smith b Bebb, 2; L-AC. Hull c Hammond 
b Bebb 13; AC. Rogers b Rose, 0; Cpl. Kingsbury b Rose, 0; L-AC. 
Taylor lbw b Rose, 5; L-AC. Gear run out, 6; L-AC. Stokes c Halls b 
mae 0; AC. Parsley b Rose, 0; AC. French not out, 0; Extras o. 

otal 4s. 
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PARIS-LISBON-PARIS. 


On Aug. 21 Captain Rignot and Serjeant Rossi flew from 
Villacoublay to Lisbon, and on the following day they made 
the return trip, covering a total distance of 1,972 miles. On 
the return trip their average speed was 136 m.p.h. 


A SWEDISH TRAGEDY. 


At the conclusion of the Swedish Army and Navy aeriai 
manoeuvres a display of parachute descents was held over 
the military parade ground at Stockholm. Five jumps were 
made from tive aeroplanes and of these five, two parachutes 
failed to open, resulting in the death of both jumpers, and a 
third just opened near the ground, but not in time to prevent 
the jumper from breaking both legs. 

The type of parachute used by the Swedish Army is of 
German origin. 

On behalf of British aviators one tenders to our good 
friends of the Swedish Army and Navy the deepest sym- 
pathy in this tragic happening. Parachutes are essential 
in any Flying Service, and it is necessary that Service per- 
sonnel should do parachute jumps so as to accustom theni- 
selves to the action of the equipment. But there is real 
tragedy in such an event as this occurfing at the end of 
a successful and encouraging series of aerial manoeuvres. 


A PARACHUTE ADVENTURE. 


On June 17, Lieutenant J. T. Hutchinson and Mr. P. Stan- 
ley, test observer, were flying a Huff-Daland L.B-1 bomber 
(200 h.p. Packard engine), when at 8,oo0 feet a leaking 
petrol pipe exploded, blew off the cowling and fireproof bulk- 
head, and allowed the flames to invade the cockpits. Mr. 
Hutchinson vainly endeavoured to switch off, but was forced 
out onto the plane, and subsequently both men left the 
machine in their parachutes. 

The controls of the L.B.-1 were set for level flight with one 
wing slightly down, and when Mr. Hutchinson’s parachute 
had opened he found that he was in the centre of a path 
about which the bomber was circling. Mr. Stanley, having 
jumped first, got clear away. 

The machine was well alight, and had on board 320 gallons 
of petrol, 2,000 rounds of live ammunition, and six bombs. 
For several thousand feet the machine and pilot descended 
together, the ammunition spluttering like ‘‘ pop-corn.”’ 

Mr. Hutchinson tried to sideslip his parachute, but with- 
out success. Finally, so much of the superstructure burned 
away that the machine dropped slightly and left the pilot 
clear. 

The machine continued to circle round until it landed, 
naturally without flattening out, and on contact with the 
ground the petrol tank exploded. Another pilot, who was 
flying 1n the opposite direction, met the flaming machine 
and followed it until it landed, expecting to find the crew 
still on board. ‘The two members of the crew landed some 
two miles away, and were none the worse. 


INDIA AND THE SOVIET. 

With reference to the quotations from The Morning Post 
and Hansard which appeared in THE AEROPLANE of Aug. 4, 
the following letter from M. Yunus, Secretary of the Afghan 
Legation, has appeared in the daily press :— 

So much that is irrelevant has been lately commented on in the Press 
in this country in respect of the Afghan Air Force that it, perhaps, 
urgently calls for a brief explanation. 

To begin with, the number of our aeroplanes is too small to need 
any mention or apprehension. It is true that the Afghan Govera- 
ment have employed a few Russians, Germans, and other Europeans 
as pilots and mechatiics; but that does not imply any ulterior motives, 
for the Afghans themselves control the Air Force; and the Russians 
are employed just as any other Europeans are taken into service. 

The question of reductions or no reductions in the Indian Budget 
relating to the Army Estimates should not be mixed up, as has been 
done by some newspapers, with the purely defensive measures adopted 
by Afghanistan. 

The Afghan Government earnestly desire to live in peace with their 
neighbours, with whom their relations at the moment are quite 
friendly; but surely the Afghans cannot be used as a catspaw against 
either of their neighbouring States. 


AGISTMENT IN NORTH-WESTERN QUEENSLAND. 

The value of Air Transport for finding agistment, or relief 
country, for stock, during periods of drought, has been proved 
by the experience of Mr. Fergus McMaster, a property-owner 
in the Winton district of North-Western Queensland. 

Mr. McMaster left Winton at midday on Feb. 25 and arrived 
in Cloncurry by the air mail at 3.30 p.m. on the same day. 
At Cloncurry he met one of his managers and hiring a special 
“‘taxi-plane’”’ they flew to Normanton. From Normanton 
they had to travel 40 miles by motor-lorry to view the pro- 
perty. By 4.30 on Feb. 26 the party had returned to Nor- 
manton, having completed arrangements for the agistment 
of 30,000 sheep. J 

Mr. McMaster spent the rest of the day in making 1- 
quiries which resulted in another block of 80,000 acres being 
secured. This block of country was inspected from the ait 
hefore breakfast. On Feb. 27 much useful information be- 
ing gathered, the party returned to Cloncurry and spent the 
rest of the day completing the arrangements. 

Mr. McMaster was back again in Winton by 9 a.m. on Feb. 
28 having covered 930 miles in under three days and in ten) 
hours’ travel time. The journey saved six days and was) 
accomplished at less cost than by hiring a car. 
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CIVIL AVIATION 1925-1926. 


Tle annual report of the Controller-General of Civil 
Aviation for the year ending Mar. 31, 1926, shows steady 
progress on the part of civil aviation towards commercial 
success. That progress is perhaps less rapid than might be 
desired can to some large extent be attributed to the fact that 
civil aviation, both in this country and abroad, is largely 
under official control and is therefore subject at intervals 
to suddenly introduced, even if long debated, changes of 
policy and variations in method of. operation. _ 

In the year 1924/25 the British Air Transport Services quite 
distinctly lost ground owing to the disturbances which 
marked the inauguration of Imperial Airways. On the basis 
of machine miles flown, they would appear again to have 
fallen back this year, but owing to the newly introduced 
subsidy basis of horse-power miles, the use of larger 
machines has been encouraged, and the smaller machine 
mileage has actually carried a larger number of passengers 
and very nearly the same total of goods. It may, however, 
fairly be considered that the period dealt with in this report 
is still suffering from the effects of reorganisation, and the evi- 
dence available suggests that the next annual report will show 
a very marked increase in both goods and passengers carried 
on the Continental routes by British machines. It is gratify- 
ing to notice that British aircraft once again carried more 
than half the total air passengers between, London and the 
Continent. The essential figures for traffic carried by Imperial 
Airways in this and the preceding year are :— 

Number of flights : 1924/5, 4,667; 1925/6, 4,461. Mileage : 
1924/5, 890,000; 1925/6, &65,000; Passengers: 1924/5, 13,4783 
1925/6,°14,675. Goods: 1924/5, 508 tons, 1925/6, 456 tons. 

The total value of goods other than bullion and specie im- 
ported and exported by air is returned at £1,972,972, as 
against £1,328,395 for 1924/5. Bullion and specie of the value 
of 411,140,589 was exported, and of the value of £188,240 was 
imported. ‘Thus air transport is gaining a large share of 
the transport of really valuable goods for which it is 
especially fitted. Unfortunately the share of these totals 
carried by British aircraft cannot be discovered, these figures 
including imports and exports by foreign aircraft. 

In Civil Flying other than by Imperial Airways—which com- 
prises joy-riding, survey and photographic flying and other 
types of flying for hire and reward—there is a reported) in- 
crease of nearly 50 per cent. over the previous year, the 
figures being :— 

Number of flights : 1924/5, 23,519; 1925/6, 3 
1924/5, 139,000; 1925/6, 169,000. 

1924/5, 43,766; 1925/6, 67,329. 

No accident resulting in death or injury occurred in civil 
flying during this year, and there were only five cases of 
damage to machines notifiable under the Air Navigation Regu- 
lations. Three of these occurred to members of flying clubs, 
two of them during the pilot’s first solo flight. 

Of a total of 4,179 scheduled flights begun by British 
machines, 3,888, or 93 per cent. were completed without in- 
terruption. This is a slight drop from the previous year, when 
04 per cent. were uninterrupted. A little over half the at- 
tempted flights (148 out of 291) were completed on the same 


day. 
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The 291 interrupted flights account for 326 involuntary 
landings—some flights being interrupted more than once. Of 
these 326 landings, 169 are ascribed to weather conditions, 
ro$ to engine or installation failure, and 49 to other reasons 
undisclosed. There is a slight increase in the number of in- 
voluntary landings over the previous year, on a slightly 
smaller total of scheduled journeys, and this increase is about 
equally divided between interruptions due to weather and to 
engine or installation failure. 

In this connection it should be remembered that a con- 
siderable number of new machines, all of them with more 
than one engine, came into service in the year in question. 
Pilots are naturally and rightly less ready to fly unfamiliar 
thar well-known machines, through bad weather, and-the 
more engines a machine possesses the greater the probability 
of engine breakdown. ‘The added safety of multiple engines 
1s therefore paid for by some decrease in reliability. Fortu- 
nately, this decrease is apparently very small, and the in- 
creased number of interrupted flights which were completed 
on the same day suggests that on more than one occasion 
the pilot with one, or two, or more engines defective, was 
able to reach an aerodrome where the defect could promptly 
be rectified, whereas with only a single engine and a similar 
defect, he would have been forced down in conditions which 
would have meant abandoning the flight. 

During the period under review, £3,850 was paid by the 
Air Ministry to the five active flying Clubs in the form of 
maintenance grants, and the Ministry became responsible for 
50 per cent. of the cost of replacement of two Moths written 
off as the result of accidents. In addition nine club members 
qualified for “A” licences and their clubs for the grant of 


a sum of £10 for each member so qualified. (The number of 
‘“A”’ licences secured by Club members since April 1, 1926, 
is of course not included.) 

The most important development of the year in Great 
3ritain in connection with Air Survey was the experimental 
survey carried out by the Aircraft Operating Company, near 
Rastbourne, under contract from the Ordnance Survey Office, 
Some account of this work has already appeared in this paper. 
Experiments are being made with various methods of plotting 
from these photographs, and the authorities are not yet pre- 
pared to publish conclusions as to the relative efficiency of 
air and ground methods for the revision of accurate large- 
scale maps. But it is admitted that in some types of country 
there is a definite advantage on the side of the air method, 
and that detail can be plotted to the required order of 
accuracy from aerial photographs. 

Aerofilms, Ltd., which is a subsidiary of the Aircraft 
Operating Co., carried out over 150 hours of photographie 
flying. They have photographed the whole of London (oyer 
100 sq. miles) for the purpose of making a new map, and have 
photographed an estuary at high and low tides, in connection 
with the preparation of plans for a hydro-electric power 
scheme. The Thames Conservancy have also employed aerial 
photographs to assist in the preparation of plans for the con- 
struction or reconstruction of bridges. | Work for various 
estate agents has also been in demand. 

The Surrey Flying Service and the Central Aerophoto Com- 
pany have each taken over 2,000 aerial photographs for in- 
dustrial and advertising purposes. 

The Air Survey Co. Ltd., although operating out of Britain, 
is nevertheless entirely British and its operations are there- 
fore rightly included in the report. During the year they 
photographed 1,350 sq. miles of land in the Miri oilfields of 
Sarawak. From the 2,000 photographs thus taken a general 
map of the district to the scale 1/50,000, and maps, to a 
larger scale, of the rivers, are now being made. A further 
contract for the photography of 1,760 sq. miles, has since been 
placed with the firm by the Sarawak Government, and the 
Government of the Federated Malay States has also made an 
experimental contract with the Air Survey Co. for the photo- 
graphy of 4oo square miles of their territory. 

R.33, after an interruption caused by its breakaway from 
the mooring mast, completed the pressure-plotting tests re- 
quired in connection with the designs of the new airships in 
the autumn of 1925. The intended reconditioning of R.36 was 
abandoned from motives of economy. Preliminary construc 
tional work on R.1or has been started, and the main hull! 
girders are due for delivery this summer. At Cardington and 
at the Egyptian base, the mast structures for the new ait- 
ships are complete, up to the mast-head, and the enlargement 
of the Cardington shed is practically completed. 


The rebuilding and enlargement of Croydon Aerodrome 
was begun during the year, and an estimated sum of £134,000 
was provided for this and for the diversion of Plough Lane 
involved in the scheme. Work towards providing night- 
flying facilities on the Continental route was confined to minor 
modifications to existing lights. Various high wireless masts 
have been equipped with signal lights, and it is proposed to 
fit a special form of Neon beacon in the areas covered by such 
masts. 

It was decided to equip Croydon with sunk Neon lights, 
and arrangements were made for full-scale tests of the Leader 
Cable at Farnborough with a view to eventual installation at 
Croydon. Experiments are in progress with wireless D.F. 
gear for night-flying aircraft, and also with a Wireless Beacon 
which will permit the pilot to steer directly on to the trams- 
mitting station from any position. 

The report refers briefly to a number of new aircraft €f- 
gines and instruments—most of them familiar to readers of 
THE AEROPLANE. Among these are the Auto-giro, the Bramson 
Anti-Stall Gear, and the Jupiter and Jaguar air-cooled radial 
engines—which latter are only new to Civil Aviation. It 1s 
stated that the small three-engined machine with three 
Bristol Lucifer engines, mentioned in last year’s report, 1s 
now under construction by Handley Page Ltd. The large, all- 
metal boat seaplane forecasted last vear has been abandoned, 
but another all-metal flying-boat with three Jupiter engines 
is being considered instead. 

The de Havilland 54, or Highclere, is being fitted with Gyro 
tudder and automatic aileron control, and various expeti- 
mental wireless equipment, and is to be handed over to Im- 
perial Airways for test under practical operating conditions. 

After dealing in detail with British civil flying, the report 
gives a brief summary of the year’s events in the Dominions 
and principal foreign states. The impression on the whole 
is that civil aviation throughout the world is growing slowly 
but unmistakably in volume and importance, and is gradually 
approaching the self-supporting condition. 
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CIVIL AVIATION 


The report on Civil Aviation in Canada in the year 1925, 
issued by the Department of National Defence, shows a con- 
tinued steady progress in self-supporting civil aviation. 
Canada is in the position of possessing no subsidised air 
services. Direct Government assistance to Aviation is limited 
to the provision of a small number of public aerodromes and 
to the detailing of certain units of the Royal Canadian Air 
Force to duties such as forestry patrol and aerial survey work. 

This use of Service aircraft serves a multiple purpose. It 
provides the personnel with valuable experience and train- 
ing, it performs valuable public service at a marked saving 
in time and in cost, and it has served, and doubtless is still 
serving, as valuable propaganda, and has already led to the 
formation of civil air services owned by the provincial 
authorities in Quebec and Ontario, and to the formation of a 
number of commercial undertakings carrying on work of a 
similar nature. 

During 1925 sixteen firms in Canada owned and operated 
39 aircraft, of which 27 were seaplanes, 1 amphibian, and rr 
land machines. These machines made 3,171 flights, totalling 
255,526 machine miles, and carried a total of 8,068 persons 
and 593,300 lbs. of goods and mail. (‘‘ Goods ”’ includes in 
some cases fire fighting appliances, etc., and is not neces- 
sarily freight in the usual sense of the term.) There were 
no accidents causing injury to personnel during this period. 

These statistics show a slight decrease both in mileage and 
in flying times from those recorded in 1924. This decrease is 
due mainly to the closing down of the Laurentide Air Ser- 
vice Ltd. during 10925. This firm did a large amount of 
pioneer work in Ontario, and obtained a good deal of business 
under contract from the provincial government, which, how- 
ever, has now formed its own Air Service and carries out 
forest fire patrol and survey work with publicly-owned equip- 
ment mainly purchased from the Laurentide concern. 

As an offset to the cessation of the Laurentide Service a 
new firm, Brock and Weymouth of Canada Ltd., has entered 
the field. This is an offshoot of the firm of Brock and 
Weymouth Inc. of Philadelphia, who have developed a 
system of mapping from stereoscopic vertical photographs 
which it is claimed is particularly valuable for industrial 
survey purposes. The firm carried out two important surveys 
during the year. The first was a survey for the location of 
a new branch railway from O’Brien to the new Rouyn gold- 
fields, a distance of some 50 miles. This survey was carried 
out while snow was still on the ground and the lakes frozen, 
and the aircraft used operated without a shed or other 
shelter. 

The Chief Engineer, Construction Department, Canadian 
National Railways, in a report on this survey, shows himself 
to be very strongly impressed by the capacity of this method 
to produce rapidly accurately contoured maps under favour- 
able conditions. 

The firm also made a survey near Chicoutimi in connection 
with the Saguenay water-power scheme. Altogether the 
operations by this newcomer during the year amounted to 
47 hours’ flying, in which 167 square miles were photographed 
and subsequently accurately mapped. 

The Dominion Aerial Exploration Company, founded by 
Capt. Quigley, continued to operate the Rohewal Air Station 
under contract from the provincial government of Quebec, 
and to carry out forest exploration, photography, reconnais- 
sance and fire patrol for the government to the extent of 133 
hours’ flying. Over and above this the firm did a con- 
siderable amount of other work, including transport of sup- 
plies of all kinds for a large survey party on the North shore 
of the Gulf of St. Lawrence, two large forest mapping opera- 
tions for timber firms, and regular forest patrols for Price 
Bros. Ltd. At the end of the season the firm took over the 
Three Rivers Air Station formerly used by the Laurentide 
Air Service. 

The Fairchild Aerial Surveys Co. (of Canada) Ltd. con- 
tinue to extend their business. In 1925 they flew 268 hours, 
covered 1,400 square miles with oblique and vertical photo- 
graphy, and type-mapped 3,000 square miles of forest. 

Northern Air Services Ltd., of Haileybury, Ontario, was 
formed in the spring to continue the air mail, goods and pas- 
senger service from Haileybury to the Rouyn goldfields, 
tormerly operated by the Laurentide firm. Mr. B. W. Broach, 
formerly a Laurentide pilot, is managing director and chief 
pilot. The firm made 212 flights, carried 503 passengers and 
22,580 lbs. of goods and 1,030 Ibs. of mail. 

A number of smaller concerns carried on divers operations, 
among the more notable being a prospecting and exploring 
trip in North British Columbia and the Yukon, by Lt.-Col. 
Scott-Williams and Mr. C. S. Caldwell. This work was carried 
out by arrangement with the Laurentide Air Service on that 
firm’s Viking. 

Mr. Caldwell was also concerned in the sealing trip made 
by the Antarctic Avro with a sealing fleet from Newfound- 
land which was eminently successful. There is also recorded 


IN CANADA, 


a certain amount of joy-riding, exhibition flying and so forth 
by various individuals on a scale in excess of any such work 
recorded since 1921, and the opinion is expressed that interest 
in the possibilities of organised air routes has been awakened 
by recent developments in the U.S. 

The Provincial Air Service of Ontario now owns 19 flying- 
boats, and flew over 2,700 hours during the summer months, 
More than half of this was for fire protection purposes. Six 
thousand square miles of forest were sketched and 600 square 
miles photographed. 

ate in October when regular work for the season had 
ended a flying’ meeting under the auspices of the Provincial 
Air Service was held at Saulte Ste. Marie. This meeting was 
the first of its kind to be held in Canada and was eminently 
successful. 

CIviL WORK By THE R.C.A.F. 

Vancouver Seaplane Station flew a total of 349 hours on 
civil services, including 297 hours on fishery patrols, 27 
hours on Customs patrols. The remainder of their work in- 
cluded flights for White pine ‘ Blister rust ” control, an 
examination of Graham Island for the Soldiers’ Settlement 
Board, and a small amount of flying for the Dominion Forest 
Service. 

High River (Alberta) Air Station is essentially for forestry 
purposes, and spent 493 hours on patrols and fire protection 
service. All their forest patrol craft carry wireless with a 
range of 200 miles and their base is linked to the Forest 
Service jand lines. Fire warnings can there be transmitted 
almost instantaneously from the aircraft to the nearest ranger 
station. Over 160 hours was employed in photography, covyer- 
ing 8,600 square miles. This was far short of the programme 
originally laid out for the season, as the weather was very 
unsuitable during the greater part of the season. ‘The quality 
of the work completed was, however, excellent. 

In Manitoba, working from a base on the South end of 
Lake Winnipeg and sub-bases at the North end of the lake, 
at Norway House and at the Pas, 1,486 hours were flown, of 
which 848 hours were on fire patrol and fire fighting duties, 
300 hours on photography for the Topographical Survey 
Branch, and 48 hours on various public transport services. A 
small number of flights were made for commercial interests 
and a number of ill or distressed individuals were rescued 
by pilots in the course of normal flights. 

The Ottawa Station—now at South March, Lake Deschenes 
—carried out experimental work of various kinds, including 
tests of the Vickers Vedette and Varuna. In addition a 
certain amount of civil work for various Government Depart- 
ments was based here. This included aerial photography 
and transportation—mainly the former. 

Dartmouth Air Station flew about 70 hours for civil pur- 
poses and continued the oblique photographic survey of the 
Nova Scotia peninsula. Unfortunately bad weather seriously 
interfered with this work. Some progress was made, but 
the results are described as disappointing—presumably as 
regards quantity or area covered. Altogether, Canada may 
be congratulated on possessing Civil Air Services which are 
an asset to the country and not a public liability. 


NEW COMPANY. 


IRVING AIR CHUTE OF GREAT BRITAIN, Lrp. (215686).—Private Com- 
pany. Registered Aug. 16. Capital £10,000 in £1 shares. Objects: 
To manufacture, construct, assemble and otherwise deal in, air chutes, 
parachutes, and all devices for saving life in connection with aero 
planes and balloons, and to manufacture and deal in aeroplanes, hydro- 
planes, seaplanes, motor-cycles, cars and other vehicles, etc. The sub- 
scribers (each with one share) are:—I,. Le Roy Irving, Goldershot 
Hall, Letchworth, Herts, inventor. Muriel H. Bloss, Bush House, 
Aldwych, W.C., clerk. The first directors are not named. Solicitors: 
I. F. Crane, Bush House, Aldwych, W.C 2. Registered office: Works 
Road, Ietchworth, Herts. 


MORTGAGES AND CHARGES. 


LIGHT PLANES (LANCASHIRE), Ltp.—First debentures dated July 29, to 
secure not more than £2.00, charged on such of the property of the 


company purchased in whole or in part, with money supplied by the 


President of the Air Council, under an agreement dated June me 1926, oF 
with monies received by virtue of any insurance (other than third 
party or Employers’ Liability Insurance) affected by the company under 
the said agreement. Holder: President of the Air Council. 

YORKSHIRE AEROPLANE CLUB, L1D.—Debenture dated July 28, to secure 
all sums not exceeding £2,000, which may become due under an agree 
ment dated June 18, 1926, charged on such of the company’s property, 
present and future, as may have been or may be purchased in whole 
or in part, either with money supplied by the President of the Air 
Council under the provisions of an agreement made with the said 
President, or with money received by virtue of any insurance (other 
than third party or Employers’ Liability Insurance) affected by the com- 
pany under the provisions of the agreement, and also all money to 
be received by the company by virtue of any such insurance as afore- 
said until the same shall have been laid out by the company fin 
making good the loss or damage in respect of which it is received) in 
accordance with the provisions of the agreement. Holder: President of 
the Air Council. 
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latest machines built at the Westland Aircraft Works. It 

marks an important stage in the development of this type 
of aircraft possessing among its other features of superiority 
a good view for pilot and observer in all directions, stability 
(for accurate bombing), gravity feed of petrol from tanks in 
upper plane, and oleo-rubber undercarriage with wide track. 
Jt has a Rolls-Royce Condor Engine of 670 h.p. with Leitner- 
Watts metal propeller. The performance of the machine 
which was built for the Air Ministry is highly satisfactory. 


T iste photograph is ot the Yeovil Day Bomber, one ot the 


At the Westland Aircraft Works, machines of all types have 
been designed and constructed for the British Government 
and for industrial purposes. 


The personnel of these Works includes an expert staft which 
is available to consider specifications for aircraft required by 
Foreign and Dominion Governments or private customers. A 
fully equipped 4 foot wind channel is available for model 
experiments. 


AIRCRAFT FOR BUSINESS OR PLEASURE. 


WESTLAND AIRCRAFT WORKS 


(Branch of Petters Limited), 


Telephone : O \ J Telegrams: 
Yeovil 141 (4 lines). VE IL. Aircraft 141, Yeovil. 
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THE FLYING CLUBS. 
The London Aeroplane Club. 


Report for week ending Thursday, dug. 19. 

The total flying time up to the 19th was 19 hrs. 5c mins. 

The following members had flying instruction :—O. E. Martin, Miss 
O’Brien, A. Southgate, C. K. Tutt, G. H. Craig, R. Malcolm, Major 
K. M. Béeaumont, J. P. Simson, F. C. Elford, A. J. Richardson, Hl 
Solomon, E. A. Lingard, V H. Doree, E. D. Moss, G. HE. Clair, R. ©. 
Woodcock, D: L. Stalley, A. L. A Petty, H. F. Wight, C. EB. Murrell, 
W. Hay. 

The following members flew solo :—W. Hay, Major K. M. Beaumont, 
Miss O’Brien, Sq. Ldr. M HE. A. Wright, R. Malcolm, O. J. Tapper, 
E. D. Moss, BE. S. Brough, G. H. Craig. 

Joy-rides were given to Mrs. Lamplugh, Mrs. Lohmeyer, Mrs. Wright, 
G. W. West. 

Bournemouth Race Mevling.—The I.ondon Aeroplane Club won the 
Pilot Instructors’ Race (F. G. M. Sparks), and the Tight Aeroplane 
Club Members’ Scratch Race (Mrs. Eliott-Lynn). In the Bomb-Drop- 
ping Competition F. G. M. Sparks and G. H. Craig tied on the first 
day and Mr. Sparks was again successful on the second day. 

The Lancashire Aero Club. 

Report for week ending Aug. 21 :— 

The weather kas been exceptionally bad, rain, and strong 
at times reaching gale force, have ruled almiost every day. 

Mr. Stack gave instruction to:—Messrs. Costa 2 hrs. 35 mins., Nelson 
t hr. 10 mins., Wade so mins., Fallon 45 mins., Collinson 35 mins., 
Heys 2u mins., Fray 30 mins, Pitman 25 mins., Foxcroft mins , 
Leigh 25 mins., Anderson 15 mins. Total 8 hrs. 20 mins. 

Mr. Cantrill gave instruction to:—Messrs. Shires 30 mins., Hay 10 
itins. Total 49 mins. 

Solo flights by :—Mes l.ecming 2 hrsi 75 mins., Hardy 1 an. =o 
mins., Michelson 45 mins , Goodfellow 35 mins., Agar 35 mins., Leete 
20 mins. Total 6 hrs. 20 mins 

Tests occupied 1 hr. 20 mins. 

Total hours flown during week 16 hrs. 40 mins. 

Mr. Hardy made the required flights for his certificate on Tuesday. 
The machines in use have been LV and MQ (Moths) and OK (&o 
Renault Avro). I.R is beinz overhauled. 

The Gosport, except for an occasionai test, is not flown, and until 
a new engine is obtained it will probably remain unused. The present 
engine is too erratic to trust with anyone but a highly-skilled in- 
structor flying within gliding distance of the aerodrome. 

THE NEXT PAGEANT.~-The Lancashire Aero Club announce that they 
will hold their second flying display at Woodford Aerodrome, near 
Wilmslow, on Sunday, Sept. 26, at 2.30 p.m 

The programme includes Air Races, Formation Flying, Aerobatics, 
and displays of Bomb-dropping, Fighting in the Air, and an attack on 
a Mine-layer. 

Admission to the aerodrome will be 1s. 


The Newcastie-upon-Tyne Aero Club. 

Report for week ending Aug. 22. 

Bad weather continued throughout the 
sible on only three days. 

Total time, 14 brs. 15 mins., all “on DY 
overhaul and renewal of C. of A). 
[oA 2 PiUOley  rebis: tm. 

The following members flew under instruction with Mr. Parkinson : — 
Messrs. Gilmore, V. S. Davidson, J. M. Davidson, ‘Thirlwell, Bruce, 
Middleton, H. Ellis, Turnbull, BE. C. Kernedy, J. Y. M. Kennedy, 
Prendergast and Mrs. Marcks. 

Dr. Dixon flew solo. 

Mr. N. S. Todd flew with Mr. A. Bell as passenger. 

Mr. C. Thompson flew with the following as his first passengers :— 
Mrs. Thompson, Mr. Thompson, Mrs. Ridley and Mr. I,. Smith. 

Mr. Graham and Mr. Goodhbody had joy-rides with Mr. Parkinson. 

THE First ANNUAL FLYING MEETING :—This will be held at Cramling- 
ton Aerodrome on Saturday, Sept. 4 :— 

The following is the programme of events :—(1) Exhibition Flying ty 
Mr. H. S. Broad, A.H.C. (2). Inter-Club Instructors’ Race. (Seratch. 
Length of course approximately 2c miles.) (3) Private Owners’? Race. 
(Scratch Race, unless any entrant flies a machine other than a Moth.) 
(4) Open Handicap. (Machines handicapped according to R.Ae.¢c. 
Formula.) (5) Exhibition Flying by a Member trained by the Newcastle 
Aero Club. (6) Inter-Club Relay Race. (Three Members from each Club, 
i.cluding Instructor, if Take-off from Starting Line on 
First Lap. znd and 3rd laps—machine left into wind. where it comcs 
to standstill and rext Member takes off from that position.) (7) Land- 
ing Competition. (Shortest Pull-up over given line. Engine must Le 
shut off, on throttle, at not less than cne hundred feet. Marks given 
for method of approach, etc. Open to Club Pilot Instructors and “A” 
Licensed Pilot Members with over 20 hours? solo flying. Not more thau 
three entries per Club.) (8) Bomb-dropping Competition. (Two entrics 
maximum per Club. Three bombs per entrant. Nearest to given mark 
on acrodrome. Bombs not to be dropped at a height less than one 
hundred feet.) (9) Inter-Club Members’ Race. (Open to one Member 
from each Club, trained wholly by their respective Clubs. Scratch 
Kace, but starting at half-minute intervals.) ‘ 

If it can be arranged to the convenience of competitors, it is pro- 
posed to hold an On to Cramlington”? Race. This will take the form 
of an handicap race, timed from the competitor’s own aerodrome, or 
from some landing ground nearer to Cramlington. ‘The De Havilland 
Co. pee ed kindly offered to carry out the handicapping. It will 
greatly facilitate the arrangement of this race, if intending entrants 
will notify their club of their intention... >» ne i ean 

All machines should be on the aerodrome by noon on the day of the 
race, and in arranging the above race, efforts will be made to ‘arrange 
the starting times to allow of this. ’ 


The Midland Aero Club. 

Report for week ending Aug. 21. 

Very stormy weather throughout the week has 
stricted flying. ‘The total flying time was 8 hrs 

The following members had instruction :—J. 3rinton, E. J. Brighton, 
C. H. Burrows, R. L. Jackson, H. Smith, S. H. Smith. “2 

The following members made’ solo ‘flights :—c. 1. Knox, RK. i, Jack- 
son, E. J, Brighton, G. H. Perry 


wins, 
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week, and flying was pos: 


(LX being of service for 
Dual 12 hrs. 30 mins. Solo, and 


necessary. 


considerably re- 
To mins 


Mr. McDonough being at the Bournemouth Aviation Meeting, Ge 
tuition work was done over the week-end. The machine sent to 
3curnemouth put up a consistent performance, but suffered from 4 
“ woolley ?? engine which had only been installed after a complete 
overhaul two days before the Meetir.g. 

Mr. KE. lL. Brighton in the Pupils’ Race, made an excellent and spec 
tacular ‘‘ get-away’ whick gave him a lead of about half a mile, 
though he unfortunately lost this by missing the first turning point, 
Mr. McDonough took second place in the Instructors’ Race. 


The Hampshire Aeroplane Club. 

Report for week ending Aug. 21. 

Total flying time, ro hrs. 33 mins. 
Passenger flying, 2 hrs. 46 mins. 

The following members had instruction :—Messrs. Perfect 1 hr. 39 
mins., Fry 1 hr. 20 mins., Bound 1 hr., Nicholson 30 mins., Burry 22 
tmins., Dobson 20 mins., Southcliffe 20 mins., Keeping 20 mins., Kerry 
15 mins., Sommer 15 mins., Courtenay 15 mins., Cooper 5 mins., Wing 
Cdr. Wyllie 15 mins., Major Jenkins 45 mins., Flg. Off. Clarkson 5 
mins. 

The following members had passenger flights :—Miss Hewitt 7 mins, 
Mrs. Smith 10 mins., Mrs. Potter 10 mins., Messrs. Kelly 12 mins,, 
Thake 12 mins., Gaston 12 mins., Pipe 12 mins., Taleron 14 mins, 
Belleville 10 mins., Salter 7 mins., Miss Edward 10 mins. 

On Saturday, Aug. 21, G-EBOH and G-EBOI were flown to Bourne 
mouth for the race meeting, Mr. Thomson flying ‘‘ Gee-bo”’ with Mr, 
R. V. Perfect, the Club’s Hon. Assistant Sec., as passenger, and Fig. 
Off. R. H. Stocken flying ‘ Gee-boy ” with Mr. McCracken, ground 
engineer to the club. 

Mr. Thomson flew ‘‘ Gee-bo”? in the Instructors’ Race, and led the 
field in the manner of the Duke of Plaza Toro. He then flew back t3 
Hamble in ‘“ Gee-boy’”’? to carry on with instructing, and Flg. Off, 
Stocken flew ‘ Gee-bo”’ in the Christchurch Sprint Race. 

Mr. Stocken decided to turn this. race into a botanical ride, and per- 
ceiving a rare species of “Quercus rcbur pedunculata’”? known 10 
“Hoi Folloi”? as an oak, he proceeded to plunge into its foliage, 
Very fine specimens were obtained on the lower port plane and under. 
carriage, and having satisfied himself on this point, he joined once 
again in the race. This passion at a certain service station for the 
‘extra leaf’' is a most interesting phenomenon. 


Instruction flying, 7 hrs. 47 mins, 


= 


‘““VICE VERSA.’’—Here the Armstrong-Siddeley Genet en- 
gine is seen being carried by one man instead of carrying 
two of him, as it will do in the Competitions at Lympne. The 
photograph gives a better idea of the size and weight of the 
engine than would be given by drawings and figures. 
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THE H. G. HAWKER ENGINEERING CO., LTD. 


Designers and Constructors to H.M. 
Air Ministry and Foreign Governments. 
Specialists in Military Aircraft. 


‘HAWKER HORNBILL.”’ (“Flight" photograph. 


i The ‘‘Hornbill’’ Single-Seater Fighter Aeroplane with Rolls-Royce ‘Condor ’’ 
engine, is the latest Hawker production delivered to the R.A, Like its 
predecessors, its all-round excellence marks it as a machine of outstanding merit. 


_ Works: Kingston, Surrey. Phone: Kingston 1988. 


Aerodrome: Brooklands, Surrey. Grams: Hawker, Kingston. 
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THE ARMSTRONG 


There are very nearly as many opinions as to what would 
constitute the ideal engine for the light class of aero- 
plane as there are people who consider themselves entitled 
to hold an opinion. ‘To appeal to the private owner and to 
lead to his continued existence in large numbers the light 
aeroplane engine should be rather more reliable than any of 
the larger types of aero-engine now in existence, should re- 
quire the minimum possible amount of work in maintenance 
and overhaul, should be of the least possible weight, and of 
the least possible cost. It is difficult to put these require- 
ments into any order of importance—it may for instance be 
held that reliability is the primary requisite, or otherwise 
the private owner will be killed off quickly. But if it is too 
costly the private owner will never come into existence—and 
it may be better for flying in general to produce an engine 
cheap enough to produce a lot of flying and yet dangerous 
enough to produce a fair number of casualties. 

And precisely as it is difficult to put the relative importance 
of these various qualities into any order, so it is difficult to 
lay down any rule as to the best method of attempting to 
secure any or all of them. 

Personally one is inclined to believe that the best com- 
promise is likely to be attained by using a small number 
of relatively large cylinders, working at a moderate M.E.P. 
and moderate r.p.m. and making the engine as simple as 
possible—even at the expense of some considerable loss in 
fuel consumption and weight per h.p. 

Others who may claim greater authority stoutly maintain 
that the dictate of experience of modern high-powered en- 
gine development must be followed, and that consequently 
multi-cylindered engines of high M.E.P. must be used and 
that to get reasonably low weight and over-all dimensions 
fairly high rotary speeds must be used. 

Others, intrigued by the really remarkable performance of 
motor-cycle engines and some of their near derivatives, agree 
with the idea of using a relatively small number of fair-sized 
cylinders, but believe that they should be of high M.E.P. and 
high R.P.M. 

In the meantime there is evidence that it is possible to 
use engines of almost all of the various possible types with 
fair success, and the forthcoming contest at Lympne, will, it 
may be hoped, provide a good deal of useful information on 
the subject. The Armstrong-Siddeley Genet, which is to be 
fitted to a de Havilland Moth should be of special interest, 
particularly as it will be possible to compare the performance 
of the new engine directly with that of the Cirrus. 

Taking all the conditions into consideration it is not pos- 


SIDDELEY GENET, 


sible to compare the Genet with the Cirrus purely as a piece 
of engine design and construction. The Genet should un- 
doubtedly beat the Cirrus on performance in every way. It 
is ‘lighter, and therefore either one can carry more load—or 
carrying the same load obtain a better all-round performance, 
or a similar performance with equal or better life between 
everhauls, Otie will obtain probably a lower fuel consump- 
tion. 

Comparisons in regard to probable reliability, in the 
absence of practical experience, are certainly worth little— 
and will not be made. It may be taken for granted that 
the Genet will prove reliable enough to be of good 
service. 

On the other hand it will undoubtedly cost a good deal 
more (rumour has it about £100) than the Cirrus. From its 
general form and design it seems possible that overhauls and 
repairs of the Genet may require more skill on the part 
of the mechanic than is necessary with the less refined 
Cirrus. The Cirrus runs remarkably smoothly—the Genet 
ought to run more smoothly. 

Putting the whole thing into a nutshell, the Genet is of a 
type which ought to show definite advantages over any en- 
gine previously available for the light two-seater. And it 
will cost correspondingly more than its competitor. 

Will the advantages prove so marked as to justify the 
extra cost in the eyes of the potential user? 

That query must await its answer for some little while yet, 
but there is no doubt that the Genet is a very interesting 
and well worth trying attempt to meet the particular re- 
quirements of the light aeroplane. 

The Genet is a low-powered engine designed to come with- 
in the weight limit of 170 lbs. laid down by the Royal Aero 
Club for the forthcoming Two-Seater Light Aeroplane Trials 
and at the same time to be of adequate power and size to 
give a reasonable performance and a high degree of reliability 
in, a practicel touring two-seater. 

The Genet is of the five-cylinder, radial, air-cooled type, 
following in general design the well-known Lynx and Jaguar 
types. It has steel cylinders with aluminium alloy heads, 
shrunk, screwed, and locked*into place in a manner similar 
to that used in the the larger engines of this make. And the 
cylinders are attached to the crankcase by screwing into a 
coned locking ring, also as in the Jaguar and Lynx. 

The crankcase is in one piece, with bolted-on front and rear 
covers. The’front cover carries magneto and oil pumps, to- 
gether with their shafts and gears, a ball race which acts 
as combined main and thrust bearing; together with a plain 
bearing which serves as an airscrew 


— 
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Front view of the Armstrong-Siddeley Genet, showing the accessibility of 


oil pumps and magneto. 


journal and an oil retainer. 


The rear cover is compound, there 
being a ribbed disc closing the crank- 
case proper, and carrying the rear 
crankshaft ball bearing, followed by an 
induction chamber containing a mixing 
fan driven by the tail end of the crank- 
shaft. Radial induction pipes lead from 
this chamber to the inlet valve, and a 
Zenith carburetter is attached directly to 
the casing. 

The crankshaft is in one piece, fitted 
with balance weights. The _ big-end 
journal is of the split plain type, and 
both master and auxiliary connecting 
rods are of H section. The pistons are 
forged from “ Y ”’ alloy, are fitted with 
floating gudgeon pins, and carry two 
gas and two scraper rings each. 

Lubrication is by dry sump, with a 
scavenger pump of capacity 50 per cent. 
in excess of the pressure pump. Both 
are of the gear type, spigot-mounted in 
tandem and vertically below the crank- 
shaft on the frontcoverof the crankcase. 
A B.T.H. magneto is similarly mounted 
on the port side of the same cover, and 
provision is made to permit of a second 
magneto being fitted on the other side. 
The accessibility of these accessories 
should prove a boon to the private 
owner. 


As is shown by the specification the 
Genet gives ample power for a reasou- 
able two-seater at a very moderate 
weight and for a very low fuel com- 
sumption, and if only circumstances 
will permit of its sale at a reasonably | 
low price, it should be in considerable | 
demand. 
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STRONG 
SIDDELEY 


AERO ENGINES 


Flown and known 


all over the World. 


ARMSTRONG SIDDELEY MOTORS LIMITED, COVENTRY. 
(Allied with Sir W. G. Armstrong, Whitworth & Co., Ltd.) 


Works and Aerodrome: Coventry. 
London: 10, O'd Bond Street, W.1. 
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THE ARMSTRONG-SIDDELEY GENET. 
SPECIFICATION. 

BOre se Base nore scco oer penne 4 ins. (10% m/m.) 
Stroke teestease cect ebe-macerr teeter 4 ins. (102 m/m.) 
Compression ratiO  ......seeeeeseeeaes weeaateetes 5.2/1 
Diameter over alll Waeeeect- 32.6 ins. (829 m/m.) 

Sar RETO a SCROG 168 lbs. 


Weight (single magneto) 
Normal output 65 b.li.p. at 1,850 r.p.m. 
Maximum output 75 b.lp. at 2,035 f-p-m. 
Fuel consumption at normal b.h.p. 

.575 pts. (.0321) per b.h.p. hour. 


PRATT AND DOINGS. 


WHITNEY 

Reference kas already been made to the Pratt and Whitney 
Aircraft Company and the record production of their first 
aero-engine. It will be remembered that the new company 
was formed as a subsidiary branch of the world-famous pre- 
cision tool manufacturers in August, 1925, with Mr. F. B. 
Rentschler and Mr. G. J. Mead, both tormerly with the 
Wright Aeronautical Corporation, as President and Chief 
Engineer respectively. 

On Dec. 24, 1925, their first engine, the Wasp air-cooled 
radial, of 4oo h.p., was ready for test, and thirty days from 
this date the engine had passed the U.S. Navy’s 50-hour 
test. The Navy Department announced that the Wasp was 
superior in characteristics to any previous radial of its size 
or type, and an experimental order for a number of engines 
was placed with the company. 

Immediately the design of the Wasp was completed, on 
or about Jan. 1, 1926, work was begun on a larger type o7 
radial engine, and before June 1, the Hornet, as the new 
engine is called, was ready for test. 

The characteristics of the new engine have not yet been 
Cisclosed in detail, except that the design closely follows 
the Wasn, that the type is primarily intended for large weight 
cattrying aircraft, and on this account incorporates reduc- 
tion gearing for the airscrew, that the cubic displacement 
of the Hornet 1s about 25 per cent. greater than the Wasp, 
and that the weight per horse-power characteristics of the 
Hornet are even more favourable than the Wasp’s. 

Thus in its first year of operation this company has pro- 
duced two high-powered engines. 

A number of experimental Wasp engines have been de- 
livered and at least three are installed in aircraft and are 
undergoing flight tests. These three engines have been 
fitted into the Wright Apache single-seat ship-board fighter, 
the Curtiss P.1, and Boeing P.g pursuit type biplanes. 


THE ARMSTRONG-SIDDELEY GENET.—Two views of a 
cylinder, and one of a piston, gudgeon pin and retaining 
washers. 


The Chance Vought Corporation, who have supplied prac- 
tically all the U.S. Navy’s ship-board and catapult type air- 
eraft, has the U.I'.-r single-seat fighter and the O2U-1 two- 
seat observation ship-board aircraft, both designed for the 
Wasp, ready for test, and in addition they have designed 
for the U.S. Navy, a transport and mail-carrying aircraft to 
be fitted with two Wasp engines. 

It has been announced recently that Mr. W. B. Mayo, 
Chief Engineer of the Ford Motor Company, and Mr. C. F. 
Kettering, Vice-President in charge of engineering of the 
General Motors Corporation, have been elected to the Board 
of Directors of the Pratt and Whitney Aircraft Conipany. 

That two men of such importance, and of two competing 
interests, should have joined forces in the Directorate of the 
Pratt and Whitney concern, is evidently significant of fut- 
ther interesting developments. 


THE ARMSTRONG-SIDDELEY GENET.—Top left, the induction chamber, the mixing fan, and the diaphragm 
Carrying the rear crankshaft bearing. Top right, the crankcase. 
Bottom left, crankcase front cover with oil-pump drive and oil pump in place, with a second detached pump unit 
alongside. Bottom right, the crankshaft complete with the cam gear and auxiliary drive gear. Inset are shown 
the master, and one auxiliary, connecting rods. 
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in Cold=-Drawn Weldless Steel Tube. 


To be predomi linant a produ ge must offer some pene g better in intrinsic merit. 
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Such predominating merit can never be ved. by blind ence and the 
manufacture of rea ily hig shes grade Weldless feel Tube of worldwide eputation 
implies a skilled manufe ictu g organisation equipped to the best degree in 
1. Careful selection and ore 3. Carefully-graded drawing pro- 
quent aes of ALL raw cesses. 
material. 4. Standardised ae es Treatment in 
are ; modern furnaces equipped with 
2. Definite standardisation in pyrometers. 
chemical analysis and physical 5. Final rigid la 2 ator rye tests) oni 
structure. the fini shed pro 
Such combination in manufacturing methods is only poss sible in wor ie where the 
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is carried fees into all the inte ica ies of final mani- 
pul fica under one con ees or ee throughout. 
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A recent visit to Short Bros.’ works at Rochester revealed 
as is usual much that is of interest. Approaching Rochester 
Bridge in the train a large twin-engined seaplane afloat on 
the Medway obtruded itself on one’s notice, and was dis- 
tinctly noticeable after arrival at the works. Unfortunately 
this machine is still among the secrets, but as the daily 
Press has already chronicled the fact that a large all-metal 
flying boat with twin engines took the air at Rochester on 
that day and has placed certain facts concerning it on 
record no harm can be done by confirming the more reliable 
of the statements which have so appeared. 

This machine is a large all-duralumin flying-boat, with 
biplane wings, a considerable overhang on the top wings, 
and twin engines, designed for the Air Ministry for service 
at sea. ‘The preliminary flights so far made promise a re- 
markably fine all-round performance. 

The main object of the visit to Rochester was to witness 
a demonstration of the Short Mussel, the very interesting 
all-metal light seaplane with a Cirrus engine, which was 
described in TH AKROPLANE of Mar. 10, and illustrated since. 

The Mussel is a low wing monoplane mounted on twin 
floats, with two tandem seats, with floats, fuselage, and 
wing spars of duralumin, and an undercatriage and wing 
bracing struts of steel tube. Also it has an all-duralumin 
airscrew of Short design and manufacture of novel construc- 
tion which one is unable to describe at the moment. 

In the interval between the description of the Mussel and 
{he present time the absence of any definite news as to the 
performance of this little machine had given rise to rumours 
that she had proyed to be of hopelessly poor performance. 

On original trial her performance did in fact fail to reach 
expectations, particularly in regard to climb, but this trouble 
has now been overcome by a very small change in the 
shape of the fairing just behind the engine, and the Mussel 
is now a very satisfactory two-seater with an exceedingly 
good all-round performance. 

On the occasion of the visit in question there was a some- 
what gusty wind of probably 15 m.p-h. average velocity. 
With Mr. Parker as pilot and a passenger of quite respect- 
able weight the Mussel took off in under 10 seconds from 
opening out the engine. Her floats made amazingly little fuss, 
though the water had just that degree of lop which en- 
courages small floats to look their dirtiest, and showed no 
sign of porpoising. Also the machine steered on the water 
in a surprisingly satisfactory manner, considering the ab- 
sence of any water rudder. 

After taking off the Mussel climbed at something in the 
neighbourhood of 300 ft. per minute and at a gradient which 
certainly exceeded the 1 in g to 1, in 10 considered to be 
satisfactory for civil passenger carriers. Her manceyrability 
is excellent, and her controls are obviously effective right 
down to and beyond the stall, at which point it is possible 
to hold her nose up and to check any tendency to spin. 

A float sea-plane is scarcely the type of aircraft most 
suitable for a display of crazy flying, nor were the weather 
conditions those which would prompt any sane pilot to 
take liberties with a machine of doubtful behaviour. Sut 
Mr. Parker gave an exhibition of crazy flying on the Mussel 
which compared favourably with the best effort of its type 
that one has yet seen. 
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A VISIT TO SHORT BROS. 


And last but not least it should be recorded that Mr. 
Parker and his passenger were merely put aboard and taken 
off from the Mussel by a boat. ‘The machine was lying at 
moorings and had been so lying for the past three days. 
Mr. Parker started up the Cirrus, using the hand-starter, 
his passenger cast off and climbed into his seat unaided. 
After landing, the passenger climbed onto the floats, picked 
up the buoy and made fast, and the boat then came along- 
side and took off the crew. It is on record-that Mr, Parker 
has on several occasions successfully come up to his moor- 
ings and tied up single-handed, which is fairly convincing 
testimony to the Mussel’s handiness on the water, 

The Short Cockle—the little flying boat with twin Black- 
burn Tom ‘Tit engines—has just returned to Rochester after 
extended trials at Felixstowe. ‘Ihe Cockle has a duralumin 
hull, H.T. steel wing spars, and duralumin ribs. She was 
built over two years ago, and since her construction has 
been in fairly continuous exposure to sea water and the 
weather. Her steel spars are very definitely rusty. The dura- 
Jumin ribs are—apart from minor mechanical damages—as 
good as new. 

In the immediate vicinity of the after step of the hull 
there are one or two areas where noticeable corrosion has 
oceurred. This localised corrosion is probably explained by 
the fact that this step is closed, and that the drain plug fitted 
does not permit of cleaning out the space between the hull 
and the step bottom. Repair of the damaged plates can 
very simply be made, and no appreciable harm would result 
if they were delayed. 

In no other part of the hull can any noticeable corrosion 
be found, and it is believed that providing care is takem to 
avoid closed or inaccessible spaces such as exist at the cor 
roded part of this hull, the endurance of the major part of 
the Cockle hull can be attained throughout a properly de 
signed duralumin hull. 

Practical experience has shown other very marked advan- 
tages of the metal hull or float. During one of its first 
test flights Mr. Cobham’s D.H.50J bumped the bow of 
one float into an obstruction sufficiently hard to produce a 
very serious dent. Had it been a wooden float planking 
and timbers would have broken and the float would have 
inade water. ‘This float did not leak and could quite safely 
have been left as it was. 

But in fact the dent was knocked’ out and all traces of 
the accident removed by a few hours’ work. 

That other people have realised the value of the duralumin 
float is evident from the fact that floats for machines built 
by three other aircraft constructors are in course of manu- 
facture at Rochester. 

A Short Chamois, a new two-seater corps-reconnaissance 
machine, of all-metal construction, is now in an advanced 
state, and as it is now on the part publication list, it is 
hoped that it may shortly be possible to publish photographs 
Ol) it. 

In addition, there is a very interesting and already much- 
talked-of racing machine which is being built, but not de 
signed, by Short Bros. for the Air Ministry. This machine 
is also in an advanced stage, and is an exceedingly pretty 
piece of work. This too it may shortly be possible to de- 
scribe.—Ww. H. S. 


9 Club's Hurricane, which was piloted by Fit. 


Lt. Chick, travels to and from flying meets. The road wheels are those originally intended for her aerodrome 
wheels, 
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SPECIAL OFFER 
TO 


AEROPLANE READERS. 


A few copies of the following publications are available 
at greatly reduced prices, and can be obtained either 
through a Bookseller or direct from the Publishers: 


AERONAUTICS, LIMITED, 
14, BREAM’S BUILDINGS,  E.C.4. 


Published Reduced 


Price, Price. 
& 


2 
5 


FLYING COLT URS. By Capt. R. H. M, Saundby, £ d s. d 
R.A.F., M.C. Twenty pictures of a year in the R F.C, A 
Edition de Luxe ee a 0 f 
6 


Popular Edition 


THE AEROPLANE aes By Cock A. 2. 
| Swinton, F.R.G.S.,F.R.CI. ... ie 


FIVE YEARS IN THE R.FC. By Major J. T. B. 
McCudden, V.C., 9.S.0., M.C. U0 eaesi es 
best boo: on air fehtne)) ie Ozu 3 Oo! 


THE AERIAL ARM. By Lieut.-Colo-el N. J. Gill, 
C.B.E., M.C. Its Functions and Development, with an 
| Introduction by ph gee: pecnezel Eh W. poten. Pa) 


al 
a 


| KCP, A.F.C. Wb 6) 26] 
THE !.S.D. OF FLYING. pie? Cove. Arthur Swinton. 

Fully illustrated, AS 0 6 0 2,0) 
THE DESIGN AND CONSTRUCTION OF 

AERO ENGINES. Br (Gi Byavesten A.M.LE.E. 

With 96 Diagrams... One 0 2 6 
HOW AN AEROPLANE IS BUILT. By Ste ney 

Blakeney. 2nd Edition, ihe 050 2 0 
PLAIN IMPRESSIONS. By A,S. a Butler, with an 

Introduction by C, G. Grey. ... OZ 36 1 O 
THE REVELATIONS OF ROY, with a Sorenice li 

to Artemas. 2nd Edition, ... 01 <0 0 6) 


iPECIAIL MISSIONS OF THE AIR. By 
Jacques Mortane. Anexposition of some of the Mysteries 
of Spy-dropping aes is ep ies fey TAD) See) 1 Of 


Worn but 


Phe Collar for R.A.F. O Ope 


Officers USED ON 


No other collar gives such real 

TSG aia are el D 

or shrink—it is made of the’ finest AIRCRAFT <NAPIER LIOIN 
ENGINES)-- 14,000 MILES 

TO SCHEDULE 


Egyptian cotton woven in a natural curve 
to fit your neck. Ask your hosier—judge 

CELLON (ricHmonb) LTD., 

CELLON WORKS, 


for yourself. 
PETERSHAM ROAD, 


VAN HEUSEN EER ao, 


(Semi-Stiff) TRADE MARK 
x 
The world’s most economical collar 


Entirely BRITISH MADE 


PATENTED IN ALL COUNTRIES 
Of all 1/6 Hosiers 


tyle 13” front 


12” back 


Obtainable in 
q sizes 


AN HEUSEN 


Kinnaird House, Pall 
ITERNATIONAL co. 


Mall ifast, London, S.W.1 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR ‘THE PAST WEEK. 
Trips per Day.—Monday, 31; Tuesday, 29; Wednesday, 27; Thursday, 

30; Friday, 27; Saturday 27; Sunday, 15. 

IMPERIAL AIRWAYS LTD. : 

London—Paris—Zurich ; Tondon—Ostend—Brussels—Cologne; Tondon 
—Rotterdam—Amsterdam—Berlin * Machines 98, passengers 806, 
freight 20 tons 

AIR UNION: 

Paris—I.ondon: Machines 40, passengers 227, freight 12; tons. 

KA NM: bn 
Amsterdam—Rotterdam—London : Machines 24, passengers 117, freight 
2: tons. 

SABENA : 

Brussels—Londen : Machines 14, passengers 90. 
DerurscHE JT,UFTHANSA AG. ? 

Berlin—London: Machines 5, passengers 16. 
PRIVATE : 

Machines 5s, passengers 0. : 

‘Total number of trips by British Machines, 103, carrying 806 pas- 
sengers. Foreign Machines 83, carrying 466 passengers. 

Comparative Figures : 

Week ending Aug. 22: 

Machines, 186; Passengers 1,272; Crews, 226, Total personnel, 1,498 

Corresponding week, 1925: 

Machines, 196; Passengers, 1,125; Crews, 281; Total personnel, 1,406 

Corresponding week, 1924: 

Machines, 176; Passengers, 904; Crews, 223; Total personnel, 1,127. 

Corresponding week, 1923: 

Machines, x44; Passengers, 724; Crews, 231; Total personnel, 955. 

Coircsponding weck, 1922: 

Machines, 176; Passengeis, 642; Crews, 203; Total personnel, 945. 

Correstonding week, 1921: 

Machines, 114; Passengers, 437, Crews, 140; Total personnel, 577. 

Corresponding week, 1920: 

Machines, 123; Passengers, 262; Crews, 154; Total personnel, 416. 


Croydon Notes. 

Seven years ago to-day, Wednesday, that is to say, on 
Aug. 25, 1919, the cross-Channel air service came into being. 
The first concern to start was Air Transport and Travel, Ltd., 
the moving spirit of which was Mr. Holt Thomas. A week 
later Handley Page Transport, Ltd., joined in the fray. Since 
then civil aviation has not progressed quite with the leaps 
and bounds which were prophesied. 

At any rate, things do certainly seem to be taking a turn 
for the better. ‘The management of Imperial Airways, Ltd., 
is in good hands, and is operated by far-seeing men who are 
anxious to make the most of opportunities without taking 
chances. 

In 1919 the London Air Port was Hounslow, and the move 
to Croydon was not made until March 30, 1920. 

On Aug. 25, a D.H.4A left Hounslow at 09.10 hours and 
reached Le Bourgét at 11.40 hours. ‘The cargo was one Press 
representative, a consignment of newspapers, several brace 
of grouse, and a number of jars of Devonshire cream. 

It left Le Bourgét at 12.40 hours and reached Hounslow at 
14.45. ; 

Although one has by one no record of who was the pilot, 
one believes that it was our old and esteemed friend Mr. 
Jerry Shaw, now on the Aviation side of Shell-Mex, Ltd. 

Things really have progressed, though it may be said that 
there is little technical progress. In the original machine 
two passengers were carried for 360 h.p.—i.e., 180 h.p. per 
passenger. ‘This was decreased in the D.H.16 to 90 h.p. per 
passenger, and in the D.H. 34 to 45 h.p. per passenger. The 
W8&b carried 14 passengers at 51 h.p. per passenger, and 
the later version, the Wuo, carries 14 passengers at 64 h.p. 
per passenger. 

The latest machine, the Armstrong-Whitworth Argosy, cart- 
rieS 21 passengers at 55 h.p. per passenger. 

At the present moment, therefore, 55 h.p. per passenger 
(with a goodly quantity of luggage per passenger) seems to 
be the best we can get. 

A light aeroplane has flown with a loading of Fe \aijBy OLS 
passenger. It seems, therefore, that we ought to be getting 
at most 20 h.p. per passenger, at a speed of 100 m.p.h. before 
commercial aviation arrives. 

Moreover, we must have many more safety devices which 
will enable too per cent. efficiency to be maintained in the 
winter as well as in the summer, 

One believes that we are on the threshold of such develop- 
ments, and the sooner we arrive there the sooner will come 
the long-promised and inevitable boom in aviation.—c. p. 


THE AERONAUTICAL 


a 
MA ITE STRONGER AND MORE DURABLE THAN METAL 
L L For AERO and SEAP LANES manufactured to the 
BRITISH AIR MINISTRY SPECIFICATION 2.V,3 by the 


PLY WOOD “™uzeas & PANE PLIWOOD, cD, Lm 


Phone ; Clissold 3680 (3 lines). 


AN AIR LINE ACCIDENT. | 


A four-engined Bleriot belonging to the Air Union crashed 
on Wednesday, Aug. 18, at Hurst, two miles south of Lympne 
aerodrome. ‘iwo passengers, Mr. Blaney and M. Rizzi, were 
killed, and the pilot, M. de Ljsle, died in hospital a day 
afterwards. Of the other eleven passengers, two were wn- 
hurt and the others were injured more or less seriously. 

Apparently the pilot was trying to land when the clouds 
were low and visibility was very bad. The machine strick 
a barn and then hit a haystack. One of the four engines 
was out of action, and though this was not likely to have 
caused the landing, it probably made the machine awkward 
to control, and may have been a contributory cause. 

M. Pierre de Lisle was 36 years of age and learned to 
fly in June, 1917. At the end of the war he was a Sous: 
Lieutenant in the French Air Service. He joined the Air 
Union in September, 1923. In November, 1925, he alighted 
in the Channel on a Goliath loaded with bullion, and he and 
his mechanic were rescued after jettisoning their gold to 
help in keeping the machine afloat. In October, 1923, he 
was the pilot who took M. Maneyrol’s body to Le Bourgét. 


PERSONAL NOTICES. 


DEATHS. 

BOLAM.—On Aug. 15, at Dalbandin, Baluchistan, L-AC. William 
Slater Bolam, R.A.F. 

GAPE.—On Aug. 18, near Cambridge, as the result of a flying aeci- 
dent, Roy Nugent Treherne Gape, Flg. Off., No. 19 (Fighter) Squadron, 
R.A.F. 

Mr. Gape joined the R.A.F. with a short service commission, in 
June, 1924, and was posted direct to No. 10 Squadron. He was a s0n 
of Captain and Mrs. Gape, of Clanricarde Tfouse, Tunbridge Wells. 

JUNOR.—On Aug. 19, at Hucclecote, near Gloucester, as the result 
of a flying accident, Flt. Lt. Hugh Robert Junor, D.F.C., R.A.F., Bx 
perimental Section, Royal Aircraft Establishment. 

Mt. It. Junor served in the R.F.C. and R.A.F. with distinction during 
the War ro14-18, and was awarded the D.F.C. In February, 1919, he 
joined No. 31 Squadion in India, and remained there until September, 
1922, when he was appointed a test pilot to the R.A.E., South Farn- 
borough. He was promoted to the rank of Fit. It. in January, 10924. 

Describing the act for which Fit. It. Junor was awarded the D.F.C. 
in 1918, The London Gazette of Feb. 8, 1019, states :—*1t. Hugh 
Robert Junor (Kgypt). On Sept. 17, this officer performed an act of 
conspicuous merit and gallantry. Single-handed he engaged five enemy 
machines, and so protected the Arab force from aerial attack at a 
most critical time when they were engaged in destroying an important 
railway. 1. Junor continued the combat till he was driven down by 
force of numbers, his petrol supply being practically exhausted.” 

REES.—On Aug. 17, at. Hulverstone Down, Isle of Wight, as the re 
sult of a flying accident, John Leslie Llewellyn Rees, Lieut., R.M., and 
Fle. Off., R.A.F. 

Mr. Rees was detached from the R.M. for duty with the R.A.F. in 
June, 1924. After a six-months’ course of instruction at No. 1 F.T.S, 
Netheravon, he was attached to the R.A.F. Base at Leuchars. In June, 
1925, he was posted to No. 443 Flight, at Leuchars, and in January, 
1925, he was transferred to the R.A.F. Base, Gosport. 

WRIGHT.—On Aug. 16, as the result of a flying accident, Captain 
T. H. J. Wright, Seaforth Highlanders (Flg. Off., R.A.F.), son of the 
Rev. J. and Mrs. Wright, Addiscombe Vicarage, and dearly-beloved hus- 
band of Fileen Vaughan Wright. 

Capt. Wright served with his Regiment with distinction during the 
War to1q4-1&, and was seconded for duty with the R.A.F. in March, 
1924. He was attached for two years to No. 5 F.T.S., Sealand, and was 
posted to No. 13 (Army Co-operation) Squadron, in March, 1926. 


FORTHCOMING MARRIAGES. 


EARP.-—NASH.—The engagement is announced between Flt. Lt. David 
S. Earp, D.F.C., youngest son of the late Mr. W. J. Earp, and Mrs. 
Earp, of Wandsworth Common, and Carolyn, daughter of Dr. Francis 
S. Nash, Medical Director, United States Navy, and Mrs. Nash, cf 
Washington, D.C. 

HUMPHREYS—LOWE.—The engagement is announced between Flt. 
Lt. Dudley d’H. Humphreys, R.A.F., only son of Mr. and Mts. 
Humphreys, of Bournemouth, and Margery Constance, only daughter 
of Mr. and Mrs. Fox Lowe, of Limpsfield, Surrey. 

MORGAN—WORKMAN.—The engagement is announced between 
Wallace C. C. Morgan, R.A.F., vounger son of the late Mr. and Mfrs. 
H. Morgan, of Newport, Mon., and Christine M. Workman, younger 
daughter of Vr. and Mrs. Workman, .also of Newport, Mon. 

NEVILL—THOMAS.— The engagement is announced between Fit. Lt 
Richard Thornton Nevill, Keserve of Air Force Officers, only son of 
the late Mr. Frank Nevill, J.P., and Mrs. Nevill, Llanelly, Carmarthen- 
shire, and Ruby, younger daughter of Mr. and Mrs. H. Spence ‘Thomas, 
of Whitchurch, Cardrff. 


BIRTHS. 
Diy BURGH.—On Aug. 19, at Barrocks, Mayfield, Sussex, to Norah, 
wife of Flt. 1t. Desmond de Burgh, A.F.C.—a daughter. 
OSMAN.—On Aug. 16, at a nursing home, to Amy, wife of Major 
W. H. Osman (late R.A.F.j, of 119, Priory Road, N.W.6—a son. 
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-Shop at the works of Vickers Ltd. at Weybridge, showing a 
number of Wibault Monoplanes with Bristol Jupiter engines in process of completion. The Wibault is one of the first- 
line fighting machines of the French Army and is built almost entirely of Vickers Duralumin. These machines are 
being built in England entirely of British material for a South American Government. 


SAFETY FIRST! 


K.L.G.’s are standard on all the world’s most reliable aircraft. + lot 118 A ae 
they the m st efficient plug, as proved by their performance, but=they fel ¥ {)F 
RELIABLE. K.L.G.’sare for aircraft the best Safety First device ever produced. 


Sole Manufacturers ; oe 
THE ROBINHOOD ENGINEERING WORKS LIMELEDS (996 
Putney Vale, London, S.W.15. Telephones: Putney 21323 *“** 
Sole Export Agents: Messrs. S. Smith & Sons (M.A.) Ltd., Cricklewood Works, N.W.2- 
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TITANINE-EMAILLITE, LTD., Telegrams : 


F , Tetrafree, Piccy, London 
Empire House, 175, Piccadilly, London, W.1. Godes: A B.C. sth aa 


Works :—London and New York. and Bentleys. 
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The AVRO “AVA” 


A TWIN engined 

coastal defence tor- 
pedo aircraft, fitted with two 
Rolls-Royce ‘Condor’ en- 
gines of 6/0 h.p. each. 


Another example of Avro design 
and construction. 


A. V. ROE & CO., LTD., Avro Works, Newton Heath, Manchester. 


London Office: 166, PICCADILLY, W.1. Experimental Works: HAMBLE, SOUTHAMPTON. 
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ON ERRORS OF JUDGMENT. 


The following article was written on Aug. 19, before any- 
hing was known of tthe death of Flight-Licut. Junor or of 
various other accidents which were announced on or about 
that day. It should have appeared in ‘THE AEROPLANE last 
week, as was indicated by the wording at the top of the froni 
page, but its publication had to be postponed owing to pres- 
sure of news.—c. G. G. 

Everybody recognises the fact that to a certain degree the 
Royal Air Force is always on active service. There was a 
time when ordinary flying was more dangerous than even 
front line warfare on the ground, at any rate up to the end 
of 1914. Then, as the War 1914-18 forced us to make some 
progress in aeroplane and engine design, although much of 
that progress was entirely in the wrong direction in that we 
sacrificed everything to performance and got our perform- 
ance by sheer power and not by efficiency, the actual danger 
of war flying in comparison with ground warfare decreased. 
And the ultimate figures compiled for the whole of the war 
period proved that flying was a safer job than soldiering 
whichever way one looked at it. 

Hyen allowing for the fact that the Army on the ground 
had comparatively few fatal accidents in training behind the 
lines and that the Flying Services killed a lot of people in 
training, and also allowing for the fact that somewhere about 
95 per cent. of the air fighting was done by officers and that 
only about 5 per cent. of the ground fighting was done by 
officers, the casualty lists showed that the deaths among offi- 


cers in the Flying Services were a smaller percentage of the 
total number of officers employed than were the deaths among 
officers of the Army on the ground. Which clearly proved 
that war flying was a safer job than soldiering on the ground. 

In time of peace the position is different. The Army has 
very few casualties, fatal or otherwise. And unfortunately 
the Air Force continues to have quite a large number of 
casualties. 

In answer to a question in the House on Aug. 4 Sir Samuel 
Hoare stated that there were 44 deaths in the R.A.F. due 
to flying accidents between Jan. x and July 27, 1926. Pre- 
viously, in reply to Mr. Viant on July 27, Sir Samuel Hoare 
had stated that between June 30, 1925 and June 30, 1926, 69 
persons in the King’s Services had been killed in flying 
accidents, namely, 65 R.A.F. personnel, 2 Army officers and 
2 officers of the R.A.F. Reserve, and that 89 of the R.A.F. 
personnel had been injured. 

During the same period 70 aeroplanes of post-war design 
and 192 of war-time design were written off Air Force charge 
after crashing. And the undepreciated value of these ma- 
chines, that is to say the cost price to the Govern- 
ment, was roughly £500,000. 

Thus it may be seen that there were altogether 158 casual- 
ties in Air Force flying as the result of 262 crashes. Most 
of these machines ought to have been written-off seven years 
ago. So the cost in money was trivial. But the cost in life 
was much too high. 


BRITISH ENTERPRISE ABROAD.—These four views siow incidents in connection with the testing on Mar. 16, 


1926, of the first Blackburn Velos (450 h.p. Napier Lion engine) built in Greece at the factory organised by the 
Blackburn Aeroplane and Motor Co. Ltd., at Phaleron, near Athens, Top left, Greek sailors placing the torpedo in 
Position; top right, General Pangalos, the Greek Prime Minister of the moment, viewing the machine with Colonel 
Sempill. Bottom left, the machine in a shed guarded by Greek sailors. And, bottom right, the machine takin g-off 

in the official handing-over trials, piloted by Col. the Master of Sempill, 
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A MATTER OF MILEAGE. 

The Air Force consists rcughly of 3,000 officers and 30,000 
men, How many of the total personnel of 33,000 actually 
fly regularly is difficult to calculate. 

Every officer -is supposed to fly. But probably not more 
than 1,500, at the outside, fly reguiarly either as pilots or 
observers, assuming that 250 flying hours per year might 
fairly be called regular flying. 

All the airmen are liable to fly and some of them fly as 
pilots. But the majority of them are doing mechanical work 
on the ground and probably not more than 1,500 of them 
can be reckoned as flying regularly, on the 250 hours per 
annum basis. 

So assuming that there were about 60 deaths for 3,000 
aviators that brings the death rate down to 20 per thou- 
sand. Which perhaps does not compare so badly with the 
normal death rate of any ordinary city which is about ten 
per thousand and includes aged persons and infants, among 
whom the death rate is much higher than it is among 
people of what one may call military age 

Also, of course, some consideration ought to be given to 
the question of the miles flown per fatal accident. The 
actual number of deaths per annum seems to be just about the 
same year by year. But we know that the mileage flown by 
the R.A.F. in these days has been increasing steadily year 
by year ever since 1920, when the amount of flying was 
about at a minimum. 

Sir Samuel Hoare stated in the House of Commions that 
it was not in the uational interest to give the number of 
flying hours flown by the R.A.F. One cannot see that any 
harm would be done by publishing the figures. In fact our 
national prestige might be increased quite considerably if 
other nations were told frankly how much more flying the 
R.A.F. does than is done by the air forces of other nations. 
Still, the figures are not available and so it is impossible 
to calculate the flying hours or mileage for each fatal acci- 
dent. If such figures were published they would probably 
make the casuality list look much better than it does. 

Nevertheless, even though the death rate per thousand 
of personnel and the death rate per thousand hours flown and 
the death rate per thousand miles covered may be ever 
so much lower in the R.A.F. than it is in the air service of 
any other country, the fact still remains that more people 
are killed in flying accidents than would be killed if flying 
were made safer. And one of the best ways of making 
flying safer is to discover the causes of fatal accidents and 
set to work to remove those causes. 

THE PUBLICATION OF FACTS. 

In the very earliest days of flying, as Sir Frank Mclean 
recalled at the Roval Aero Club Banquet which was given in 
his honour recently, one of the functions of the old Aero 
Club, before it became Royal and less energetic, was to dis- 
cover causes of accidents and to publish whatever could be 
discovered about those causes with the object of hélping 
pilots, mechanics and aircraft designers alike to avoid such 
mistakes in future. And a vast amount of good was done 
to aviation in consequence. 

In those days, in the old Aero and in the early issues of 
THE AEROPLANE, one made a speciality of studying all acci- 
dents, fatal or otherwise, and of publishing not only the offi- 
cial findings of the Aero Club Accidents Committee but also 
all available suggestions as to the causes gathered from eye- 
witnesses of the accidents and from those who had studied 
the wrecks and from those who had ideas and theories on 
the subject. The result was that although quite a lot of 
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the theories as to any particular accident were undoubtedly 
wrong so far as that accident was concerned, they did at 
any rate make people think, and helped to prevent other 
accidents which might have occurred through the suggested 
causes. 

In these days enquiries into all accidents, whether Ser- 
vice or civilian, are held by the Accidents Investigation Sub- 
Committee, which is part and parcel of the Air Ministry’s 
organisation as a branch of the Aeronautical Research Com- 
mittee. This Sub-Committee is under a very able officer with 
considerable technical knowledge and a great deal of expe 
rience of aviation. And no doubt he and his colleagues do 
discover a very great deal about the causes of accidents, 
fatal and otherwise. But the results of their investigations 
are not published and consequently they do very little good 
either in the wav of preventing accidents in the Royal Air 
Force or in the way of improving aircraft design. 

WHO PROFITS ? 

So far as one can discover the findings of this Sub- 
Committee are circulated only to certain of the technical 
departments at the Air Ministry and to the makers of the 
machines which were involved in the accidents. These manu- 
facturers may of course benefit by the information received 
and mav make their own particular machines stronger or 
better, or may improve their aerodynamic design, in conse- 
quence. Some few of the tragi-comic experts at the Air 
Ministry may bottle up a little more technical knowledge 
for their own benefit, in the hope of ultimately selling them- 
selves and their accumulated knowledge to some commercial 
manufacturer of aircraft, but the great body of the Aircraft 
Industry and of officers and mechanics of the R.A.F., who 
would really benefit by the general publication of such in- 
vestigations, are left in complete ignorance about them. 

Thus not only is very little good done by the investiga- 
tions, but a certain amount of definite harm is done, for 
all sorts of rumours get about through the R.A.F. and through 
the Trade about the reasons for this or that or the other 
crash and so the reputations of quite good aeroplanes and 
engines (and pilots) suffer in consequence. 

The story may get round that one particular aeroplane 
has, say, a habit of breaking its centre-section bracing, with 
the result that its wings collapse if it is pulled suddenly out 
of a dive. Another may get the reputation of shaking the 
tail end of its fuselage loose if it is rolled too suddenly. 
Another may get the reputation of breaking its leading edge 
if looped. Another may get the reputation of getting into 
an uncontrollable and irretrievable spin if flown on its 
back. An engine may get the reputation of always having 
trouble with its reduction gear or of breaking its valve- 
tappets or of pushing its connecting-rods through its crank- 
case. 

All these rumours decrease the confidence of the pilots 
and observers in the machines and so decrease the flying 
moral of the Air Force. Besides which they damage the 
reputation of the manufacturers. 


Tur RicHt Way TO Work. 

If, on the other hand, full reports of what is discoverable 
about accidents were circulated not only to the R.A.F. in 
Air Ministry Weekly Orders, and to the Aircraft Trade in 
confidential documents (which they are not), but to the 
World at large through the Press, everybody would be bene- 
fited thereby. i 

In a great many cases the reputations of deserving mant- 
facturers would be cleared. And if now and then a genuine 
error of judgment in design was disclosed it would actually 


INTERESTED SPECTATORS.—A 
group of officers watching the first 
flight of the first Black- 
burn Torpedo-Dropper (Napier 
engine), built at the Greek Naval Air- 
crait Factory. In the group may be 
seen, with thumb in pocket and com- 
plete with beard, Admiral Botanis, the 
Greek Minister of Marine. Next to 
the right, with hand in the breast of 
his coat, is Captain Aftanides, Director 
of Air Services. Just beyond him is 
Mr. Robert Blackburn, apparently illus- 
trating that famous song of his York- 
shire fellow-countrymen, ‘ On Ilkley 
Moor wit’out ’at.’’ The British officer 
in front of Mr. Blackburn is Colonel 
Tufnell, the British Air Staff officer, 
apparently trying to look like a Naval 
officer. 
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A Complete Success /.... 


OUR Royal Air Force Fairey machines flew 
in formation from Cairo to Cape Town 
and back to England—56,000 engine miles— 
‘ without change of engine or any mechanical 
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trouble and keeping to scheduled time throughout. 

Never before has such a flight been accomplished 

by a formation of machines, 

The NAPIER engines used were not specially 

: prepared but taken from Store as for an ordinary : 

; Service flight. 

“In Rhodesia the aerodromes are high - 
_and it is notoriously difficult to take Si 
off in the rarefied air. The Napier : im 
engines, however, gave no trouble, and 

: this flight is a great testimonial to the Ft 
British water-cooled engine.” : i], 
: Manchester Guardian, 22nd June, 1926 : £5 
For consistent Reliability and i 
high efficiency install the— i 
S NAPIER | & 
: : Ai 
The finest aero engine in the World 

D. NAPIER & SON Ltd., : 

- Acton, London, W.3 
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do the firm no harm in the long run, because the firm would 
be able to announce to the Public that a mistake had been 
made and promptly rectified. : 

There might be some firms who would object to the 
World knowing that its designers ever had made a mis- 
take. But one believes that the majority of firms would 
much rather own up to a mistake and put it right than 
have rumours going around doing them real damage. — 

A case in point is to be found in the forced landings of 
the machines with Nimbus engines in the King’s Cup: Race. 
All sorts of rumours had got about at Hendon which would 
have given the impression that the Nimbus had a habit of 
seizing up or breaking things and was therefore unreliable, 
in spite of the fact that the first Nimbus had so successfully 
passed the Air Ministry type tests, which are about the most 
searching in the world. 

But A.D.C. Aircraft Ltd., as soon as they had discovered 
what was the trouble, promptly made known to everybody 
that all that had happened was that the collars holding 
the valve-springs—in these production engines, which were 
made after the type-test engines—were made with an in- 
sufficient radius at one particular point, with the result that 
they broke and let the valves fall away fromm the springs. 
It was a purely minor matter which has cost nothing to put 
right in subsequent engines. And in the engines which 
failed in the race it was put right at the mere cost of 
fitting different collars to the valve springs. 

The consequence has been that the reputation of the 
engine has not suffered in the least now that the cause is 
known. And the A.D.C. people’s reputation has been in- 
creased by their openness and honesty. ‘There is always a 
comfortable feeling about dealing with men or firms who are 
prepared to stand for their mistakes instead of hiding them 
away and denying rumours which are known to be true. 

A Lica, OByRcrion. 

One gathers that the chief objection to publishing the 
judgments of the Accidents Investigation Sub-Committee is 
that although the Sub-Committee might be perfectly con- 
vinced about the cause of an accident it might not be able 
to produce a proof of its judgment which would hold good 
in a Court of Law and that it might therefore be liable to 
be sued for libel by a firm whose business might be damaged 
by the Sub-Committee’s reports. One considers that this 
in itself is an error of judgment. 

Hardly any firm would be so foolish as to sue for libel 
either a Government department on which it depended largely 
for its business or a Sub-Committee which was honestly 
doing its best to improve the breed of British aircraft. 
Possibly a firm might disagree from the Sub-Committee’s 
conclusions and it might even possibly produce proof that 
the Sub-Committee was wrong. In such case the firm would 
have precisely the same opportunity of publishing its defence 
as the Sub-Committee would have of publishing its report. 

If in certain instances the Sub-Committee was unable to 
come to any definite conclusion as to the cause of an acci- 
dent then it might do quite a great deal of good by publish- 
ing a teport giving its opinion as to several possible causes 
of that accident. If it produced, for example, three possible 
reasons for the accident, then it would provide pilots and 
designers alike with information about three definite things 
to be avoided in future. And in that way it would per- 
haps go even further towards securing safety than if it fixed 
on one definite cause for each accident. 

In fact the Accidents Investigation Sub-Committee should 
deal with all aircraft accidents in exactly the same way that 
the Board of Trade deals with railway accidents and shipping 
accidents. If the Board of Trade officials concerned dis- 
cover that a railway accident is due to a failure of material 
in a locomotive or in a railway coach or in the signalling 
mechanism or anything else, they say so brutally and frankly 
without any consideration for the railway company concerned 
or the manufacturers of the material. And that brutal 
frankness accounts very largely for the fact that British 
railways to-day are so much safer than railways in any other 
part of the World. ; : 

One can only hope that some time in the future, allowing 
the Air Ministry and its technical department and its legal 
department some few. months in which to consider the sub- 
ject, the Air Ministry will decide to issue really informative 
reports on all accidents in which the cause can be traced 
to faults in material, workmanship or design. 

WHOSE “ ERRORS OF JUDGMENT ” ? 

If one could get hold of the official explanation of all the 
accidents which have happened during the past twelve months 
in the R.A.F., one would probably find that the great majo- 
rity of them are ascribed simply to an error of judgment 
on the part of the pilot. at 9 

Even the most experienced pilots make mistakes once in 
a while and crash their machines, and occasionally get killed 
themselves or kill their passengers, just as even the most 
experienced motorists occasionally meet with accidents. But 
if one just looks through the casualty list in THe ArROPLANE 


week by week one finds that by far the greater number « 
fatal accidents occur to new pilots who have only done 

few hours flying alone. And in some of the cases in whie 
a very experienced pilot has been killed he has actuali 
been killed owing to what is called an error of judgmer, 
on the part of a pupil with whom he has been flying g 
instructor. | 

The question is whether these so-called errors of judg 
ment which cause so many deaths in the R.A.F. are in fac 
errors of judgment on the part of the pilots or errors ¢ 
judgment on the part of the Department of Supply an 
Research at the Air Ministry? 

When the late Mr. Blondin chose to walk across Niagar 
on a tight-rope, as he did successfully, it was a wonderfy 
exhibition of skill and nerve. If he had made a slip an 
fallen in and killed himself, it would have been an efte 
of judgment on his part. But if an Army Commander wish 
ing to get his army across a river chose to string a numbe 
of tight-ropes across it and then ordered his army to mare 
across the tight-ropes, with the result that half of ther 
were drowned, one would scarcely ascribe their deaths ¢ 
errors of judgment on their part. One would merely sa 
that the army commander was a lunatic. 

In the very early days of Aviation flying a box-kite or som 
of those early monoplanes was at least as risky as walkin 
a tight-rope. They had no stability in any direction an 
they remained right side up thanks entirely to the skill an 
judgment and nerve of the pilot. 


Then somewhere about the middle of the War 1914-18 w 
began to know <juite a good deal about aircraft construe 
tion and a little about aerodynamics. ‘The result was tha 
we began to produce somewhere about 1916-17 aeroplane 
which were more or less stable and did at any rate obe 
their controls fairly well if the pilot accidentally stalle 
them and consequently found himself in a nose-dive or } 
spin. 

The position then, to return to the analogy of the arm 
and the river, was rather as if an Army Commander, in orde 
to save time and expense, ordered his army to walk acros| 
a series of planks laid on trestles instead of allowing hii 
engineers to build a proper bridge across which men am 
animals could march in safety. Probably most of the troop 
would get across the planks all right, but a great mam} 
would fall down between the planks and be drowned. Ani 
of course their deaths might slightly more reasonably bi 
ascribed to errors of judgment. 

In these days we know, or at any rate any decently edu 
cated aeroplane designer ought to know, how to make aero 
planes which, when stalled, neither nose-dive nor spin, ba 
sink on an even keel and obey their controls when requirec 
in the act of sinking. And no aeroplane ought to be giver 
an Airworthiness Certificate for Civil Flying unless it has 
those qualities. 

On an aeroplane so designed, unless a pilot is an abso 
lute fool or culpably negligent, and flies into a house or 4 
tree or into the ground, he cannot very well kill himself 
although he may perhaps land his machine so hard as & 
break the undercarriage or the fuselage. And even that i 
difficult with modern oleopneumatic undercarriages and im 
proved construction. 

That is to say, we have now reached the stage when we 
can build a perfectly good bridge for the army to eros: 
at no more expense than laying planks across or stretching 
tight-ropes. Or at any rate if it does cost more our good 
kind Parliament has voted all the money we want, and caf 
spend conveniently, on building our perfectly good bridge, 
3ut the bridge is not being built. 

The fact of the matter is that the great majority of th 
fatalities in the R.A.F. are not really due to errors of judg 
ment on the part of the pilots at all, they are simply due 
to the fact that the pilots are still flying machines designed 
according to the aerodynamic ideas of 1916-17, And the error 
of judgment which causes their deaths is an error committed 
by the Air Ministry.—c. c. c. 


POSTSCRIPT. 

[Since this article was written an ill-informed writer has 
said in print that the R.A.F. system of training tieeds over 
hauling and suggests that our method of teaching pupils is 
to blame for the number of accidents. One can state definitely 
that our training system is as nearly perfect as is humanly 
possible. Occasionally a pupil who is lacking in intelligence 
must kill himself, no matter how perfect the system, but 
we have to thank the system for the fact that so many lives 
are saved. ‘ 

What is the matter are the machines on which flying is 
taught. The rotary engine ought to have been abolished 
years ago. The time wasted in teaching its obsolete method 
of operation might be well spent on teaching something 
useful. But it is after that preliminary stage that the fatal 
accidents happen. And it is the machines onto which a pupil) 
passes then which ought to be replaced.—c. c. G.] 
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ON THE MORNING LIVER, 

Really, The Morning Post is a little tiresome at times. Of 
course, its title does suggest that liverish feeling which a 
much-advertised health salt is alleged to cure, and one would 
strougly recommend the Editor of that eminent paper and his 
aeronautical correspondent to try a small dose in their morn: 
ing tea, as advertised. It might help them to see British 
Aviation without so many liver spots on it. But even as they are 
they need not be so silly in their antagonism to the R.A.P. 

The latest of The Morning Post’s bleats appeared on Aug. 
26, when it said :— i 

Public indignation is growing at the inactivity of our air authorities, 
who permit America, France, Italy, and other countries to write their 
naines in the book of aviation history while Britain does nothing. 

Thereafter it set forth what it called “ten great pioneer 
flights by other nations ’”? which are in preparation or being 
attempted. And it added :— 

Mr. Cobham is the only British pilot engaged on any great achieve- 
ment in practical aeronautics, and he, being unaided officially, can- 
not hope to accomplish fests. worthy of. ranking with those of the 
pilots of France, Italy, Spain, or America. 

Presumably by this time everybody knows that The Morn- 
ing Post has some kind of a personal feud against the R.A.F. 
in general and Sir Hugh Trenchard in particular, apparently 
originating from the fact that Tie Morning Post is SO v10- 
lently pro-Navy. But even personal feuds need not blind a 
newspaper to actual facts. j 

The function of the Air Ministry is to provide this coun- 
try with the most efficient and most effective Air Force for 
the defence of the British Empire. ‘That it has done. ‘The 
R.A.F. is quite capable of taking on any other air force in 
the world, except the Americans, in a ratio of four to one. 
And the’ American Air Force, apart from the fact that we 
are never likely to fight it, is about half the size of ours. 

Just why being unaided officially should prevent Mr. Cob- 
ham from hoping to accomplish feats as great as those of 
foreign pilots one cannot quite understand. And, anyhow, 
he has already accomplished feats greater than any except 
perhaps that of the Marchese de Pinedo. 

The Morning Post’s statement is utterly untrue, because Mr. 
Cobham has received in all his recent journeys the greatest 
possible help from the R.A.F., and he has never forgotten 
to tell the World about it. 

Apart from that, the Air Ministry could not give him any 
more help than he gets already from one source or another. 
His petrol and oil supplies are far more perfectly assured 
by the various petrol and oil firms than they could possibly 
be by eny Government organisation, and his aeroplanes and 
engines would not be one whit better than they are if they 
were built to Government order instead of being built by 
the firms as commercial enterprises. 

Of what The Morning Post calls ‘“ great pioneer flights ” 
the first to be mentioned is the much-advertised “‘ projected ”’ 
flight by Captain Fonck from New York to Paris on a 
Sikorsky biplane. ‘That happens to be a purely commercial 
enterprise for advertising purposes, and has no Govern- 
ment backing of any kind. What has happened to it may 
be read later on this page. And the fate of some of the other 
great flights appear elsewhere. 

The various flights which have been or are being done by 
officers of the French Service d’Aviation Militaire are all 
done on completely faked machines which would be of no 
value whatever in actual war. ‘These flights depend entirely 
on the reliability of the engines, and the Jupiter’s 25,000- 
mile reliability test and the flight to Cairo and back show 
that it is actually more reliable than the French engines. 
Also, Mr. Cobham’s flight to Australia shows that the latest 
Jaguar is equally reliable. 

So far as genuine un-faked Service flying goes the French 
have never put up a performance which compares at all 
with the R.A.F.’s formation flight on D.H.ga’s from Egypt 
to Nigeria and back, of the flight on Fairey HI.D’s with 
Napiers from Egypt to the Cape and back to England, or 
the flight on Supermarine Southampton flyingboats with Na- 
piers from Hngland all the way round the Mediterranean and 
back. Only unfortunately the British newspapers in general, 
and The Morning Post in particular, despite all its display 
of patriotism, never think of quoting these magnificent Ser- 
vice flights with standard Service equipment as an offset 
against these spasmodic spectacular flights by pilots of the 
various Mediterranean peoples which are held up to us. 

Also it ignores the fact that any one squadron of the 
R.A.I*. would be game to take on the job of fighting its way 
through all the Air Forces of all the Mediterranean peoples 
together. And would probably get through. 

Furthermore, The Morning Post says :-— 

Before the war British pilots won international races, and her con- 
structors produced machines which could fly as fast, as high, and as 
far as any others. When the Air Ministry first came into existence 
Britain led the way. In 191g she broke the world’s altitude record, 
and Alcock and Brown ilew the Atlantic non-stop Now she holds no 
world's air record, she wins no international air races, she makes no 
notable pioneer flights. 

In the iight aeroplane movement alone she has achieved some success. 


The development of the movement in this country has been so rapid 
that it is already almost half as flourishing here as it was in Ger- 
lany two years ago. 

Britain. ieads the world only in air expenditure. She spends moze 
on aviation each vear than any other country. 

With the exception of the last sentence this statement js 
elmost entirely inaccurate. Before the War British pilots 
hardly ever won an international race. We did win the 
schneider Trophy in 1914, thanks to the enterprise of Mr. 
T. O. M. Sopwith, and the constructional ability of Mr. Fred 
Sigrist, and we won it in 1922, thanks to the Supermarine 
Company, but we never held any world’s records. 

It is entirely untrue that a British machine broke the 
world’s altitude record in 1919. An Australian officer in the 
R.A.F. went up on a Service machine to a height at which 
his barometer showed a figure higher than the existing alti- 
tude record, but the performance was never passed*as a 
record, and so far as one can discover the barograph was 
never calibrated or tested, nor were corrections made for 
the atmospheric conditions of the day. It was purely a 
personal claim without any authority behind it. 

To say that the light aeroplane movement is almost half 
as flourishing here as it was in Germany two years ago is 
sheer nonsense. There is more flying done in England by 
flying clubs and private owners to-day than there is atly- 
where in the world except America. And in America the 
immense amount of civilian flying that is done is a com- 
mercial proposition owing to geographical conditions. 

The one really accurate statement by The Morning Post 
is that we spend more on aviation here than any other coun- 
try. We do. And we get full value for it. We have the 
finest Air Force in the world. And thanks to it The Morning 
Post can wear its grandmotherly nightcap in peace.—c. G. G. 


THE FONCK FIASCO. 


Some months #go it was announced that Captain René 
Vonck would attempt to fly from New York to Paris in an 
effort to win the Raymond Orteig prize. From the outset yery 
few people placed much faith in the enterprise. The serious 
aviation people in France and America regarded the scheme 
as a joke, though naturally the lay Press devoted pages of 
pictures and letter-press to it. 

For some reason known only to the instigators, one of 
whom was Mr. Jackson, an American citizen, who advanced 
a sum of $175,000 towards the expenses of the flight, a Sikor- 
sky biplane, designed by the Russian who built in 1913 the 
first four-engined aeroplane in the world, was constructed in 
America, and fitted with three Gndme-Rhéne Jupiter engines, 
designed by the Bristol Aeroplane Co. and built in France 
under licence. 

To add to the international complications, a Lieutenant 
Snody, U.S.N., a Captain Berry, U.S. Army Air Corps Re 
serve, and a Lieutenant Noville, U.S. Navy Air Service Re- 
serve, were announced .as sccompanying Captain Fonek as 
the crew. 

Long before the machine was anywhere near completion, 
interviews with Fonck and other members of the crew, and 
display advertisements by various accessory firms who had 
apparently given equipment, fuel, and oil, appeared in Amerti- 
can papers. All of which gave one the impression that the 
flight was all but accomplished. 

Vinally the Sikorsky made a test flight of twenty minutes 
with half load, everything was stated to be well, further 
interviews with the crew appeared, and a definite date an- 
nounced for the departure. 

But this tranquility could not last long. The machine 
having proved that it could fly, it was only left for the crew 
to fall out. t 

Captain Fonck desired that only he and Lieutenant Snody, 
the navigator, should make the trip. Captain Berry, who 
claims to have flown since 1910, to have 9,000 hours’ flying 
experience, and to have served in France (be was shot down 
on his first flight over the lines) claimed the right to be co- 
pilot with Fonck. Lieutenant Noville, who belongs to the 
Vacuum Oil Company, resigned owing to a dispute over the 
oil to be used. - 

Now it is rumoured that the flight will take place next 
year, and that Commander Byrd, U.S.N., who flew over the 
North Pole, and Lieutenant Hinton, U.S.N.R.F., who was 
a member of the U.S.N. Atlantic Flight, will replace Captain 
Fonck and Lieutenant Snody. . 

It is perhaps well that the flight will not take place. Heaven 
knows what would have happened when the claims for the 
honour came to be thrashed out. 

This should act as a warning to anybody other than Amefi- 
cans to refrain from becoming involved in American-financed 
schemes where possible personal glory is involved. 

Captain Fonck deserves a certain amount of sympathy, in 
spite of having been a member of the French Parliament. 
But, at the same time, it is surprising that he should have 
thought of using anything other than French equipment. 
It would seem that in this case worldly gain out-weighed 
Nrench pride to a point of ridicule. 
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DE HAVILLAND 
SUCCESSES AT THE 


BOURNEMOUTH 
AIR RACE MEETING. 


10 EVENTS——9 WINS. 


SATURDAY, AUGUST 2Ist. 
Light Aeroplane Club Instructor’s Race. 
Ist CAPT. F. G. M. SPARKS ON MOTH. 


Boscombe High Power Handicap. 


dst} Mrs pa SS BU TEE RV ONY 1D. He37. 


Christchurch Sprint. 
ici tea le. PeORE Sy ON iMod He 


‘Ensbury Park Low Power Handicap. 
Ist CAPT. G.de HAVILLAND ON MOTH 


Bomb Dropping. 
Ist CAPT. F. G. M. SPARKS ON MOTH. 


SUNDAY, AUGUST 22nd. 
Private Club Handicap. 
Ist CAPT. G.de HAVILLAND ON MOTH 


Private Owners’ Handicap. 
sie WV lo OPTION MO LH. 
Light Aeroplane Club Members’ Handicap. 
ist Misn 5. Ce ELLIO ii-iyNN-ON MOTEL 


Bomb Dropping. 
tse CAP TUPaGaveoPARKS ON MOLE. 


THE DE HAVILLAND 


AIRCRAFT CO., LTD. 
Stag Lane Aerodrome, Edgware, Middlesex. 


Telegrams—‘‘ Havilland, Edgware.” Telephone—Colindale 6160. 
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THE 
KING’S CUP RACE, 1926 
won by CAPT. H. S. BROAD 


on a 


DE HAVILLAND MOTH. 


THE AUSTRALIAN AIR 
DERBY, 1926, won by 
Mr. ALAN J. COBHAM, 


on a 


DE HAVILLAND MOTH. 
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NEXT WEEK’S “DAILY MAIL” COMPETITION. 


The Two-Seater Light Aeroplane Competition, for prizes to 
the value of £5,000 given by the proprietors of The Daily 
Mail will begin at Lympne Aerodroine on Friday ot next 
week, Sept. 10, and will finish on Saturday, Sept. 18. é 

Full particulars of all the competitions and of the machines 
themselves will appear in THE AEROPLANE dated Sept. 8. 
That issue of THE AEROPLANE will be a complete guide to the 
Coinpetitions. 

Every machine will be described and illustrated so that 
readers will know as much as there is to know about the 
machines—with the exception of their actual performances 
under the conditions of the Competitions. 

The programme for each day will be given with as much 
circumstantial detail as possible. 

Thus readers will know exactly what the competitors are 
doing each day, and will be the better able to decide on which 
day to visit Lympne. 

Also the rules and regulations of the Competitions will be 
discussed, in the hopes that readers may be helped in 
judging how much the Competitions are likely to help the 
progress of British Aviation. 

In the meantime therefore in order to give some idea now 
of what is likely to be seen at Lympne it is only necessary 
to give a list of the machines which have been entered. 
These are as follow: 

A. V. RoE & Co. Lrp. :—(1) Avro Avian, Armstrong-Sidde- 
ley Genet, (2) Avro Avis, Blackburne Thrush or A.B.C. Scor- 
pion.—The Avian is a brand new machine with wing attach- 
ments which allow her to be used either as a biplane for the 
Competitions in which high efficiency counts or as a low- 
wing monoplane for the speed events. She is a very neat 
job and will cause a great deal of interest. The Avis is a 
biplane built for the Air Ministry Competition in 1924 but 
has been altered to take the new three-cylinder Blackburne 
Thrush or the A.B.C. Scorpion. This machine won the 
Grosvenor Cup Race in 1924. 

THE BLACKBURN AEROPLANE & Moror Co. Lrp. :—Blackburn 
Bluebird, Armstrong-Siddeley Genet.—This is the Bluebird bi- 
plane also built for the Light Aeroplane Competitions in 
1924. Its €ngine was not ready in time, so it did not appear, 
nor did it compete at the August Bank Holiday Meeting in 
1925. It has been altered to take the new engine. 

THE BristoL, AEROPLANE COMPANY L/D. :—Bristol Brownie, 
Bristol Cherub.—This is a monoplane also built for the 1924 
Competitions, in which it took second prize. Also it took 
second prize in the Grosvenor Cup Handicap and third in 
the International Handicap at the August Bank Holiday Meet- 
Ing in 1925. ‘The nose has been altered to take the Mark 
1II Cherub instead of the original engine and the cockpits 
have also been altered. 

THE CRANWELL LIGHT AGROPLANE CLUB :—(1) C.L.A PAN ia es 
engine. (2) C.L.A.4, Bristol Cherub.—These are entirely new 
biplanes of identical design and construction, except that one 
is fitted with Mr. Pobjoy’s ‘‘ P”’-type engine which was de- 
scribed and illustrated in THe AEROPLANE recently whereas the 
other will have one of the new Mark III Cherubs. At the 
moment of writing the Pobjoy engine has not passed its type 
tests, so this machine has been withdrawn. ‘ 

THE Dr Havi__aND AIRCRAFT Co. Lp. :—D.H. Moth, Arm- 
strong-Siddeley Genet.—This is the well-known Moth biplane 
of 1925 design and construction, with the nose altered to 
take the radial Genet instead of the in-line Cirrus. 

THE HALTON AERO CLUB :—Two-seater biplane, Bristol 
Cherub.—This is a new biplane with the latest type Cherub, 
the Mark III. Unfortunately at the time of writing there 
is some probability that it will not be finished in time for the 
Competition. 

H. W. Martin :—A.N.E.C. Missel-Thrush, Blackburne 
Thrush.—This also is an entirely new biplane designed by 
Mr. Bewsher of the A.N.E.C. and mostly constructed by 
him. It also has the new three-cylinder Blackburne engine. 
There are many good points about it and it should do very 
well in the Competitions. i 
A GEORGE G. PARNALL :—Parnall Pixie III, Bristol Cherub.— 
This is our old friend the monoplane which flew so well at 
Lympne in 1924 and 1925, but it now has the new Mark III 
Cherub engine. 

THE Roya, ArRcRAFT EstaBlLISHMENT AEROW CLUB s——(1) 
Hawker Cygnet, Bristol Cherub, (2) Sirocco, Bristol Cherub.— 
The Cygnet is a biplane which was presented to the RAGE 
Club this year by Messrs. Sopwith and Sigrist. This machine 
also was built for the 1924 Competitions. It has now been 
altered to take the Mark III Cherub. The Sirocco is a new 
monoplane built at the R.A.K. There is a possibility that 
it may not be finished in time for the Meeting. ; 

THE SEVEN AEROPLANE CLUB :—Short Satellite, A.B.C.-Scor- 
pion, (2) Westland Woodpigeon, A.B.C.-Scorpion.—These are 
both of 1924 vintage, but fitted with the new A.B.C. Scorpion 
engine. The Satellite is the monoplane with the all-metal 
fuselage commonly known as the ‘“‘ Tin Balloon,’? which won 


the Impromptu Handicap on King’s Cup Day at Hendon thi 
year. The Woodpigeon is a biplane which was second it 
the Grosvenor Cup Race in 1924. 

T ©. M. SopwitH & EF. Sicrist:—Cygnet IT, Bristo 
Cherub.—This is a sister: machine to the one entered by th 
R.A.E. Club and it also has been altered to take the Marl 
III Cherub. 

THE SUPERMARINE AVIATION WORKS LID. :—Supermarin 
Sparrow 11, Bristol Cherub.—This is a monoplane designe 
by Mr. Mitchell round the fuselage of the Sparrow biplane o 
1924, and should be one of the most interesting entries. 

Thus it will be seen that of the sixteen entries eight, 0 
half, are already two years old. One is a year old and onl 
seven are actually of new design. Of these seven one will no 
and two may not be able to compete so that we are onl 
certain of four really new machines for a Competition i) 
which £5,000 is being given as prizes. 

There is also interest in noting the fact that of the seve 
new machines entered four have been designed and buil 
purely as a sporting effort by officers and men of the R.A.F. 
or Civil Servants in the employ of the Air Ministry, namely 
two by the Cranwell Club, one by the Halton Club, and on 
by the R.A.K. Club. And one has been built to the order o 
a private individual, Mr. H. W. Martin. This leaves th 
Supermarine Sparrow II and the Avro Avian as the tota 
effort of the entire British Aircrart Industry in the directio 
of progress in light aeroplanes. 

Moreover, of the sixteen entries ten have been entered b 
Service Clubs or by private individuals and only six by Trad 
firms. It is true that three out of the ten have been entere 
by individuals who are interested in the Aircraft Industry 
3ut even if one regard them as Trade entries, private enter 
prise is still responsible for half the entries. — 

One is perfectly convinced that the so-called light aeroplan 
of about the class of the Moth is going to be very mucl 
a commercial proposition in the near future. But in th 
meantime, as a leading light of the Trade said some month) 
ago, the commercial manufacture of aircraft seems to be con 
sidered a better proposition than the manufacture of com 
mercial aircraft. That is probably why the manufacture o 
commercial aircraft seems to be left almost entirely to thi 
de Havilland Company, who will in due course reap thei 
reward. 

But quite possibly the whole history of the manufacture 0 
aeroplanes in that class will be entirely revolutionised by thi 
coming into existence of a new firm formed for the soli 
purpose of manufacturing aircraft of that class. That 1 
what happened in the production of cheap bicycles and cheaj 
motor-cars—and then the older firms followed the lead 0 
the newcomers. 

At any rate, the Competitions at Lympne ought to be wel 
worth watching, if only in the hopes that some of thes! 
new machines which have been produced by private enter 
prise may spur the Trade towards real progress. But thos 
responsible tor The Daily Mail must feel rather disappoimte 
at finding that the £5,000 which it so generously offered twé 
years ago in the hopes of furthering the progress of Britis! 
Aviation has produced such small immediate results.—C. G. G 

THE GENET ENGINE. 

One has heard doubts expressed as to whether the Arm 
strong-Siddeley Genet engine would be ready to take par 
in the Lympne trials. The general impression seemed to be 
that entrants would not receive their engines until about thret 


- days before the competition. 


Therefore it is satisfactory to record that all Genets havi 
been delivered and one at least has taken the air. 

The Avro Avian, fitted with a Genet, was tested on Sunday 
by Mr. Bert Hinkler and on Monday with a heavy passenge! 
and full load it made an extended flight, getting off th 
ground in twice its own length. It alighted in the style mad¢ 
popular by box-kites, twelve years before Pterodactyls anc 
Auto-giros were imagined. 

The Genet started easily and ran well both throttled dowt 
and at full throttle. It resembles a baby Lynx. The par 
ticular specimen weighs 166 lbs. and develops 71 h.p. 


THE BOURNEMOUTH MEETING. 

The Royal Aero Club announces that it has distributed the 
following prizes in connection with. the Bournemouth An 
Race Meeting held on Aug. 21 and 22, 1926 :— 

D. A..N. Watt, £100; London Aeroplane Club, £80; W. L. 
Hope, £65; A. S. Butler, £50; G. de Havilland, £45; The 
Royal Aircraft Establishment Aero Club, £39; Mrs. 
Eliott-Lynn, £20; The Midland Aero Club, £20. 

As usual, that wonderfully auriferous vein in the Aerc 
Club’s prize-mine known as the Wakefield Lode has bee? 
tapped for the major prizes. But the Club’s millionaire 
Patrons and Vice-Presidents and what-nots have, also as usual, 
failed to show a pay-streak. At any rate, all that is yellow 
not gold. 
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Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. 
Designers and Constructors of ‘““MARTINSYDE” Types of Aircraft. 
Designers and Constructors of ‘“‘CIRRUS” Aero Engines. 

120/140 h.p. ““AIRDISCO” Aero Engines, 

300/330 h.p. ““NIMBUS” Aero Engines. 


A.D.C. SUCCESSES. 


At Bournemouth Air Race Meeting, August 21st and 
22nd, A.D.C. “CIRRUS” and “NIMBUS” Aero 


Engines obtained Q WINS out of |() EVENTS. 


Ce erie EN Te SUCCESSES ARE -—= 
rst KINGS CUP AIR RACE, 1926. 


ALD:C, CIRRUS” engine in D.H. ‘““Moth.’’ Pilot: Capt. H. S. Broad. 


Ist AUSTRALIAN AIR DERBY, 1926. 


fD.C: CIRRUS"= engine in’ D.H:. “Moth.” Pilot: Alan J. Cobham. 


Wes A.D.C) Se CIRRUS “engine has’ been’ ‘adopted by 


PEE es oUXSENGLISH LIGH Fb AEROPLANE. CLUBS, 
eA S bheALvANS ALK SFORGE- 

Ea Sie eRe eS bA TE eARROSCLUBS: 

CHES AUSTRALIAN ABEROCLUBS: 


@lC., tc, 


For particulars, apply to the designers and manufacturers :— 


ele) Cree hs Cl AK ii ae. 


REGENT HOUSE, 
89, KINGSWAY, LONDON, W.C.2. 


Retest, Works and Aerodrome—CROYDON AERODROME, Be 
: FS ae 2 s 
Regent 6240, WADDON, SURREY. Pen Ch te 5, 


KINDLY MENTION ‘ THE AEROPLANE’? WHEN CORRESPONDING WITH ADVERTISERS. 
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THE ROYAL AIR FORCE. 


The London Gazette. ? : 
ug. 20 


GENERAL DuTIES BRANCH.—The following Plt. Offs. are promoted to 
the rank of Flg. Off.:—G. D. Harvey (May 15); J. H. McN. Campbell 
(June 17); P. McK. Terry (June 17). The following are transferred to 
the Reserve :—Crass A.—Fit. Lt. C. Jackson (Aug. 23). Cuass C.—Flg. 
Off. D. G. Pinnell (Aug. 21); Fle. Off. A. M. Rowe (Aug. 21) 

The S.S. comn. of Plt. Off. on probation A. H. Campbell-Horsfall is 
terminated on cessation of duty (Aug. 14); Plt. Off. A. E. Hamilton 
resigns his S.S. comn. (July 8). 

ACCOUNTANT BRANCH.—PIlt. Off. on probation T. P. E. Campbeli is con- 
firmed in rank and promoted to the rank of Flg. Off. (Aug. 10). 

MEpIcAL BRANCH.—Flg. Off. J. Parry-Evans is granted a perm. comn. 
in this rank (Aug. 25). 

RESERVE OF AIR FORCE OFFICERS.—The following are granted comns. 
on probation in the General Duties Branch in the ranks stated :-— 
Ciass A.—Flg. Off. J. R. Foster (Aug. 24). Crass A.A.—Plt. Off. P. D. V. 
Hackett (Aug. 11) 

The following relinquish their comns on completion of service :—- 
Fig. Off. I. R. Cox (Apr. 20); Fit. Lt. F. G. Saunders, M.-C. (Apr. 20); 
Pit. Off. Ri is Rywins) (Junesio)s Rt. Lic. Hae voung. Mobos (iulvaacsie 
Fig. Off J. H Huxley, D.FC. (Aug. 4); Pls. Off. Hi. W. Owen (Aug. =) 
Flg. Off. P. T. Hubbard (Aug. 21). The comn. of Pit. Off. on probation 
W. Dougall is terminated on cessation of duty (July 28). 

PRINCESS Mary’s R.A.F. NURSING SERVICE.—Miss K. M. Beall resigns 
her appointment as Staff Nurse, acting Sister (Aug. 13). 


Appointments. 


, Week ending Aug. 30. 

GENERAL DUTtEs BRANCH.—Squadron JTeaders W. V. Strugnell, M.C., 
to No. 21 Group H.Q., West Drayton, 1/9. D. Stewart, M.C., A.F.C., to 
Armament and Gunnery School, Eastchurch, 23/8. H. S. Powell, 
M.C., to H.Q., Coastal Area, 9/8. C. H. Elliott-Smith, A.F.C., to No. 56 
Sadn., Biggin Hill, 15/8. E. D. Atkinson, D.F.C., A.F.C., to No. 25 
Sadn., Hawkinge, 24/8 A. P. Maurice, D.F.C., to Night Flying Flight, 
Biggin Hill, 22/7. K. H. Riversdale-Elliot, to School of Army Co- 
operation, Old Sarum, 12/8. 

Flight Lieutenant J. G. Horne, to R.A.F. Depot, Uxbridge (Non- 
effective Pool), 1/8. 

Flying Officers J. D. I. Hardman, D.F.C., to-No. 16 Sadn., Old 
Sarum, on transfer to Home Hstab., 22/9. R. W. EH. Bryant, to No. 5 
F.T.S., Sealand, 6/8. F. W. W. Wilson, to M.A.E.K., Felixstowe, 1/0. 
H. L. Beatty and (Hon. Fit. Lt.) G. N. Carroll, to No. 480 Flight, 
Calshot, 1/9 H. S. C. Vaughan, M.C., to remain at No. 7 Sqdu, 


7 df 
Bircham Newton, instead of to Armament and Gunnery School as 
previously notified. R. Y. Eccles, to remain at No. 111 Sqdn., Duxford, 
instead of to No. 5 F.T.S. as previously notified. C. J. Clark, to R.A.F. 
Depot, Uxbridge, on transfer to Home HEstab., 30/7. 

Mepica, BRANCH.—Flying Officer FE. <A. Rice, M.B., to Research 
Laboratory and M.O.S. of I, on appointment to a S.S. Comn., 16/8. 

STORES BkancH.—-Fliight Lieutenants G. F. Law, to R.A.F. Deput, 
Uxbridge, on transfer to Home Hstab., 6/8. W. A. Glasper, to Air 
Ministry (D. of E.), 1/9. 

ACCOUNTANT BRANCH.--Flying Orficer J. Charles, to H.Q., Egypt, 13/8. 
Pilot Officer R. J. Wishlade, to No. 7 Sadu., Bircham Newton, 19/8. 
A Fatal Accident. 

The Air Ministry regrets to announce that as the result of 
an accident near Worthy Down, Winchester, to a Vickers 
Virginia, of No. 58 Squadron, Worthy Down, on Aug. 23, Pit. 
Off. Hugh James Fitzgerald Kempthorne, the pilot and sole 
occupant of the aircraft, was killed. 

[A report in The Times of the evidence at the inquest, stated that 
this was Mr. Kempthorn2’s ‘first flight in sole charge of a machine.” 
This seems unbelievable, for nobody would be allowed to do his first 
solo in such a huge machine, with so many complicated contro:s. 
But, even so, an explanation is needed as to why an obviously inex- 
perienced pilot was allowed to fly.a big bomber without a second (and 
experienced) pilot to take control in case of necd.—c. G. G.1 


; Army Co-operation. 

In an article on Army Training in The Times of Aug. 27 
a military correspondent writes :— 

The umpiring, under the Chief Umpire (Colonel A. P. Wavell), was a 
special feature of the operations. It goes a long way towards solving 
the difficult problem of giving due credit to artillery fire, but it in- 
volves the use of more aircraft than the R.A.F. may be able to spare 
In some commands. A board, like a cricket score-board, placed on the 
ground at the gun position, shows the exact location, by co-ordinates 
on the map, of the target engaged. The nature hoth of the target 
and of the projectile employed is also indicated by ground signals. 
These are easily read by umpire’s airmen, who carry off the news 
at once and drop messages at the closest umpire (recognised by his 
white cap-cover) to the target. I watched the system at work, and it 
is the nearest approach—in such a battle area—to solving a difficult 
problem for which no solution could be found during last year’s train- 
ing and manceuvre season. 


The air work seemed to me to be excellent. It was watched } 
Air Commodore Pitcher, who is now in charge of the group of 4 
squadrons co-operating with the Army, Wing Commander Barratt bein 
in command of the squadron that provided the co-operating machin 
on this occasion. 


The Fleet Air Arm. 

The Times of Aug. 30 states :— 

When it appears from a report of a medical board that an offic; 
of the Royal Navy or Royal Marines attached to the R-A.F. for servi 
with the Fleet Air Arm is permanently unfit for full flying duties, , 
unlikely to be fit for such duties within the period of attachmen 
the Air Ministry will arrange with the Admiralty for the offic 
to be surveyed by the naval medical authorities with a view to dete 
mining his fitness for gencral naval duties, in order that his dispos 
may be decided upon. 

When an officer still requires medical treatment at the terminatic 
of his attachment he will normally be disposed of to the nearest nay 
hospital as soon as he is fit to travel, but exceptions may be made | 
this rule, states a new fleet order, if such transfer would aggraya 
his condition, or if it appears that he would be benefited by remai 
ing under Air Force treatment. 

[Well! Anything would be better than treatment at th 
average Naval hospital by Naval farriers. In fact, in the phra; 
‘« will normally be disposed of to the nearest Naval hospital 
the word at might well be used instead of to—apart from th 
appalling Admiralty grammazr.—ED. | 


An Admiralty Appointment. 

The Daily Telegraph of Aug. 24 states :— 

Captain C. P. Talbot, D.S.O., commanding the aircraft-carrier Herm: 
Mediterranean Fleet, has been selected as Head of the Naval Air Se 
tion, Admiralty Naval Staff, in succession to Captain T. F. P. Calye 
IDESW Oy 


The Imperial Defence College. 


Vice-Admiral Sir Herbert Richmond, K.C.B., has bee 
nominated to be the first Commandant of the Imperial Di 
fence College. 

Vice-Admiral Sir Herbert Richmond has been Commande 
in-Chief, East Indies Station, since 1923. From 1909-12 I 
commanded the Dreadnought, the Furious, and the Vindictiy, 
He was Assistant Director of Operations from 1913 to 19) 
and liason officer with the Italian Fleet in r1o15. 

He commanded the Commonwealth, the Conqueror, and tk 
Erin in the Grand Fleet and was appointed Director of Sta 
Duties and ‘Training in 1918. 

He was President of the R.N. War College, Greenwicl 
from 1920 to 1923. 

Seven Years. 

In September, 1919, a considerable number of officers i 
the R.A.F. on the completion of their temporary War Servic 
were appointed to Short Service Commissions for seven yeal 
on the active list. 

A certain number of these officers have been awarded Pe! 
manent Commissions in the meanwhile. But it now remain 
to be seen, in September, 1926, how many of these yaluabl 
officers who saw service in the War 1914-18 and have see 
service in those other theatres of war in which the R.A.F 
has operated since 1918, will be allowed to pass into th 
Reserve. 

The point of view of the Air Ministry that a large reseéry 
of Air Force officers must be maintained is quite compreher 
sible, but at the same time it seems bad policy to deprive 
young Service of a number of the War-time pilots who buil 
up the fighting traditions of the R.F.C. 


R.A.F SPORTS AND PASTIMES. 
The Halton Aero Club. 


The fact that one of the entries for this year’s light aero 
plane competition at Iympne stands in the name of the Hal 
ton Aero Club has brought to light the fact that there 18 4 
No. r School of Technical Training, R.A.F., what is certainl 
one of the largest aero clubs in the country. 

The Halton Aero Club was formed about nine months agi 
with the object of increasing the interest in their work 0 
the Aircraft Apprentices at the School, and also of improyin{ 
the liason between branches of the staff by providing a com 


AT SINGAPORE.—H.M.S. ‘“‘ Hermes,’ 
the ugliest ship afloat and the first 
vessel specially designed by the 
Admiralty as an aircraft carrier. She 
has a displacement of 10,950 tons and 
her complement includes 130 R.A.F. 
personnel and 20 aircraft. She has one 
long flying deck with single funnel, 
tripod mast and all superstructure 
carried right over on her starboard 
beam. She has been at Singapore for 4 
long time while her aircraft have been 
doing photographic surveys of the 
country round for our Naval Base. 
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HE Boulton 

& Paul Bugle. 

Entirely of Metal 
Construction. 


The Boulton & Paul Bugle in combat 


| 
| 
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mon interest in the application to practical ends of their 
various spheres of activity. It is the object of the club to 
design and build aircraft and to enter them in such competi- 
tions as are open to them, 

The Club has now over 1,100 members, and funds are raised 
by the issue of 5s. and 2s. 6d. shares. The apprentices them- 
selves have already voluntarily subscribed over £170 in this 
way. 

The H.A.C. 1, which it is hoped to complete in time for 
the Light Aeroplane Competition beginning on Sept. 10, has 
been designed by the school educational staff, and built by 
the apprentices in the school workshops under the super- 
vision of their instructors. It is difficult to conceive of any 
better method of inducing an intelligent interest on the 
part of the Halton apprentices in the art of aeronautical en- 
gineering than this. And it is very much to be hoped that 
the Club’s first machine will prove to be as highly successful 
an effort as were the machines similarly produced at Cran- 
well and the R.A.E. 

The Club has as its President Air Vice-Marshal C. lL. Lambe, 
C.B., C.M.G., D.S.O., Commandant of the School. iMate 
Honorary Secretary is Mr. A. C. Kermode, and Flg. Off. 
C. H. Latimer Needham is Hon. Treasurer. 


The R.A.F. Swimming Association. 
The final results of the London District (R.A.F.) Swimming 
Championships were as follows :— 
Relay Race.—Winner, Biggin Hill, Time 77 
and Uxbridge tie 


secs. Second, Northolt 


Plinging.—Winner, Uxbridge (Flg. Off. Lee), Distance 47, ft. 9 ins. 
Second, Coastal Area H.Q. (Cpl: Ham). 

Diving.—Winner, Biggin Hill (AC.2. Richards). Second, Uxbridge 
(Flg. Off. E. G. Whinney). 

100 Yards.—Winner, Kidbrooke (AC.2. Letchford), Time, 68 3/5 secs. 


50 Yards.—Kidbrooke (AC.2. Letchtord) and Northolt (I,-AC. Wykeham- 
George) Tie. 30 secs. 


Inter-Service Cricket. 

The cricket match between the Royal Navy and the Royal 
Air Force was played at Portsmouth on Aug. 23 and 24, and 
resulted ina draw. ‘The scores were :— 

Royal AIR Force.—Wing Cdr. Blount c Bartley b Rae 59, b Jameson 
13; Sq. Ldr. Livock b Rae o, not out 17; Sq. I.dr. Roberts b Brooks 395 
Sq. Ldr. Leacroft c Rae b Brooks 24; Flt. It. Boumphrey st Bartley b 
Cochrane 53, c Bartley b Brooks 33; Fit. Lt. Wigglesworth b Brooks o; 
Pit. Off. Holmes c Bartley b Rae 48, b Gornall 23; Flg. Off. Marson c 
Bartley b Rae 6, ¢ Rae b Cochrane 20; Plt. Off Kellet, lbw b Brooks 
o; Pit. Off. Utley b Brooks 18; L.-AC Jennings not out 4. 

Byes, ctesuo aides 

Total (first innings), 257. Total (second innings) (four wickets), 111. 

Roya, Navy.—Comdr. S. S. Bonham-Carter c Blount b Utley 17, not 
out 46; Tt.-Cmdr. B. C. Brooke st Livock b Blount 12, b Blount 9; It.- 
Cmdr. E. lL. D. Bartley c Livock b Blount 16, c Livock b Jennings 78; 
Maj. R. A. D. Brooks, R.M., st. Livock b Blount 33, b Roberts 5; Lt. 
J. P. Gornall b Blount 8, c Jennings b Blount 2; It. S. Boucher c Utley 
b Blount 106, c Marson b Blount 8; Lt. R. J. Shaw lbw b Blount 40D 
Utley 2; Lt. K..Hunt, R.M., lbw b Roberts 2, b Roberts 4; Pmstr-Lt. 
C. H Rae st Livock b Utley 2, not out 36; Mdshn J. F. Cochrane not 
out 3; Mdshn. T. G. C. Jameson c Jennings b Blount 9, c Jennings b 
Utley T€. 

Byes, ete, 7 and 22, 

Total (first innings), 256. 
and innings declared closed. 


Total (second innings) (eight wickets), 223, 


AIR DISARMAMENT. 

The Morning Post Correspondent in Geneva in a message 
dated Aug. 26 states :— 

The question of air disarmament was reduced to an absurdity to-day 
at the Preparatory Commission’s meeting when the French forced the 
passage of a proposal whereby all civilian aircraft as well as all per- 
sonnel, including civilian pilots, sportsmen, mail flyers, and the entire 
personnel, including men, women, and children employed by aviation 
industries, should be included among the factors which go to deter- 
of countries. 


mine the air war strength 


The resolution which brought from the British and the Americ 
representatives a categorical refusal of acceptance, was adopted tf 
ir votes to 6, with Spain, Holland, and Germany joining the oppositio) 
and Japan and Chile abstaining. 

The British and Americans announced that they would reser 
the right to submit a third minority report, the others having result: 
from decisions respecting naval and international control question 
The divergencies between the Frenca bloc and the English ay 
Americans lave reached a state in which the bitterest polemics ar 
sarcasm are features of every session. 


THE MONGOL MENACE. 


Gradually the daily newspapers are awaking to the Ru 
sian (Japhetic) menace which this paper has been preachin 
for the past five or six years. The Morning Post has recentl 
published a great deal (including much nonsense) about th 
Soviet Air Fleet. But now The Daily Telegraph, a most soli 
and unemotional paper, has produced certain informatio 
which is really of value because, instead of raising an alan 
about impossible fleets of aircraft, it discloses certain defimit 
facts concerning the human element behind the Oriental aii 
alliance, and indicates the psychological momentum which } 
moving the nations concerned. 

The Telegraph’s Riga correspondent, who deserves to b 
complimented on recognising the significahice of the even! 
sent the following message on Aug. 26, and if was publishe 
on Aug. 28 :— 

Rica, Aug. 26. 

A banquet has been given in honour of aviation workers of the Sovis 
Union, Turkey, Persia, and Afghanistan, by the Soviet Societ 
“ Aviakhim ’—i.e., the Friends of Aviation and Chemical Defence—, 
which were present Araloff, a member of the Council of the Foreig 
Commissariat, Unschlicht, the deputy of the President of the Revol 
tionary Military Council; Baranoff, the head of the Soviet Aviation 
Teimur Khen, the Persian Minister; and the Turkish and Afgha 
Ministers. ; 

Unschlicht, in greeting the representatives of Persia, Afghanistar 
and Turkey, said that Soviet aviation did not only aim at defendinj 
the country, but also tried to establish good friendship between th 
nations bordering on the Union. They wished Persia, Afghanistan 
and Turkey to make good progress in aviation, and so be brough 
into closer relations on the cultural field. He was sure that th 
aviators of the eastern countries would fly to Russia, and that the 
would be received with the same cordiality as the Russian aviator 
were during their flights. 

Baranoff thanked the representatives of ‘Turkey and Persia fo 
the cordial reception of the Soviet aviators at Angora and Teherau 
We reminded his audience that the first flight to foreign countrie} 
had been made by Megeraup in 1923 to Afghanistan, where he wa 
sincerely welcomed, and said that Russia expected a return visit. 

The Persian Minister, in reply, said that the visit of the Russia 
aviator had helped to develop friendly relations between the tw 
countries. ‘ We eastern nations,” he said, “are looking with eye: 
full of hope to Russia, and await from there aid in making our counitr 
prosperous. We hope to attain the position which we deserve wit! 
the help of the Soviet Union.” 

Zekki Bey, the Minister of Turkey, stated that the activity o 
the “ Ayiakhim’”’ had played an important part in the establishmen| 
of cultural relations between Russia and her neighbours. The Soviel 
aviators who visited Angora roused a real enthusiasm among all classé 
of society. The success of Soviet aviation was regarded as their ows 
because Russia was a sincere friend to Turkey. The neighbours of the 
Union would follow the latter’s example, and would endeavour t 
develop their own aviation. | 

The Chargé d’Affaires of Afghanistan, Rakhimulla Khan, expressed 
his admiration at the success of Soviet aviation, and stated that the 
Afghan aviators who were being trained in Russia would contribute 
to strengthen the ties between the two countries. j 

One may add that the Russians and Turks are definitely 
square-heads; that though the true Afghan (or Pathan) is as 
definitely Nordic, there is a strong Tartar admixture in Af 
ghanistan ; and that the Persians are a weak long-head people 
of Semitic origin who can be used by a Tartar minority for 
their own purposes.—c. G. G. 


EET 


FLEET CO-OPERATION.—The R.A-F. 
racing whaler’s crew of No. 444 Flight 
on board H.M.S. ‘“ Vindictive,” at 
Wei-hai-wei. This crew, drawn from 4 
Unit only 18 strong, won the Artisans’ 
event out of eight starters, in the 
Whaler’s race, in the Annual China 


Squadron Regatta on July 29 and 30. 


The names, from left to right, are :— 
L-AC. Percival (Stroke), L-AC. Worth, 
L-AC. Keast, Mr. Phillips, Commis- 
sioned Gunner (Coach), AC.1. Killick 

(Cox), L-AC. Cawte, Sjt. York. 
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Telephones : 
No. 3061-2-3-4 CHELTENHAM. 
No. 3835 MUSEUM, LONDON. 


Cables & Telegrams: 
“GLOSAIRCRA,” CHELTENHAM. 
“GLOSAIRCRA,” WESTCENT, LONDON. 


ALL METAL 
CONSTRUCTION 


All Gloster types 

can be supplied 

in metal or wood 
to 

meet requirements 


Performances 
guaranteed. 


THE GLOUCESTER SHIRE AIRCRAFT Co. Lid 


SUNNINGEND WORKS BROCKWORTH WORKS AND 
CHELTENHAM. AERODROME. 


GLOS. 
LONDON OFFICE: 49 RATHBONE PLACE, OXFORD STREET, 
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THE FLYING CLUBS. 
The London Aeroplane Club. 


Report for week ending Aug. 209. 

The total fiying time for the week was 56 hrs. 20 mins. 

The following members had flying instruction:—Miss O’Brien, 
H. Petre, T. W. Eady, R. L. Portway, M. P. Susman, Col. Farfan, 
G. Black, H:. Solomon, B. B. Tucker, E. K. Blyth, G. C. Bonner, 
D. Usher, J-S: Boult, D, PP: H. Esler, Re C, Woodcock, R.A. St. John, 
QO, H: Best, A. J. Richardson, HH. R. Presland; Ei Fy WishtwC. Te 
Tutt, T. C. Angus, KE. D. Moss, J. C. Crammond, G. Lyon, R. Malcolm, 
A. Ty, AS Petty, Cy Bs Murrell, SyC. eiifords we As deinoarcemves Ee 
Doree, P. F. England, H. Wood, D. L. Stalley, A. Lees, G. M. Hall. 

The following members flew solo:—N. J. Hulbert, H. Petre, G. H. 
Craig, E. E. Stammers, E. S. Brough, A. Lees, A. G. D. Alderson, 
B. B. Tucker, W. Hay, E. K. Blyth, O. J. Tapper, G. N. Warwick, 
Miss O’Brien, E. D. Moss, R. Malcolm, J. S. M. Michie. 

The following were given joy-rides.—B. D Waugh, D. C. MacLachlan, 
F. Yates Brown, Miss Fletcher, G. W. West, I. D. Lloyd, L. G. Valpy 

[There is a certain humour in H. Petre having flying instruction. 
Major Petre was one of the earliest Brooklands pilots, having built 
his own machine there in 1910. He went to Australia as instructor 
to the Australian Army in 1913. And he commanded No. 1 Squadron 
of the Australian Flying Corps, the first British flying unit in 
Mesopotamia, during the early part of the War 1914-18 in that 
area. Further, Mr. T. C. Angus, also under instruction, happens to 
have been awarded the Distinguished Flying Cross.—c. G. G.] 

The Lancashire Aero Club. 

Report for week ending Aug. 20. 

Owing to bad weather flying has been possible on only four days. 
Machines in use, LV and M-Q (Moths) and OK (Avro-Renault). 

Mr. Stack gave instruction to Messrs. Costa 5 hrs. 10 mins., Honney- 
ball rt hr. 45 mins., Wade 1 hr. 35 mins., Heys 1 hr. 10 mins., Collinson 
1 hr. 10 mins., Crossthwaite 1 hr 10 mins., Fallon x hr. 5 mins., Nelson 
40 mins., Pitman 49 mins., Goodyear 35 mins., Patteaux 30 mins., 
Foxcroft 30 mins., Gerrard 25 mins., Barker 10 mins., Ieeming ‘10 
mins. Total 17 hrs. 10 mins. 

Mr. Cantrill gave instruction to Miss Brown 1 hr. 10 mins., Messrs. 
Honneyball 20 mins., Scholes 15 mins. Total xr hr. 45 mins. 

Mr. Scholes gave instruction to Mr. Marsland 20 mins. 

Solo flights by Messrs. Leeming 5 hrs. 5 mins., Michelson 2 hrs. 
10 mins., Wilkinson 2 hrs., Agar r hr. 45 mins., Goodfellow 1 hr. 45 
mins., Hardy 1 hr., Pitman 35 mins., Goodyear 15 mins., Cantrill 10 
mins., Williams 10 mins. Total solo 14 hrs. 45 mins. 

Tests occupied 2 hrs. 1o mins. 

The following had joy-rides with Messrs. Stack, Goodfellow and 
Leeming :—C. Agar 1 hr. 50 mins., P. Heys 1 hr. 10 mins., H. Tatter- 
sall 35 mins., Miss P. Nuttall 25 mins., A. Goodfellow 20 mins., Miss 
N. Roberts 20 mins., Mrs. R. Williams 15 mins., I. Bradley 15 mins. 

Totai time flown in week 37 hrs. 5 mins. 

Mr. Pitman, who is also a member of The I.ondon Club, made his 
first solo on Thursday. Mr. Pitman learned to fly in 1919, but has not 
flown since, except for a little “dual”? in the last weele or so. 
A cross-country trip to Southport was made on Wednesday. 


The Newcastle-upon-Tyne Aero Club. 

Report for week ending Aug. 20. 

The total amount of flying carried out during the week was 32 hrs. 
45 mins.—29 hrs. 35 mins. on LY and 3 hrs. ro mins. on LX. The 
latter was again put on service on Sunday morning. 

Dual 2t hrs. 40 mins. Solo 8 hrs. 4o mins. Passenger (with Mr. 
Parkinson) 2 hrs. 15 mins. ‘Test ro mins. 

The following members flew under instruction during the week :-— 
Sir Joseph Reed, Messrs. Middleton, Shaw, Gilmore, BrWCey an ie 
Kennedy, E. C. Kennedy, Turnbull, Stawart, Prendergast, Palmer, 
J. M. Davidson, V. S. Davidson, Whitfield, H. Ellis, Miesagaes. 
Secondary Dual Dr. H. J. B. Dixon. 

The following flew solo and with passengers:—Mr. H. H. Leech, 
Dr. Dixon, Mr. C. Thompson (with Mrs. Heslop, Miss Storey and Mr. 
Campbell), Mr. W. Raxter Ellis (with Miss Ainley, Mr. H. Ellis and 
Mr. J. G. Edmundsen), Mr. P. F. Weppell (with Mr. Ogdon), Mr. 
I, Smith, Mr. F. Howard Phillips (with Mr. A. Bell), Mr. N. S. Todd 
(with Mr. Synge and Mr. Goodbody). 

Passengers who flew with Mr. J. D. Parkinson :—Mrs. Gilmore, Miss 
E. Bruce, Miss Haig, Mr. Priestley and Mr. Parker. 

THE First ANNUAL FLYING MEETING.—-A very satisfactory number of 
entries has been received for the Club’s Meeting on Sept. 4. They 
include those of the following :— 

Mrs. Eliott Lynn, Air Commodore J, G. Weir, whose machine will 
be flown by Mr. A. N. Kingwill, Mr. L. lL. Irvin, Mr. Broad, who will 
fly the King’s Cup Moth, and Mr. Courtney, who will pilot the 
Nimbus-Martinsyde entered by I.t.-Col. MO. Darby. 

The London Aeroplane Club have entered one machine which will 
be flown in several events by Mr. F. GC. M. Sparkes and Mr. R. 
Malcolm, and Mr. E. D. Moss will fly as passenger with Mr. Sparkes. 
i The Yorkshire Aero Club are sending both of their machines, put 
it is not known yet who will be the pilots. The Club is very grateful 
for the support of the Iondon and Yorkshire Clubs and regrets very 
much that the Lancashire Club cannot send a machine. : 

The Officer Couimanding Royal Air Force Training Base, I.euchars 
has very kindly arranged for a Flight of Fairey Flycatchers to attend, 
and two Hawker Woodcocks, which will be visiting Cramlington at 
this time, will be seen also. é 
eelhe Newcastle and District Motor Club have arranged a _ very 
interesting series of events in which members will take part riding 
motor-cycles. 
; There will not be a dull moment throughout the meeting and there 
is promise of complete success. 


The Midland Aero Club. 

Report for week ending Aug. 28. 

The total flying time for the week was 20 hrs. 32 mins. 

The following members received flying instruction from Mr. 
McDonough :—E. T. Beard, C. Fellows, A. R. Gibbons, C. Burrows 
S. H. Smith, J. Brinton, H. Smith, H. Willis, H. Beamish. f 

The following members made solo flights :—E. J. Brighton, H. Willis 
GG Perry eR i. lacksons : ‘ ~ 


Three test flights took 35 mins., two passenger flights 30 mins, 

On Monday Mr. McDonough flew from Bournemouth to Castle 
Bromwich on EBLT. 

Tuition is closing down from Wednesday, Sept. 1, till Wednesday, 
Sept. 15, to enable the Staff to take a well-earned holiday. 

Considerable progress is being made in reconditioning the hangars 
and buildings on the aerodrome for occupation again, and it is 
expected that the Club will move into their new quarters during the 
next fortnight. 

The Hampshire Aeroplane Club. 

Report for week ending Aug. 28. 

This week has been very gratifying indeed to all connected with the 
Club, as the total flying time exceeded 22 hrs. 

For a newly formed Club possessing at the moment only one in- 
structor, this is a really yood performance, and is testimony to the 
untiring energy of Mr. G. I. Thomson. 

Total Flying Time, 22 hrs. 12 mins.. Instruction Flying, 21 hrs, 
I2 mins:; Passenger Flying, 1 hr. 

The following members received instruction flights :—Miss Homie 
I hr. 15 mins., Maj. Jenkins 2 hrs. to miins., Lt. Trait, Renee 
17 mins., Lt. Graham, R.N., 1 hr., Wing Cdr. Wyllie 35 mins., Fle. Off 
Clarkson 10 mins., Messrs. Fry 2 hrs., Dobson 1 hr. 32 mins., Bound 
r hr. 30 mins., Keeping 1 hr. 30 mins., Simmonds 1 Hr. 32) animem 
Nicholson 55 mins., Dickson 30 mins., Stokes 25 mins., Heathcote 45 
mins., Bowen 32 mins., Perfect 32 mins., Henderson 32 mins., Fowler 
25 mins., Kerry 22 mins., Southcliffe 15 mins., Mansbridge 15 mins, 
3ishop 47 mins., Burry 12 mins., Heathcote 12 mins., Sanderson 10 mins. 

The following members received passenger flights :—Miss Dobson 
I2 mins., Miss Fry 12 mins., Mrs. Thomson 15 mins., Professor J. ©. 
Thomson 10 mins. 


Absentee Aeroplanes. 
Cricklewood, Aug. 30. 

Sir,—With reference to the remarks in your issue of the 25th om 
the question of whether the newly founded Aeroplane Clubs closing 
down instruction and attending the Bournemouth Flying Meeting was 
justified,—I think yon will agree that had it not been for the ‘‘ Moth 
Clubs'” attendance the meeting would not “have been so successful. 

Looking through a list of the names I should imagine that more than 
half of the pilots that flew at the meeting were attached to the newly 
founded clubs and many entirely trained by them. In case of the 
London Aeroplane Club the two instructors, and I believe nine or 
ten of its members, took part either in the racing, or in the journey 
there and back by air, thus giving its members a racing and a cross- 
country experience which should prove most valuable. Incidentally 
the weather in town happened to be quite unfit for Instructional 
purposes 

From the records at the Club (I,ondon) it appears that the flying 
time accomplished by its members at the week-end at Bournemouth 
was well up to the standard, and I also find that this standard has 
enabled the club to finish its first year with over 1,200 hours of flyimge 
or just over an average of roo hours a month and this notwithstanding 
the fact that during the greater portion of this period no more than 
one machine was available. 

I am confident that the pilots did not go to Bournemouth for any 
other reason than in the highest interests of aviation, and I sincerely 
hope that your comments will not have the effects of causing clubs 
to abstain from supporting further meetings I personally think that 
such meeting are a distinct benefit to aviation in that its possibilities 
are more directly brought before large bodies of the public than 
by any other means. 


(Signed) “ A LONDON CLUB MEMBER.” 

[One agrees with the statements of fact in the foregoing letter. But 
the remarks to which it refers concerned matters of principle. The 
Clubs were not subsidised by the Air Ministry to provide attractions 
for air-race promoters, nor to give cross-country and racing experience 
to a minute minority of the members. They were founded to give 
opportunities of individual flying to the greatest possible number of 
the members. And if the machines are taken away week-end after 
week-end to race-meetings, and to the Pageants, Displays and what 
nots of other Clubs, then the machines are not being used for the 
benefit of the majority of the members. 

Naturally one is all in favour of racing and of inter-club meetings 
and of cross-country tours and so forth. But the requirements of the 
majority of club members come first. One merely wanted to know 
whether the majority of club members had been consulted before the 
Committees of the various clubs allowed the machines to be taken 
away just at the times when most members might be expected to 
want to use them.—c. G. G.] 


ROYAL PATRONAGE. 

His Majesty the King of the Belgians has granted his 
High Patronage to the International League of Aviators, aml 
Association which was founded last spring by the co-opera- 
tion of the Vieilles Tiges and the Pionieri Italiani Dell’ Aero- 
nautica, the French and Italian pre-War aviators’ societies. 

The King of the Belgians was the first Sovereign to own 
an aeroplane. 


GERMAN AIR LINE EQUIPMENT. 


The following list shows the present equipment of the 
Deutsche Lufthansa A.G., the German air line company re 
sulting from the amalgamation of the Deutscher Aero Lloyd 
and Junkers Luftwerkerhr AG. :—Nine Dornier Komet IIIs 
(Rolls-Royce Eagle), two Dornier Komet IIs (Rolls-Royce 
Falcon), four Dornier Wals (two Rolls-Royce Eagles), six- 
teen Fokker F.IIIs (Rolls-Royce Eagle), nineteen Fokker 
F.IIs (Siddeley Puma), two Albatros L.73s (two B.M.W.IV), 
one Albatros L.59 (Rolls-Royce Falcon), forty-eight Junkers 
F.13s_ (B.M.W. or Junkers), nineteen Junkers G.24s (three 
B.M.W. or Junkers), ten Junkers A.20s (B.M.W. or Junkers), 
and three Junkers K.16s (Siemens radial), making a total of 
33 aircraft of 11 different types. 
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TARO WABID)  1GWAVEUBILLACTE VC 


ROLLS: ROYCE 


WATER-COOLED AERO ENGINES 


THE FIRST AND BEST IN 
THE WORLD 


SEVEN YEARS AGO Rolls-Royce Aero Engines in a Handley- 
Page Aeroplane flew ‘from ENGLAND 
to INDIA (Karachi), (5,556 miles). 


SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew the NORTH AT- 
LANTIC (1,890 miles non-stop). 


SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew “from ENGLAND 
to AUSTRALIA (11,500 miles). 


SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew from ENGLAND 
to SOUTH AFRICA (6,281 miles). 

FOUR YEARS AGO Rolls-Royce Aero Engines in a Fairey 
Seaplane flew across the SOUTH AT- 
LANTIC (3,800 miles). 

TWO YEARS AGO Rolls-Royce Aero Engines in a Fairey 
Seaplane flew ROUND AUSTRALIA 
(9,800 miles). 

TWO YEARS AGO A Rolls-Royce Aero Engine in a Fokker 
Aeroplane flew from HOLLAND to the 
EAST INDIES (10,000 miles). 

ONE YEAR AGO A Rolls-Royce Aero Engine in a Handley- 
Page Aeroplane flew from BRUSSELS to 
the BELGIAN CONGO (5,084 miles). 


MO kOyeE LIMITE D 


Mews CONDUIT STREET CONDONE “Wet 


Telegrams: Rolhead, Piccy, London Telephone: Mayfair 6040 (4 lines) 
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EXPLAINING A PARACHUTE STUNT. 


Newspaper paragraphs and photographs in the daily Press 
have made much of late of what is supposed to be an epoch- 
making invention by one Harry Douchett, Chief Machinist’s 
Mate in the U.S.Navy. This alleged invention consists of a 
parachute which when released supports the whole aeroplane, 
complete with personnel. And it is reported thata Us: 
Navy Reserve pilot, Mr. R. F. Oelze, successfully tested a 
parachute of this nature. i 

It is said that the pilot shut off his engine, released the 
parachute, and that the machine landed 67 seconds later 33 
miles to the west of the starting point. The further state- 
ment is made that the pilot, aeroplane and equipment weighed 
1,800 lbs. and that.‘‘ the only damage was a broken under- 
carriage and a snapped propeller blade.” 

Three-and-a-half miles in 67 seconds represents a speed of 
approximately 180 miles an hour. Hither there must have 
been a hurricane blowing or else the gliding speed of the 
machine with the parachute must have been very much higher 
than the gliding speed of any known machine without a 
parachute. So one assumes that the figures are wrong. 

In any case, the idea is quite old, and, apart from that, 
it is useless. Therefore readers of this paper who may be 
assailed, as one has been oneself, with questions as to why 
the Air Ministry does not equip all its aeroplanes with para- 
chutes’and so save the machines as well as the crew, may 
be glad of a few facts on which to base their answers. 

In the first place Mr. Irvin of the Irving Air Chute Com- 
pany actually built a parachute for this identical purpose in 
1919 and tested it by throwing a Curtiss fuselage overboard 
with it from a Martin bomber. Also Mr. Calthrop in this 
ountry had in hand the designs for such a parachute some 
time during the War 1914-18, so this latest invention is par- 
ticularly ancient even for a newspaper stunt. As a matter 
of fact one gathers from photographs received that the great 
demonstration in the States had something to do with the 
‘scenario of a film called ‘‘ Wings,’’ and precious little to do 
with serious aviation. 

Secondly, a parachute is practically useless for such a pur- 
pose. If an aeroplane caught’ fire in the air, or were set on 
fire by enemy action, the last thing one would want to do 
would be to sit by the fire in the machine. If a machine 
broke in the air the chances are that the parachute would 
merely get wrapped up in the weckage and the whole thing 
would come down in a heap. Much the same thing would 
happen if any attempt were made to release the parachute 


if the machine merely got out of control and dived, for the 
unopened parachute would certainly foul the tail unit and 
make any control impossible. 

There is only one way in which such a parachute can be 
released with anything like safety and that is by stalling the 
aeroplane and releasing the parachute at the moment when 
the machine is sinking before it actually dives. This act 
would need very considerable skill and judgment on the pari 
of the pilot for if he were a second too late the machine 
would stick its nose down and dive, and the parachute would 
spread itself over the tail, in which case the probability is 
that the crew would be unable to get out, even if equipped 
with individual free parachutes of the Irving type. 

Therefore the only circumstances in which such a pafa- 
chute could; be used would be in the case of an ordinary en- 
gine failure, all the rest of the aeroplane being intact and 
under full control. 


In case of engine failure over ordinary country a glide 
under proper control is vastly preferable to any parachute 
descent, for then the pilot, if he is any use, can choose his 
own landing place, whereas with a parachute the machin 
might crash into buildings or any other obstruction. 

In the case of engine failure over heavy clouds through 
which the pilot could not see to choose a landing place, then 
he and his passengers would do very much better to come 
down with individual free parachutes than to come down 
with the machine. A person in a whole aeroplane sinking un- 
controlled below a parachute which hit a mountain-side ot 
crashed into a building would probably be crushed to death 
in the wreckage, whereas with an individual parachute he 
would stand a very much better chance of getting away with 
mere bruises, or probably entirely unhurt. 

Consequently it may be taken, without any fear of con- 
tradiction from people who really know, that a parachute 
capable of carrying a complete aeroplane comes under the 
generic heading of dud stunts.—C. G. G. 


A TWO THOUSAND MILE PROSPECTING TOUR. 


A report from the Queensland and Northern Territory 
Aerial Services Ltd. states that Mr. L. J. Stark, an American 
mining engineer, has recently completed an eight days’ tour 
by air in Central Australia. In the course of his tour Mr. 
Stark covered 2,000 miles of country which is inaccessible 
to wheel traffic and would normally have to be visited by 
camel transport. Mr. Stark considers that the air-taxi service 
has saved him twelve months. 

The party left Cloncurry on May 25 and flew 630 miles tc 
Newcastle Waters on the same day. Newcastle Waters and 
Brunette Downs were used as operating bases for flights into 
the interior. 

Landings were made at Powell’s Creek and Banka Banka, 
At Powell’s Creek the natives cleared away uneven patches on 
the landing ground by means of spoons and tin dishes. 

From Banka Banka a direct flight was made to Brunette 
Downs, where petrol supplies were replenished. 

During these flights careful compass courses were taket 
over almost unknown country with a few prominent land- 
marks as navigation guides. 

The return journey started from Newcastle Waters and was 
made via Brunette Downs and Alroy Downs. 


The report concludes :— : 

As a commercial flight of a pioneering and explorative nature 11 
which the machine was hired with a definite commercial object in 
view this irip must rank as one of the most valuable yet undertaken 
in Australia. It has proved that aircraft can safely and reliably 
penetrate into districts which are as yet but little known, and by 
furnishing reports and photographs of the country traversed pave 
the way for a more detailed inspection from the ground. ‘This pioneer- 
ing trip also emphasises the fact that there are still vast tracts in the 
interior which are yet waiting to be thoroughly explored. 

It was a most noticeable fact that no white women were met with 
at the central outposts visited. Without making the country safe for 
women the interior cannot be settled. Aerial transport, however, 
which means a speedy link with civilisation and the fast conveyance of 
passengers, doctors, medicine and urgent supplies, is able and willing 
to alter the present isolated condition of things. 
| a RSS A SSS SF RST EMESIS 


A LOSS TO THE U-S: NAVY; 1 
Commander John Rodgers, U.S.N., who piloted a P.N.9 
flving boat from San Francisco to Hawaii last summer, was 
killed in an air accident at the Naval Aircraft Factory, Phila- 
delphia, on Aug. 27. The machine he was flying fell imto 
the water, which was only three feet deep, but both he and 
his mechanic were strapped in and could not escape from 
the machine, so they were drowned. 


Commander Rodgers was an able pilot and a very gallant 
officer, as was shown by his actions when brought down at 


ne 


sea on the way to Hawaii. The flying-boat travelled 450 miles 
end he kept up the spirits of his crew while adrift for tet 
days. Having brought his ship to Safety, he refused to leave 
her till she was successfully beached. 

One tenders the sympathy of British aviators to the U.S. 
Naval Air Service.—c. G. G. 
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Shell Petrol supreme 


at Bournemouth Aviation Meeting 


Once more Shell Petrol has gained a notable series of victories in the air. 
On the 21st and 22nd of August, out of the 8 races held at the Bournemouth 
Summer Aviation Race Meeting, the following 6 were won on Shell: 


Instructors’ Scratch Race. Private Club Handicap. 
Won by Capt. Sparks flying a Won by Capt. De Havilland 
De Havilland Moth. flying a De Havilland Moth. 
Piercreharchi Soc: Private Owners’ Handicap. 
eee rC ES prent: Won by Mr. W, L. Hope flying 
Won by Mr. W. L. Hope flying iis De Havilland Moth. 
a De Havilland Moth. Light Aeroplane Club Scratch 
Race. 
Ensbury Park Handicap. Wonia Dae Come ciate Tan 
Won by Capt. De Havilland (London Club) flying a De 
flying a De Havilland Moth. Havilland Moth. 


In 4 of these races the second place was also gained on Shell Petrol. 


The supremacy of Shell Petrol in the air has been established by a long record of successes, 
both in the great Pioneer trans-Continental Flights and on the Commercial Airways of the World, 


FILL UP WITH SHELL FROM THE SEALED SHELL PUMP. 


[The Well-balanced Petrol | 


wv 
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AT A SPANISH AERODROME. 


The following Cescription of a visit to the new aerodronie 
at Seville was written by a former member of the W.R.A.I’. 
and appears in the August number of the W.R.A.F. Old Com- 
rades’ Association Leatlet :— 

One day last year, when I was in Seville with a friend and my 
brother, having nothing better to do, we clambered into an ancient 
barouche, and with a noble wave of the hand, told the driver to drive 
us where he liked, for as iong as he liked. 

We ambled pleasantly through the narrow streets—past the beautiful 
Public Gardens, full of rose bushes and white doves—across the 
Guadalquivir, and out into the rather uninteresting surrounding 
countryside. After driving for some time alongside a high wall, we 
drew up outside some very handsome iron gates. I noticed that the 
design embodied spread wings. A little soldier stood sentry, and above 
his head was a large notice to the effect that the “ Entrada” was 
“ prohibita,’’ 

Our driver jumped down from his perch, and with an air of triumph 
bowed us out of the carriage. Somewhat astonished, we turned to the 
sentry, who saluted us and shouted to other soldiers within, who threw 
open the gates. We were received with many salutes and bows. My 
friend and I returned the compliment as graciously as possible. 

My brother, dreadfully embarrassed, kept muttering, ‘‘ You know, 
we shouldn’t be here at all! Didn’t you see the notice at the gate? 
We shall all be arrested or something.’? But by this time we were 
so gratified with our charming reception that nothing would induce us 
to leave. We were led to a Serjeant, who, with a sweeping bow, 
invited us to follow him. 

He could only speak in Spanish, but we gathered we were inspecting 
the latest, most wonderful, most beautiful, most grandiose, most 
superb aerodrome, not only in Spain, “mas en el mundo!’? And 
indeed, it was quite possible. 

For over two hours, the indefatigable little Serjeant towed us 
round—including our driver, who beamed with triumph and delight 
at the success of his surprise. 

First of all we were shown sheds of all sizes, filled with ’planes, 
including two monster Handley-Pages. [There appears to be a mistake 
here, as there are no Handley Pages in Spain, ¢o far as can be ascer- 
tained.—Ep.] We were pointed out a Squadron of Bristol Fighters 
getting ‘tuned up’”’ for a flight to Morocco that evening. (The Spanish 
were having a busy time against the Riffs.) There were many French 
machines as well. 

But it would be difficult to describe adequately the wonderful 
barracks,—low, white-washed buildings in the Moorish style. We 
were shown the Men’s Mess at dinner hour. A vast long hall, with 
bright tiles on the floor and a charming fountain in Faience, sur- 
rounded by ferns, at one end. 

The Serjeant shouted an order as we entered. To our complete sur- 
prise, every man sprang up and saluted us! My brother turned purple, 
but I think we acquitted ourselves very nicely. We gravely bowed 
slowly to the middle, to the right, and to the left. Then they all 
sat down again. 

(I must say in parenthesis 


that the well-known courtesy of* the 
Spanish people cannot be exaggerated. From the moment we landed in 
Spain until we embarked lin we met with exquisite courtesy from 
every soul we met. At first we felt quite gauche and clumsy, but I 
think we gradually acquired a little of the pervading graciousness, 
and remembered, for instance, to thank a beggar gravely for his good 
wishes.) 

We were shown the hospital—white and spotless—with its charming 
garden, full of roses, iris and carnations. Here the Serjeant invited 
us to rest on one of the many little seats (inlaid with tiles depicting 
various types of aeroplanes) while he gathered a large bouquet for us 
and a button-hole for my brother. 

We saw the Officers’ Mess—a typical Spanish house, with the interior 
courtyard (“ patio’’) filled with plants, and in the centre a graceful 
fountain playing. The Serjeant explained that no officer was in resi- 
dence yet, as the Aerodrome was not yet completed. But King Alfonso, 
a week previously, had been entertained toe dinner there—the first meal 
to be held. 

The place was beautifully furnished. The Serjeant took special 
pride in pointing out the electric light fittings, in mother-o’-pearl. 

There is no time to describe further what we saw. I assured the 
Serjeant somewhat sadly that I felt sure we had nothing as beautiful 
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in England. He was obviously gratified, but remarked that he thought 
the English and the French, the latter especially, had a poor idea 
of Spain’s prowess in the air. 

Conversation was very difficult between us. I attempted to tell him 
that during the War I was a member of the Women’s Royal Air Foree, 
Me listened politely, but 1 am afraid he was thinking: “ This lady 
is either mad, or unaware of the extraordinary things she is saying 
in her execrable Spanish.” 

We parted after a great exchange of bows, compliments, salutes, 
good wishes and general pleasantness on either side. It remains one 
of my most pleasant memories of our journey in Spain. 


ABORTIVE RECORD ATTEMPTS. 

On Aug. 24, three attempts were made to beat the world’s 
record for distance covered in a straight line by three different 
French pilots. 

M. Pollon, accompanied by Adjt. Vancaudenberg and Lieut, 
de Vaisseau Amaurich, left Le Bourgét on an Amiot-S.E.C.M. 
biplane (600 h.p. Renault engine) with the object of flying 
to the Persian Gulf and possibly beyond. He was forced to 
land at Linz, in Austria, with plug trouble. 

Lieut. Challes and Capt. Weiser left shortly after M. Pollom 
on a Breguet XIX biplane (500 h.p. Hispano-Suiza engine) 
flying in the same direction. He ran into bad weather over 
Asia Minor and turned back, finally landing at Bucharest. 

Captains Lemaitre and Barrés left Villaconblay the same 
morning on a Breguet XIX biplane (500 h.p. Renault engine), 
also flying in the same direction, but were compelled to 
return almost immediately. 

On Aug. 25 Captains Lemaitre and Barrés made a second 
attempt but were forced down with plug trouble at Vienng 
and the machine was badly damagéd. 

M. Pollon and Lieut. Challes will return to Paris and make 
further attempts. 


A HIGH SPEED CIRCUIT. 

On Aug. 24 Capt. Pelletier Doisy and M. Carol left Villa= 
coublay on a Potez biplane (450 h.p. Lorraine-Dietrich engine) 
at 05.30 hours and reached Tunis at 19.40 hours, having made 
one intermediate landing at Rome. At roughly 21.00 hours 
he left’ Tunis and arrived at Casablanca at 08.30 hours, hay- 
ing flown through the night. Approximately at 10.00 hours 
he left for Paris and reached Bordeaux at 19.00 hours. At 
19.50 hours he left Bordeaux and landed. at Villacoublay at 
23.14 hours. 

The flight lasted exactly 41 hours 45 minutes, of which 34 
hours 57 minutes were spent in the air, and the 6 hours 
48 minutes spent om the ground were mostly occupied in 
obtaining meals, filling up, etc. Shell aviation spirit and 
Shell oil were used throughout. 

The total distance covered was 3,750 miles. 

A NEW HEIGHT RECORD. 

On Aug. 24 M. Callizo, the- present holder of the World’s 
Height Record, made an attempt to improve on his existing 
record. : 

From Buc aerodrome, and flying a Bleriot-Spad 61 biplane 
(450 h.p. Lorraine-Dietrich engine with a Rateau super 
charger) he reached a height variously recorded on his two 
barographs of 12,800 m. (41,988 ft.) and 12,500 m. (41,660 ft.). 

His previous record made on Oct. 10, 1924, on a Gourdou- 
Tjeseurre monoplane (300 h.p. Hispano-Suiza engine with a 
Rateau supercharger) was 12,066 m. (40,783 ft.) 

THE AUSTRALIAN. AIR ESTIMATES. 

The Manchester Guardian announces that the Australian 
Commonwealth Parliament has voted over £800,000 to the Air 
for 1926-27. Of this sum, £250,000 is to be spent before 
June 30, 1927, on the purchase of new aircraft, and over 
£90,000 is to be allocated to civil aviation. 


NOT A CASTLE IN SPAIN.—The great aerodrome at Seville, as projected, and very much as it is in fact. 
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THE H. G. HAWKER ENGINEERING CO., 


Designers and Constructors to H.M. 
Air Ministry and Foreign Governments. 
Specialists in Military Aircraft. 


‘HAWKER HORNBILL.”’ U‘ Flight” photograph. 


The ‘‘ Hornbill’ Single-Seater Fighter Aeroplane with Rolls-Royce ‘‘Condor’”’ 
engine, is the latest Hawker production delivered to the R.A.F. Like its 
predecessors, its all-round excellence marks it as a machine of outstanding merit. 


Works: Kingston, Surrey. ~ ie cf Phone: Kingston 1988. 
Aerodrome: Brooklands, Surrey. A | ! Grams: Hawker, Kingston. 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEHEK. 

Trips per Day.—Monday, 27; Tuesday, 23; Wednesday, 27; Tursday, 
27; Friday, 27; Saturday, 31; Sunday, 13. 

IMPERIAL AIRWAYS LTD. : 
London—Paris—Zurich ; 
—Rotterdam—Amsterdam—Berlin : 
freight 21 tons. 

AIR UNION: 

Paris—London: Machines 38, passengers 162, freight 10} tons. 
Kavi. % 

Amsterdam—Rotterdam—1l,ondon : 

3 tons 
SABENA : 

Brussels—London ; Machines 12, 
DEUTSCHE LUFTHANSA AG. : 

Berlin—London: Machines 2, 
PRIVATE : 

Machines 10, passengers 3. ; 

Total number of trips by British Machines, 98, carrying 637 pa 
sengers. Foreign Machines, 77, carrying 323 passengers 
Comparative Figures : 

Week ending Aug. 29: 
Machines, 175; Passengers, 

Corresponding week, 1925: 
Machines, 168; Passengers, 968; 

Corresponding week, 1924: 
Machines, 137; Passengers, 669; 

Corresponding week, 1923: 
Machines, 121; Passengers, 578; 

Corresponding week, 1922° 
Machines, 159; Passengers, 506, Crews, 272; 

Corresponding week, 1921. 

Machines, 103; Passengers, 427; Crews, 129; Total personnel, 556. 
Corresponding week, 1920: 

Machines, 104; Passengers, <19; Crews, 129; Total personnel, 348. 

It will be noted that less passengers were carried during this week 
than during the corresponding week tast year. This is possibly due 
to the fact that at this time of the year so many people seem to 
prefer to swim across.—G. D.] 


Croydon Notes. 


Considerable controversy rages round the identity of the 
first pilot to fly from London to Paris when civil flying opened 
on Aug. 25, 1919. Last week one referred to a machine start- 
ing from Hounslow for Paris with a load of grouse and other 
commodities, and one said that one believed the first pilot was 
Mr. Jerry Shaw. In actual fact the pilot was Mr.“ Bill ™ 
Lawford, now a C.A.T.O. at Croydon. Mr. C. R. McMullin 
brought the machine back. 

Earlier in the day, however, Mr. Jerry Shaw left Hendon 
for Paris with a Major Pilkington. Not having a passport, 
and being Jerry Shaw, he did not land at Hounslow for Cus- 
toms clearance, as he was afraid he would be delayed ans 
so would not be the first across. 

By way of historical interest one will endeavour to obtain 
the official record and times of all machines and pilots which 
flew to Paris on that day. 

While on the subject reference should be made to the con- 
stant service of Mr. R. H. MacIntosh. He joined Handley 
Page Transport in the first week of Civil Aviation and he 
has been at it ever since. ‘here was a break of about a 
fortnight when the air lines closed down to blackmail the 
Government into subsidising them (in other words, a strike 
of air line owners). Also he obtained six months’ leave some 
time ago to go to the assistance of King Ali of the Hedjaz 
where he was badly let down, and the fast three months 
of this leave was spent on cross-Irish Channel work from 
Carlisle to Belfast. 

Mr. MacIntosh does not seek publicity, and the result is 

that one has to find out facts for oneself about him, and 
one is indebted to Mr. Lawford for reminding one that there 
is no other pilot now flying on the air lines with such a 
long and continuous record as Mr. R. H. MacIntosh. No 
doubt this will result in the usual flow of claims as to who 
has done the most hours, but Mr. MacIntosh’s record of con- 
tinuous service is unassailable. 
_ The Argosy made a trip to Berlin and back last week carry- 
ing 18 passengers each. way. On the outward journey the 
passengers included the Management of Imperial Airways, 
Ltd., who were bound for a “ through-ticket ’’ conference iu 
Berlin. 

The Argosy left Croydon at 08.15 hours and reached Berlin 
at 16.43 hours. She returned next day with members of the 
poor old T.U.C., leaving Berlin at 09.10 hours and arriving 
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London—Ostend—Brussels—Cologne; Jondon 
Machines 89, passengers 634, 
Machines 24, passengers 86, freight 


passengers 7I. 


passengers 4. 
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g60; Crews, 214; Total personnel, 1,17}. 


Crews, 243; Total personnel, 1,211. 
Crews, 165; Total personnel, $34. 
Crews, 194; Total personnel, 772. 


Yotal personnel, 778. 


STRONGER AND MORE DURABLE THAN METAL 


For AERO and SEAPLANES manufactured to the 


BRITISH AIR MINISTRY SPECIFICATION 2.V3 by the 


AERONAUTICAL & PANEL PLYWOOD CO., LTD. 
218-226, Kingsland Road, London, E.2. 


Phone: Clissold 3680 (3 lines). 


at Croydon at 19.38 hours. Mr. F. l. Barnard was the Argo- 


naut. 

The result of the ‘‘ through-ticket ’’ conference is that ar- 
rangements have been made among the European air lines 
on the famous Tram-Omnibus-Tube system. That! is to say, 
through tickets can now be taken so that a passenger can 
travel anywhere on one through ticket, even though several 
different companies’ machines are used. 

On Saturday a ‘‘ mayday ”’ alarm was received on the 
radio, causing great excitement in the Channel. ‘ May- 
day ’’ (m’aidez) is the S.O.S. of the air, and so people thought 
that a machine was down in the Channel. Actually Mr. 
[rew, on the Supermarine Swan, who was carrying out a 
practice on behalf of Imperial Airways Ltd. to test the 
arrangements for getting to a machine which had alighted in 
the Channel, had alighted purposely about 10 miles off Dover, 
dodging with skill all the Channel swimmers. 

Mr. Drew is at present running the weekly Southampton- 
Guernsey service, as Mr. Bailey, the usual pilot, is away on 
leave. 

[One is told that the tugs took a couple of hours to find 
Mr. Drew—which is not encouraging.—ED. | 

Lieut.-Colonel Minchin, and Messrs. MacIntosh and Olley, 
have been to Biarritz with a W8b and a Vulcan, which have 
been hired by a hyphenated American millionaire, Mr. Albert 
Lowenstein (no relation to the Princess Lowenstein-Wer- 
theim), who, in connection with the making of dollars, is 
running a private air line all over Europe. 

The machines fly to such places as Berne, Brussels, and 
Barcelona, and bring loads of business people to Biarritz to 
confer with Mr. Lowenstein, after which they are returned 
to their homes. Hvidently time is money to Mr. Lowenstein, 
for it is understood that the machines are being hired at the 
rate of 6d. per mile for each seat (whether occupied or not) 
in the machine. This one believes is the standard price. Any 
school or choir can hire Argosies for its annual outing at that 
price—though perhaps the Directors of Imperial Airways 
might make a reduction in such a deserving cause as @ 
P.S.A. 

At A.D.C. Aircraft, Ltd., Mr. Frank Courtney has been 
testing a Nimbus-Martinsyde and a Nimbus D.H.g. Mf. 
Perry is at present abroad erecting and testing machines 
which have been sold by A.D.C. Aircraft to a Baltic Power.— 

G. D; 
THE INTERNATIONAL AIR TRAFFIC CONFERENCE, 

On Aug. 27, the 16th Conference of the International Air 
Traffic Association opened in Berlin. Representatives of 23 
air traffic companies were present. Imperial Airways, Ltd, 
were represented by Major G. E. Woods Humphery, Lt.-Col. 
Burchall, and Major Beaumont (the firm’s solicitor). 

Dr. Brandenburg, who occupies the post in the German 
Ministry of Communications corresponding to that of Direc 
tor of Civil Aviation in Great Britain, greeted the delegates 
on behalf of the Government. He described the occasion as 
of particular significance, as for the first time since commer- 
cial air traflic liad existed the representatives of Germam 
aviation were taking pait in the deliberations with the know- 
ledge that German aircraft were not shackled by restric 
tions. 

Herr Wronsky, Director of the Deutsche Luft-Hansa, was 
elected President of the Congress. 

Subjects discussed were the adoption of a draft waybill 
for airborne freight which the Deutsche Luft-Hansa proposed 
should be universally adopted, and the drawing up of a winter 
time table for international air lines. 


MR. COBHAM RETURNS. 

Mr. Alan J. Cobham, who with Sjt. Ward and Mr. Capel 
is flving on a De Havilland 50J (Armstrong-Siddeley Jaguar) 
from Melbourne to London, started on Aug. 29. He reached 
Adelaide from Melbourne in 53 hours. 

On Aug. 30 he flew via Maree Town to Oodnadatta (South 
Australia). 

He expects to reach Port Darwm on Sept. 2, whence he will 
try and lower the existing record for the course to London, 
which is 29 days. : 

A GUBERNATORIAL TOUR. 

On Aug. 24, the Governor-General of Australia, Lord Stone- 
haven, who is making a tour of inspection in the Northern 
Territory of Australia by air, arrived at Port Darwin from 
Newcastle Waters and Cloncurry in the special D.H.50a 
(Puma engine) owned by the Australian Air Board. 


Grams : VICPLY, KINLAND, LONDON. 
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LIMITED 
THE VICKERS VIRGINIA’ LONG DISTANCE BOMBER 


(Twin 450 hp. Napier’Lior’ Engines) 


Extract Ree ~ 
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HOUSE OF COMMONS. 


VoL.192.No.18. THuurspay, 25th Fesauary, 1926. § 


“The SECRETARY of STATE for AIR | 
(Sir Samuel Hoare) : 

r Last year the “air Force 
carried out a series of remarkable 
long-distance flights in the neigh- 
bourhood of the British Isles. Here 
are one or two of them. On 24th 
September, five Vickers’ Virginias, 
from No. 9 Bombing Squadron, flew 
from Manston, in Kent, to Leuchars, 
the most northerly air station in the 
British Isles, and back to Manston 
in a day,a distance of 870 miles. A 
second flight was undertaken by ( 
eight Vickers’ Virginias from Worthy 
Down, in Hampshire, again to 
Leuchars, on3rd September. Although 
the weather was very bad three of the 
machines flew from Hampshire to ¥ 
Edinburgh and back without landing. 


Lieut.-Commander BURNEY: With 
| full service load, 

Sir S. HOARE: Yes, with full service 

load, and as an ordinary service exer- 

cise, and not in any way as a stunt. 

They flew a distance, of about 800 

miles, spending as much as 123 hours 


LENGTH OVERALL ae 50-7" continuously in the air, ..... APPROX.FULLSPEED | 108 ie 
HEIGHT OVERALL .. 17-3” MINIMUM SPEED... ... 46 m Pu. 


SPAN (SPREAD) .. 86-6" Aes USEFUL LOAD.” GBS. 
cn 2 . WEYB RI D G E 9 OAD +, 6850us 
SPAN (FOLDED) .. 44-3. SURREY. TOTAL LADEN WEIGHT 16.730 15s 


AM Engurries to:~ 
Aviation Department, 


VICKERS HOUSE, BROADWAY. LONDON. SW]. 


Telephone: 
VICTORIA 6900. 


Telegrams: 
VICKERS, SOWEST, LONDON’ 
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AIRCRAFT IN PARLIAMENT. 


PRIVATE OWNERS. 

In the House of Commons on July I5, CAPT. GARRO-JONES asked the 
SECRETARY OF STATE FOR Alr whether he is aware that the main deter- 
rent to large numbers of potential amateur flying men is not 
only the first costs but the fear of accidents to their machine and 
of consequent upkeep costs; what would be the cost of providing 
an all-in insurance policy, covering pilot, machine, and third parties, 
for a period of 12 months; and whether he has considered the prac- 
ticability of offering to defray the whole or part of such insurance 
costs in the case of pilots who have first qualified at au approve 
school ? 

Str P. Sassoon: As the answer is rather long I will, with the 
hon. and gallant Member’s permission, circulate it in the Official 
Report. 

Following is the reply: As regards the first part of the question, 
the information at the disposal of the Air Ministry is by no means 
conclusive that the main deterrent to private flying is that stated 
by the hon. and gallant Member; but I do not doubt that the 
question of upkeep and, in particular, of possible liability in case 
of accident must weigh to a considerable extent with potential 
pilots. 

As regards the second part, I have made inquiries of the British 
Aviation Insurance Group and understand that it would not be pos- 
sible for the insurance companies to adopt a flat comprehensive 
insurance scheme of the kind suggested. The rate of premium would 
depend necessarily upon the applicant’s flying record, the amount and 
nature of the flying which he intended to carry out, the type of 
aircraft to be flown, the locality, and other variable factors. 

As regards the last part, I am ready to consider any proposal 
designed to encourage private flying, but I feel grave doubts as to 
the practicability of adopting the particular suggestion made by the 
hon. and gallant Member 

In the House of Commons on July 22, SiR WILFRED SUGDEN asked 
the SECRETARY OF STATE FOR AIR what steps he was taking to give com- 
mercial facilities to civilian air travel on an equal scale to that 
given in France, Germany, and the U.S.A. 

The Secretary of State for Air replied that su far as aerodrome 
facilities, wireless, meteorological and other ancillary services for the 
assistance of commercial flying were concerned this country was not 
behind the other three countries mentioned. As regards subsidies, 
France and Germany allotted substantial subsidies to commercial 
aviation, but so far he knew no subsidies were given to air 
transport companies in the Wnited States. 

STIR HARRY BRITTAIN asked whether our civilian traffic was not 
far ahead of that in the United States, to which Sir Samuel Hoare 
replied that he would rather not make comparisons. The United States 
really had no civilian air traffic, only a mail service. 

BRISTOL CRAFTSMANSHIP. 

Pride of workmanship and finish is apparent in every 
Bristol. aero-engine, and it is this attention to the most 
minute detail which contributes so largely to the uniform 


success of the Bristol engines. That purchasers and use 
of the engines appreciate this skill and care in producti) 
is clear from communications received from time to time. 

In the course of a communication received from a we 
known aeroplane firm in the United States, dated July 
1926, the following remarks are made :— 

We are pleased to advise that the Cherub engine arrived some dg 
ago in fine condition. We have immediately installed same in ¢ 
little monoplane fuselage and have tested it in our shop. The moj 
runs fine and we must admit embodies some excellent workmansh 

. . After looking the motor over we are frank to say that we do; 
believe it possible to turn out such a high grade product (in U.S.) 
without employing special skilled labour. As you perhaps ky 
American’ labour does not produce anything so precise in eye 
detail . . . . we could not guarantee to turn out such a neat looking jc 

To do so would necessitate the employment of expert mechani) 
probably men who have gained their experience in Europe. Such m 
demand a high salary and this would bring the manufacturing q 
of the engine very high. 


This is a remarkable tribute to Bristol workmanship, Brist 
quality and Bristol determination to turn out engines whi 
defy criticism in every detail. 

To sav that an aeronautical product is constructed “ Brist 
fashion ’? means as much to-day among flying folk as # 
phrase ‘‘ all ship-shape and Bristol fashion ”? meant to se 
faring folk in the days when the Navy was our first line 
defence. 


SAND. 


In the days of our youth most of us have passed through a peri 
when our chief joy was the making of mud pies or at any rate 
sand castles. But few of us continue in that line of business develop) 
to its ultimate power as it can be. Among the few apparently 
Mr. Algernon Lewis Curtis of the Westmoor Laboratory, Chatter 
Cambridge, and his catalogue recently issued should be in the han 
of everybody in the Aircraft Industry. 

Mr. Curtis explains in a very interesting and lucid introducti 
the various uses of sand, clay and “economic ntinerals.” And 
will interest the average reader of this paper to have a clear defi 
tion of the fact that sand is the product of rocks pulverised by natur 
or artificial changes, whereas clay includes those types of ear 
whose chief property is plasticity when moistened with water. 

Incidentally one learns that sand is needed for refractory brick 
One had always been under the impression that it was the bric 
layer who was refractory rather than the brick itself. 


Both sand and clay come into the scope of any aircraft firm whi 
does any casting work and of course sand is used in the sand-blasti 
process which is tow commonly used on aircraft fittings. ‘The us 
of all the different kinds of sands and clays as set forth in Mr. Curti 
catalogue make reaily interesting reading and one recommends at 
budding engineer to write and ask for a copy.—c. G. G. 
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meeting was won 


=I 


Bournemouth Aviation 
Meeting. 


August 2Ist-22nd, 1926. 


Every one of the 


of the several standard grades of— 
WAKEFIELD 


SF MOTOR OIL 


—the product of an all-British Firm. 


Ch GeawAKEFIERLD & CO., LTD., Wakefield House, Cheapside, London, E.C.2. 
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TITANINE-EMAILLITE, LTD., 
EMPIRE HOUSE, 


175, PICCADILLY, LONDON, W.1. 


Telegrams & Cables: ‘‘’Tetrafree, Piccy, London.” 
TELEPHONES Codes : WORKS: Hendon (London), 
Regent 4728. A.B.C. 5th Ed. and Bentleys. New Jersey (U.S.A.). 
Gerrard 2312, Milan (Italy). 
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i.e. Fresher than paint 


Yy 


S 


As far as car bodies are concerned, the old 
saying “‘As fresh as paint” must give way to 
a newer and better slogan “As fresh as 
Cerric’’ for Cerric is far ahead of paint and 
varnish as a coachwork finish. 


CERRIC is a cellulose lacquer which sets 
hard, does not crack or peel, is easily cleaned 
and is impervious to caked mud, dust, grit 
and even tar. 


CERRIC is the same all through ; there is no 
varnish to rub away, and the more you clean 
it the better it looks. 


erric 


CELLULOSE 
) LACQUERS 


CERRIC is used by many leading makers, and any 

up to-date Coach Finisher can apply it. For des- 

criptive booklet and address of nearest Cerric 
finisher write to the sole manufacturers : 


CELLON (RICHMOND) Lib 
Cellon Works, Petersham Road, Richmond. 


Telegrams: Telephone: 


ge Richmond, Surrey. Richmond 2213 (3 lines.) 


PETROL ECONOMY. 

Very great improvements have been effected in the fue 
consumption of air-cooled aero-engines during the past fey 
years. Not very long ago it was accepted that any air-coole, 
engine was necessarily extravagant in both fuel and oil. Te 
day the full-throttle fuel consumption of such an air-coole, 
engine as the Bristol Jupiter is only slightly higher than tha 
of a few of the most economical types of water-cooled aere 
engines. The fact that it is slightly higher, however, doe 
not necessarily imply—as might hastily be assumed—that th, 
eir-cooled Jupiter is, in service, less economical than th 
Lest water-cooled type. 

There are two reasons why the Jupiter engine is even bette 
than the full-throttle consumption figures would suggest 
'irstly it has heen designed to give the most economical fue 
cousumption over the normal cruising throttle rateage, an 
not merely at full throttle. Secondly it is claimed that th 
air-cooled type of engine on the test-bed is not susceptibli 
to such accurate control of temperature as can easily be se 
cured with a water-cooled engine by careful adjustment 5 
the water flow, etc. In practice a pilot cannot achieve 5 
nice a temperature control in the air as can be secured o1 
test, and therefore it may be expected that test-bed con 
ditions with an air-cooled engine approximates more closel) 
to those met with in practice, which means that the air-coole 
engine will more nearly achieve its test consumption in thi 
air than will the water-cooled type. 

In any case experience shows that the Bristol Jupiter it 
service has a very low fuel consumption. In the test flight 
made early this year for Imperial Airways on the Briste 
Bloodhound, analysis of the ‘Telmeter charts shows tha 
throughout the whole 225 hours of the test r.p.m. average( 
1,475 and B.H.P. 300, and the overall average consumption wai 
223 gallons per hour, or 0.564 pints per B.H.P. hour whieh 4 
more like a test-bed, than a service, figure, and is a fevelerd 
deal lower than one would care to use in estimating the ser 
vice consumption of most water-cooled engines. 


A HAPPY AUGURY. 

Now that Mr. Cobham is on his way home from Austtalic 
there is particular interest in a cable which was receiver 
from him by Armstrong-Siddeley Motors Ltd. prior to his 
start. ‘This reads as follows :— 

To Siddeley, london. 

Have just dismantled engine after 160 hours’ running after flight fron 
Tondon to Melbourne first time cylinders removed since start fligh) 
discovered engine in perfect condition. Bearings same as when startc 
and during whole of flight engine never failed us once. Congratula 
tions on supreme rcliability Siddeley-laguar engine.—CopHaM. 

An engine which has done 160 hours’ running and is thet 
found to be in first-class condition is probably an even bette! 
engine than when brand new, in that all its wearing part 
are properly bedded home and have acquired that curious 
form of surface-hardening which never seems to be attaitt 
able by any means other. than actual wear. Consequently wé 
may look forward to Mr. Cobham’s arrival with even more 
confidence than one felt in the prospects of his arrival it 
Australia. And there was very little doubt even then. 

A COME-BACK. 

Mr. . Warren Merriam, formerly Captain R.A.F., who i 
well known to all the old-timers of aviation, has set up as 
om Aeronautical Consultant at 64, Victoria Street, S.Wa1 
His telephone number is Victoria 8428. 

Mr. Merriam will be remembered as one of the Bristol 
Compaty’s instructors in the very early days of aviation, 
both at Larkhill and at Brooklands. Quite a number of the 
most senior officers of the R.A.F. to-day received their bap- 
tism of the air in the care of Mr. Merriam. 

At the outbreak of War 1914 he joined the R.N.A.S. and 
trained hundreds of pilots, first of all at Chingford amd 
later at the R.A.I’. Aerodrome at Vendéme in France, There 
have been few instructors as competent as Mr. Merriam and 
none who showed greater skill and patience in coaxing 
obtuse youths into the handling of early war-time aircraft. 
Consequently he has always been regarded as one of the 
inost painstaking and careful of instructors. 

His long experience of aviation and the vast number of 
different types of aeroplanes which he has flown have given 
him an intimate knowledge of the care and maintenance of 
aircraft and engines, and one feels sure that anybody who 
consults him on any practical problem will receive sound 
advice. 


PERSONAL NOTICES. 


DEATHS. 

KEMPTHORNE.—On Aug. 23, at Worthy Down, Winchester, as the 
result. of a flying accident, Hugh James Fitzgerald Kempthorne, Pit. 
OT ikea rh. , 

Mr. Kempthorne joined the R.A.F. with a short service commission 
in July, 1925, and was posted to No. 2 F.T.S., Digby, for a cours€ 0f 
flying instruction. He was appointed to No. 58 (Bombing) Squadron, 
in June, 1926. 

McLERIE.—On Aug. 4, at Kenora, Ontario, from pneumonia, A. G 
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MclLerie, General Manager, Fairchild Aerial Surveys Company (of 
Canada) I,td. 

Mr. A. G. Mclerie was born in 1882 at Windsor, Ontario. In 1913 
he becaine Resident Engineer on the Banff—Windermere Road and was 
later transferred to the Winnipeg Aqueduct and the Transcontinental 
Railroad Construction in the same capacity. 

Mr. Mclerie-joined the R.F.C. at Borden in 1917 and became a pitot 
instructor. After the Armistice in 31918 he operated a trial air-mail 
route between Toronto and BRorden for six months. He then returned 
to the Canadian Air Force at Borden and remained with them untti 
1923, when he joined Fairchild Aerial Surveys Itd. as manager of the 
mapping division. In the Spring of 1926 he was appointed General 
Manager of the Company. 

A friend writes :—‘ Commercial Aviation in Canada has lost one of 
its earliest pioneers and a staunch supporter, while we who worked 
with him have lost one of our best friends Always cheery, always 
ready to shoulder the other fellow’s troubles, Mac’s death came as a 
terrific blow to those of us that had the pleasure of knowing him.” 

MEI,I,ANRY.—On Aug. 24, after a severe operation, Thomas Graham 
Mellanby, late Capt., R.A.F., of Hariburn, Stockton-on-Tees. 


Mrs. H. R. Junor, Gueira, Ash Vale, wishes to thank all friends 
for kind expressions of sympathy and floral tributes in her recent 
sad bereaveient. 

Mr. and Mrs. W. G. Tarrant and family, Lake House, Byfleet, wish 
to thank all friends for the many kind expressions of sympathy and 
floral tributes in their recent sad bereavement. 

FORTHCOMING MARRIAGE. 

JONES—MARSLAND.—The engagement is announced of Mr. Lewis 
Francis Jones, late R.F.C. and R.A.F., only son of the Rev. Lewis 
and Mrs. Jones, of Wold Newton Vicarage, Hunmanby, Yorkshire, and 
Miss Colleen Ruth Marsland, youngest daughter of Mr. and Mrs. 
Ellis Marsland, of The Court House, Painswick, Gloucestershire. 

PORTAL—ANDERSON —The marriage arranged between Lieut.-Com. 
Reginald Portal, D.S.C., R.N., son of Mr. and Mrs. EB. R. Portal, of 
Eddington House, Hungerford, and Helen, eldest daughter of Mr. and 
Mrs. I'rederick Anderson, of Standen Manor, Hungerford, will take 
place on September 16. 

BIR1HS. 

BULLOCK.—On Aug. 27, at 16, Gilston Road, The Boltons, South 
Kensington, to Barbara, the wife of Maj. C. IJ. Bullock—a son. 

EVII,L,.—On Aug 25, at 30, Curzon Street, W.1, to Wing Cdr. and Mrs. 
Strathern Evill—a son. 

ROBERTS.—On Aug. 20, at Wellingtonia, Rushden, Northants, to 
Dorothy, the wife of Plt. Off. C. H. Roberts, R.A.F. (late Arg. and 
Suthd. Highlanders)—a daughter. 

WILKINS.—On July 25, at Prebend Mansions, Chiswick, to Edith 
(ex-W.R.A.F.), wife of Frank Stafford Wilkins (R.A.F.)—a daughter. 
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MAY WE. QUOTE 
YOU? 


We specialise in 
AEROPLANE ACCESSORIES, 
FORKED JOINTS, TURN- 
BUCKLES, EYEBOLTS, BOLTS 
AND NUTS AND SPECIAL 
PARTS TURNED FROM THE 
BAR. WE KEEP IN STOCK 
ALL, AGS. PARTS OUR 
INSPECTION DEPARTMENT 
IS FULLY APPROVED. 


PRIMO QUALITAS. 


Supermarine ‘ Southampton” Twin Engined Flying Boat. 


(TWO 450 H.P. NAPIER LION ENGINES.) 


AS AN EXAMPLE OF WIDE RANGE OF DESIGN. CONTRAST THE ABOVE TWIN ENGINED MACHINE WITH THE SUPERMARINI 
NAPIER S4 MONOPLANE DESIGNED AND CONSTRUCTED FOR THE SCHNEIDER CUP RACK, 1925. 
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The AVRO “AVA” 


TWIN engined 
coastal defence tor- 
pedo aircraft, fitted with two 
Rolls-Royce ‘Condor’ en- 
gines of 6/0 h.p. each. 


Another example of Avro design 
- and construction. 


A. V. ROE & CO., LTD., Avro Works, Newton Heath, Manchester. 


London Office : 166, PICCADILLY, W.1. Experimental Works: HAMBLE, SOUTHAMPTON, 
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at Lympne near Folkestone a series of competitions for 
prizes amounting to £5,000 provided by the Proprietors of 
The Daily Mail. 

The flying will be of some technical interest, although the 
majority of the aeroplanes are over two years old, because 
it will give some sort of indication of the reliability of small 
aero-engines as compared, with the big aero-engines used by 
the Air Force and in Civil Aviation. Also it will be of quite 
considerable sporting interest because a number of very good 
pilots will be flying the machines, and so each machine and 
engine will have the best possible opportunity of showing 
its true form in the course of some 2,000 miles of flying. 

After the Competition, the conditions of which will be ex- 
plained hereafter, the survivors, if any, may compete on 
Saturday, Sept. 18, in a 75-mile handicap race for a prize of 
200 guineas provided by the Society of Motor Manufacturers 
and Traders. 

On the same afternoon there will be an open handicap race 
for a £50 prize for all types of aircraft, right down the alpha- 
| bet, from Argosies to Wrens. Presumably it will provide the 
usual review of ancestors such as resuscitated Martinsydes 
vjand Mr. Dudley Watt’s Sopwith Swallow and other ancient 
aircraft which still fly faster than modern Service single- 
seaters. Also it will bring out sundry Moths and D.H.s of 
sorts which are too big for the so-called ‘‘ Light ”’ aeroplane 
iclass. 
| And the performance will end with the usual Handicap Race 
for the Grosvenor Challenge Cup presented by the Lord 
Edward Grosvenor. In this the aeroplane and engine must 
be entirely of British manufacture, and the weight of the 
engine must not exceed 275 lbs. Which means that it is 
really a race for aeroplanes up to and including the all- 
pervading Moth. 
| THE ORIGIN OF THE COMPETITION. 
| This year’s Lympne Competition really originated at the 
end of the Government Competition for alleged light aero- 
planes in 1924. ‘Those who are responsible for the conduct 
of The Daily Mail were seized with one of their sporadic out- 
breaks of aviatitis, which usually takes the form of a wild 
and generally not particularly reasoned passion for one par- 
ticular type of aircraft or phase of aviation. .As for example 
when after the Circuit of Britain in 1911 the late Lord North- 
(cliffe boldly announced that the result marked the doom of 
the biplane and the mastery of the bird-like monoplane. 

The Daily Mail has at one time or other given away 
thousands of pounds in prizes for flying. And always the 
conditions for winning have been schemed to work up the 
maximum public enthusiasm for the shortest possible time, 
coupled, naturally, with the best possible advertisement for 
The Daily Mail. In 1924 the momentary enthusiasm aroused 
by the Light Aeroplane Competition moved The Daily Mail 
to offer this £5,000 prize for ‘“‘motor-gliders’’—as it had been 
pleased to call them after that amusing show at Itford in 
(922, happily ignoring the fact that a glider is essentially an 
aeroplane without an engine. 

Haying very sensibly consulted somebody or other who 
knew something about aviation The Daily Mail offered its 
prize for a competition in which the engine employed must 
se below a certain weight. And that weight was fixed at 
(70 lbs. y 

Presumably the idea was, that anybody who really tried to 
make an aero-engine ought to be able to get it down to some- 
thing below 3 lbs. per horse-power, and so an engine of 
170 lbs.. ought to give a good 60 h.p. which ought to be 
snough to carry two people safely at quite a reasonable speed. 
And of course this offered a splendid opportunity for some 
-ompetent engine designer with original ideas to get an engine 
lown to 2 Ibs. per h.p., which would give the aeroplane 
35 h.p. That would be ample for two people in any aero- 
olane constructed according to really modern ideas. 

But when it came to the point the aeroplane makers dis- 
revered that nowhere in the World was there an engine 
weighing only 170 lbs. which would give them enough power 
© put up anything like a performance with a two-seater aero- 
rlane. Consequently they besought The Daily Mail, pre- 


The Editorial Offices of ‘ The Aeroplane” are at 175. Piccadilly, London, W.1. 


Accounts, and all correspondence relating to Publishing and Advertising, 


Telephone: Holborn 426. 
Home 8 months. 8s. ; 
Abroad, 3 months, 8s. 9d.; 6 months, 17s. 6d.; 12 months, 35s. 
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Telephone: Gerrard 5407 


should be 
Ltd., 14. Bream’s Buildings, E.C.4. 
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Canada, 1 Year, 84. 


ON THE LYMPNE COMPETITIONS. 


On Friday next, Sept. 10 (D.V. and W.P.) there will begin 


sumably by way of the Royal Aero Club, to postpone the 
competition till 1926, in the hopes that the aero-engine makers 
would think it worth their while to produce something radi- 
cally new in engines. A new type engine could not be pro- 
duced and tested in twelve months. And that was why there 
Was no competition for so-called light aeroplanes last year, 
1925. 
THAT ENGINE TROUBLE. 

The sad thing is that in spite of being deliberately given 
a full two years in which to produce a suitable engine for the 
job, only one firm, Armstrong-Siddeley Motors Ltd., has 
thought it worth while to produce a completely new engine 
(the Genet) for light aeroplanes—or at any rate an engine 
which comes within the limit of 170 Ibs. and yet gives all 
the power needed for a touring two-seater. Even as it is, 
although quite a large amount of hard work and hard thought 
has been put into the Genet it has only just been produced 
in time for a limited number of aeroplane makers to fit it 
into their competition machines. And it has only just been 
got inside the weight-limit, by fitting it with a single mag- 
neto, like most of the other engines for small aeroplanes. 

This is a pity,. because, despite all our experience of air- 
craft and motor-cars, magnetos are still not absolutely re- 
liable, and all British passenger-carrying machines for public 
service have to be fitted with two magnetos. 

A magneto is a thing which is quite quickly and quite 
easily changed. So it would be a great pity if any of the 
machines at Lympne were put out of the Competition through 
the failure of their single magnetos, when for the extra few 
pounds weight of a second magneto they could quite easily 
be made almost proof against a forced landing through 
magneto failure. 

The Cirrus engine is barred from the competition because 
even the Mark II Cirrus is about 100 lbs, over the limiting 
weight. Consequently the only engines available for the 
competition besides the Genet are the three-cylinder Burney 
and Blackburne Thrush, which is a development from the 
firm’s engine of 1924, the two-cylinder Bristol Cherub Mark 
IH, which is a development of the original Cherub, and the 
two-cylinder A.B.C. Scorpion, which is a development of the 
various types of two-cylinder A.B.C. engines. 

No doubt if a few other engine makers had thought it 
worth while to produce new engines for this competition 
quite a number of aircraft firms would have thought it worth 
their while to build new aeroplanes round them. But appar- 
ently these very small engines are not in the line of busi- 
ness of the great manufacturers of water-cooled engines. And 
evidently none of the manufacturers of motor-cycle engines, 
who night be supposed to know more about small high-speed 
air-cooled engines than anybody else, thought it worth their 
while to take a chance of capturing an entirely new market. 

So the Competition resolves itself into a trial of strength 
between four well-known makes of engines. It is really 
hardly an aeroplane competition at all. 


THE Opject To Br ATTAINED. 

Personally one believes that no matter how good the exist- 
ing engines may prove themselves to be there is still a very 
good market open to some enterprising motor manufacturer who 
will produce an air-cooled engine giving a steady 80 h.p. for 
a weight of something like 200 lbs. at a price of about £150. 
Mr. Pobjoy of the Cranwell Light Aeroplane Club and his 
associates made a very sporting effort to produce an engine 
in somewhere about that class, though the question of price 
did not immediately arise, but unfortunately it could not be 
built and tried out in time to pass its Air Ministry type-tests. 
But one is certain that such an engine can be produced. 

When it is produced it will make all the difference to the 
sale of small aeroplanes. A two-seater of somewhere about 
the capacity of a Moth could then be built to sell in the 
region of £400. And for such a machine there would be an 
enormous market. 

The question to be decided is, will some manufacturer or 
other produce a cheap aeroplane and engine and so create 
the market, or must we wait till the demand produces the 
cheap aircraft. In other words, did Ford produce the demand 
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for cheap cars or did the demand for cheap cars produce the 
Ford? Which is to ask: Did the first egg produce the first 
hen or did the first hen produce the first egg? The answer 
to the question is that the time produces the man and that 
when the psychological momentum is sufficient somebody will 
arise to give us the cheap aircraft. 

A MATTER OF ADVERTISEMENT. 

In the meantime this competition is a praiseworthy attempt 
to increase the said psychological momentum, and one hopes 
that the few aeroplanes which have been produced for it will 
provide The Daily Mail with enough material day by day for 
a whole week to enable it to work up something like popular 
interest in the subject. The Mail must somehow get adver- 
tising value for the money it is spending in the form of prizes, 
so naturally it will work up all the interest that it can in the 
competition throughout the week. Consequently every firm 
whose machine or engine is at Lympne is bound to get quite 
a handsome advertisement in return for the money spent in 
competing. * 

It certainly is a pity that the whole British Aircraft Industry 
should only be able to produce two new aeroplanes for a com- 
petition in which the prizes amount to £5,000, not to mention 


all the publicity to be got in The Daily Mall and its allied 
papers. Merely competing and putting up a decent show 
would get £1,000 worth of advertising to any firm, if its 
machine were of a saleable type at a saleable price. And 
winning The Daily Mail prizes would get publicity that could 
not be bought with money equal to the amount of the prizes. 
In fact one may say quite fairly that the winner of the first 
prize will not get merely the £3,000 but will get at least 
another £3,000 worth of advertising. 

Naturally it is true that the competition rules are likely to 
produce a useless type of aeroplane. 3ut no matter what 
rules are made for any kind of competition somebody will 
always design a freak to beat the rules. 

The same thing has always happened in cycle racing and 
motor-cycle racing and car racing and yacht racing and motor 
boat racing and even in horse racing. But the freaks gener 
ally breed an improved type. We should not have the highly- 
efficient cars of to-day if we had not had the racing freaks 
of yesterday, and English horses would nat be the best in the 
World if there had been no horse racing in the past two 
hundred vears. And so the Competition may be quite use- 
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MR. COBHAM’S RETURN. 


Mr, Alan Cobham, who, with Sjt. Ward and Mr. Capel is 
flying from Melbourne to London on a De Havilland 50J 
(Armstrong-Siddeley Jaguar), flew from Oodnadatta to Alice 
Springs on Aug. 31. 

On Sept. 1 he flew via Neweastle Waters -to Katerine 
(Northern Territory). ; 

On Sept. 2 he flew to Port Darwin, thus crossing Australia 
in 33 days. 

Here the floats, built by Short Bros., were refitted to the 
machine. 

On Sept. 4 he fiew to Kupang. 

On Sept. 5 he flew to Sourabaya. 

On Sept. 6 he flew via Batavia to Muntok. 

On Sept. 7 he flew to Singapore. 

With this rate of progress Mr. Cobham should reach this 
country about Sept. 20 or ar. 


FOREIGN SALES AND PURCHASES. 

The Norwegian military authorities have bought five 
Fokker aircraft (fitted with Napier Lion engines), and it is 
stated that the Military Aircraft Factory at Kjeller has 
acquired a licence to manufacture Fokker aircraft in Norway. 

It is reported that the Greek Government have drawn up 
an agreement with the Aktiebolag Flygindustri, Malmo, 
Sweden, for the purchase of a number of Swedish-built 
Junkers three-engined monoplanes to be used by the Ikarus 
air traffic company, which is subsidised by the Greek 
Government. 

Switzerland has purchased a number of Fiat A.25 engines 
and several Fiat B.R.r bombing aeroplanes. They have also 
bought a number of Dewoitine D.1 single-seat fighter mono- 
planes. 

The Soviet Government has placed an order with the State 
\irship Factory in Rome for a semi-rigid airship on the 
““ Norge’? type to have a cubic capacity of 53,000 cubic 
metres and to he fitted with six engines. — 

The Udet Flugzeugbau has built one and is building a fur- 
ther three, Udet Condor monoplanes (four 100 h.p. Siemens 
engines) for the Deutsche Lufthansa A.G. Owing to the 
limited space in their old factory at Munich-Ramersdorf they 
hav e moved into the former Rumpler factory at Augsberg. 
Orders so far obtained not only in Germany, but from 
Austria, Hungary, Mexico, etc., provide a whole year’s work 
for the new factory. A 

Bulgaria has purchased a series of Smolik S.18 training 
biplanes (60 h.p. Walter engines) from the Vojenska Tovarna 
na Letadla of Prague, Czecho-Slovakia. 

This company has also sold a number of S.20 single-seat 
ghters and §S.21 single-seat advanced training biplanes 
tted with the 300 h.p. and the 180 h.p. Hispano-Suiza 
engines respectively to the Lithuanian Government. 

_ Poland has purchased a number of Farman Goliath bombers 
fitted with two 420 h.p. Gndme-Rhéne Jupiter engines each, 
and M. Pitot of the Farman Compaily is at present in Warsaw 
giving preliminary instruction on this type of machine. 

fe MM. Coste and Lintilhac, of the Breguet Company, are in 
Greece and Turkey respectively delivering Breguet. NIX 
biplanes. 

aM. Charpentier, also of the Breguet Company, is proceed- 
ing to Bolivia to demonstrate the Breguet XIX before the 
Bolivian Government. . 


Hl Salvador has purchased a series of Hanriot H.320 train- 


ing biplanes (120 h.p. Salmson engines); 

lhe Persian Government has ordered Six aircraft from 
Russia. Although they will be of essetitially German design 
and built up of German parts, they will be erected in Russia. 


A BERLIN AIR MEETING. 

Between 100,000 and 200,000 went to the Tempelhofer aero- 
drome, Berlin, on Sunday, to watch an aviation display. 
Everything went off with real German thoroughness under 
real German organisation. Apparently it was organised by 
the German Aero Club, which means Major von ‘Tschudi. 

There were no races at the meeting, but there was plenty 
of exhibition and formation flying. ‘There was a commercial 
group of five Junkers monoplanes led by Major Keller, and 
a group of training biplanes led by Herr yon Manteuffel, anda 
group of six Junkers training biplanes led by Herr Steindorf. 

After that came an aerial duel between Herren Udet and 
3aumer. Also there was some aerobatic flying by Fraulein 
Thea Rasche. 

At the end of the day there were fireworks and night flying, 
and one gathers that those who paid for admission had their 
full money’s worth. 

The names of Udet, Baumer and Manteuffel are familiar 
to war-time aviators as star-turn fighting pilots, and one is 
glad to see that they retain their old skill and keenness. They 
must certainly act as examples to the younger generation of 
German aviators, who, though they are only permitted to 
train as civilians, can attain the ability of the great war- 
pilots in the handling of their machines by studying their 
manoeuvres in the air. The use of aeroplane armament can 
be acquired quite quickly when once a man knows how to fly. 

Mr. Frank Courtney on the Auto-giro was one of the attrae- 
tions of the meeting and the German Military and Nayal 
authorities were much impressed with the machine. 

The new two-seater was used, which. has a much better 
performance than the previous two. The balancing ailerons 
have been removed altogether. These had but little control- 
ling effect and when the machine was dropping vertically 
they stalled in their own small way and tended to go into a 
spin which caused the machine to land left wing down. 
The take-off, climb, and general performance of the two- 
seater is vastly better than that of the single-seater which 
was at the R.A.F. Pageant. 

A LIGHT AEROPLANE TRIUMPH. 

On Aug. 31, Lieut. Jira left Prague at 04.50 hours on an Ayia 
B.H.9g (60 h.p. Walter engine) and flying over Le Bourget 
aerodrome, Paris, at £1.20 hours, returned to Prague without 
alighting, reaching Kbely aerodrome at 18.33 hours. The 
total distance of 1,900 kms. (1,180 miles) was covered in 
13 hours 43 mins. 

The machine used is of the same type as that used as a two- 
seater school machine in the Czecho-Slovak Army and is 
practically the same as the B.H.11 which won the 1925 Coppa 
d’Italia and the 1926 Concours d’Avions Economiques at Orly. 

For this flight the machine carried 250 kgs. of petrol and 
19 kgs. of oil, of which 205 kgs. of petrol and 6.8 kgs. of oil 
were consumed. 

The total weight of the machine before starting was 750 
kgs. (1,700 lbs.), which gives a wing loading of 53 kgs. per 
sq. m. (about 123 Ibs. per sq. ft.), and a power loading of 
12.5 kgs. (28 lbs.) per h.p. In spite of this the machine got 
off easily and climbed well. 

This flight again demonstrates the all-round efficiency of 
the Avia aircraft and the Walter engine. 

A NEW DISTANCE RECORD. 

On Aug. 31 Lieut. Challe and Capt. Weiser left Le Bourget 
at. 06.18 hours on a Breguet XIX biplane (500 h.p. Farmamt 
engine) to beat the long distance non-stop record. 

On the following day they landed at Bandar Abbas, having 
covered a distance of 3,250 miles without a stop. 

The previous record was made on July 14-15 of this year, 
when Lieuts. Girier and Dordilly flew from Paris to Omsk, 
2,947 miles non-stop, also on a Breguet XIX biplane. 
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WO) from Cairo to Cape Town and back to 
esx, England by four Fairey seaplanes fitted with 
CTS Napier engines, another service flight has been 
completed for the British Air Ministry by two Super- 
~matine ‘Southampton’ flying boats, each fitted with 
two Napier Lion engines. 


These two flying boats flew from Plymouth to Alexan- 
dria and back, covering in all 27,600 engine miles, 
without any trouble whatsoever. 


As in the case of the Cairo-Cape Town flight, the 
Napier engines were not specially selected but were 
taken from Royal Air Force store in the usual way. 


For any flights or Service where consistent 
reliability is essential follow the lead of the 
British Air Ministry and select Napiers. 


In a recent competition held in Germany to discover the best German commercial seaplane, the 
First Prize was won by a Heinkel machine fitted with Napier Lion engine. Seventeen machines 
entered this competition—one with Napier engine. Only three finished -NAPIER FIRST. 
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Westland Weasel 2-seater-Fighter. 


Westland Widgeon. 
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Westland Wagtail Single-seater Scout. Westland Rolls Falcon Limousine. 


WESTLAND AIRCRAFT. 


For eleven years we have been designing and building Aeroplanes, and during t 
time we have also built up a reputation for sound design and first-class workmansl 

We are supplying numbers of machines to the Royal Air Force, both at home < 
abroad. We have our own 4-foot Wind Channel for scientifically testing models of 
our designs before manufacturing, and our Aerodrome is situated by the side of 
Works, for testing the finished machines. 


The Yeovil Day Bomber. 


SSS 


KINDLY MENTION “ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 
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‘-E AERIAL WEST — 


Westland Seaplane N.17. 


« situation of Yeovil 
ie borders of Somerset 
d Dorset with arterial 
1) passing through it to 
»West Country makes 
anost important centre 
ommunications—a fact 
ut was clearly shown 
rig the General Strike 
«| mewspapers were 
nfht here by car from 
nouth and distributed 
x the Westland Aero- 
xie by air to places as 
‘apart as Cardiff and 
nvich, Birmingham and 
unemouth. 


Westland Wood Pigeon. 


Westland Napier Limousine, Westland Hispano Suiza Limousine. 


We are designers and builders of all types of Aeroplanes from the private Single- 
eater to the large Twin-engined Bombing Machine. 


Our latest Military Machines are the Yeovil Day Bomber, which has been 
applied to the Royal Air Force, and the Westbury, which is at present on its trials. 


WESTLAND AIRCRAFT WORKS 
"EOVIL . (Branch of Petters Limited.) ENGLAND. 


Westland Works, Yeovil, Somerset. 


KINDLY MENTION “ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 
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THE ROYAL AIR FORCE. 


The London Gazette. 
Sept. 3. 

GENERAL DUTIES BRANCH.—The’ following Plt. Offs. are promoted 
to the rank of Fig. Off.:—J. G Franks (June 17); W. A. Cooke 
(June 25); R. W. Holden (Lt., IT. A.R. of O.) (Aug. 13); D. S. Green 
(Anorrr7): 

Pit. Off. on probation W. C. McNeil is confirmed in rank (Aug. 12); 
Fig. Off. P. H. Hunter is placed on the retired list at his own re- 
quest (Sept. 1). 

The following Fig. Offs. are transferred to the Reserve, Class A :— 
H.. A. Bayne, IN. Mo. eiirench, Ey PL. Gardner, A. HarGolds, Rk. HH. 
Windsor (Aug. 29); A. M. Glover, E. C. N. Jeffries (Sept. 1). #lg. 
Off. C. Ayling relinquishes his S.S. comn. on account of ill-health and 
is permitted to retain his rank (Aug. 30); G. F. N. Bradford, Lt., 
R.N., Fig. Off., R.A.F., relinquishes his temp. comn. on return to 
Naval duty (Sept. 1). 

ACCOUNTANT BRANCH.—PIt. Off. on probation J. O. Morrison is con- 
firmed in rank and promoted to the rank of Flg. Off. (Aug. 10). 

MEpIcA, BRANCH.—Medical Quartermaster and Flg. Off. C. B. 
Willsher is paced on the retired list on account of ill-health 
(Sept. 1). 

MEMORANDUM.-—-The permission granted to Sec. Lt. J. F. R. Greeff 
to retain rank is withdrawn on enlistment in the R.A.F. 

RESERVE OF AIR Force Orricers.—The following are granted comns. 
in Class A.A., General Duties Branch, as Plt. Offs. on probation :— 
A. G. Store (Aug. 9); H. J. Phillips (Aug. 16); A. B. Roche (Aug. 16); 
S. O. Tudor (Aug. 1). 

The following Flg. Offs. relinquish their comns. on completion 
of service:—W. A Warwick (May 29); J. Baird (Aug. 28); L. W. 
Allen (Sept. 1). Flg. Off. A. B. Roche resigns his comn. in Class B 
on appointment to a comn. in Class A.A. (Aug. 16). 

PRINCESS MARY’S R.A.F. NURSING SERVICE.—Miss E. R. James re- 
signs her appointment as Sister (Aug. 12). 


Appointments. 
Week ending Sept. 6 

Group Captains P. L. W. Herbert, C.M.G., C.B.E., to Fighting Area 
H.Q., Uxbridge, for Air Staff Duties, 25/8 A. G. Board, C.M.G., 
D.S.0., to No. 21 Group H.Q., West Drayton, 20/8, to command with 
effect from 25/8. 

Wing Commanders E. W. Norton, D.S.C., to R.A.F. Depot, Uxbridge, 
pending commencement of Staff Course at R.N. College, Greenwich, 
on transfer to Home Estab., 20/8. C. G. H. Cooke, D.S.C., ACEC. 
to R.A.F. Base, Malta, pending taking over command, 20/8. C. W. H. 
Pulford, O.B.E., A.F.C., to H.M.S. Furious pending posting as Senior 
Air Force Officer, 1/o. 

Squadron Leaders I. C. Keeble, to R.A.F. Base, Gosport, 24/8 
R. S. Booth, A.F.C., to Royal Airship Works, Cardington, 13/9. F. R. 
Alford, M.C., to No. 6 Arm. Car Coy., Traq, 10/8. CG. H. Hall, A.F.C., 
to Record Office, Ruislip, 6/9. 1, H. Slatter, O.B.E., DiSsC ee aes. 
to M.A.E.E., Felixstowe, 6/0. 

Flight Lieutenants W. G. Meggitt, M.C., to C.F.S., Upavon, 16/9. 
N. V. Wrigley, to Aircraft Depot, Iraq, 9/8. A. H. Goldie, to No. 216 
Sadn., Egypt, 11/8. S. S. Benson, A.F.C., to H Ol rad ers, Giese 
Emmett, M.C., D.F.C., to Arm. and Gunnery School, FEastchurch, 
14/8. E. J. D. Routh, to Superintendent of Reserves, Northolt, 5/9. 
C. A. Horn, to Station H.Q., Andover, 24/8. 

Flying Officers C. S. Whellock, to School of Store Accounting and 
Storekeeping, Kidbrooke, on transfer to Home Estab., 16/8. L. Young, 
to Home Aircraft Depot, Henlow, on transfer to Home Estab., 18/2. 
B. H. Shaw, to R.A... Depot, Uxbridge, on transfer to Home Estab., 
13/8. H. I, Drake, to Aircraft Depot, India, 21/7. H. Walker, 
to R.A.F. Depot, Uxbridge (Non-effective Pool), on transfer to Hote 
Hstab., 16/8. EF. H. HH. Twelvetree, to R.A.F. Base, Calshot, 8/c. 
L. W. Lane, to No. 16 Sqdn., Old Sarum, 13/9. W. J. Brown, to 
R.A.F. Depot, Uxbridge, on transfer to Home Estab., 17/8 V. F. 
Whatling, D.S.M., to R.A.F. Base, Gosport, 6/8 B.S. Brice, AFC., 
and H. T. Satterford, to Home Aircraft Depot, Henlow, x/9. i.) J. 
Desmond, to Reception Depot, West Drayton, 6/09. 

Pilot Officers J. M. Hunter and G. ¥ G. Richardson, to No. 2 
Het.S.) Dicby, e300) We Le Bryanton, to No. 30 Sqdn., Iraq, 16/7 
J. A. E. Inkster, to No. 30 Sadn., Iraq, 27/7: I. B. McGoverne, to 
R.A.F. Depot, Uxbridge (Non-effective Pool), on transfer to Home 
Hstab., 16/8. E. C. I. Richardson, to No. 70 Sqdn., Iraq, 27/7. 

Mrpical, BRANCH.—Group Captain A. W. Tredell, to H.Q., Inland Area. 
Stanmore, for duty as P.M.O., 6/9 

Wing Commander W. Tyrrell, D.S.0., MC., M.B., D.P.H., to H.9., 
Halton, 2/9, for duty as P.M.O., 6/o. 

Flight Lieutenant A. KE. Jenkins, to Station H.Q., Duxford, 28/8. 
Flight Lieutenant (Dental) H. J. Procter, to No. 5 F T.S., Sealand, 19/8. 
Flight Lieutenant (Q.M. Medical) H. Steele, to R.A.F. Officers’ Hospital, 
Uxbridge, 12/9. 

Flying Officer (O.M. Medical) D. Breen, to R.A.F. Hospital, Halton, 
on appointment to a Perm Comn., 1/9. Flying Officers C. W. Coffey 
and J. Hutchieson, M.B., to Research Taboratory and M.O.S. of IL, on 
appointment to S.S. Comns., 24/8. 

STORES BRANCH. —Flying Officers W. Tiniker, to Station 1810}, 
Andover, 2/9. JY. J, Bray, to No. 17 Sqdn., Hawkinge, 25/8 


ACCOUNTANT BRANCH.—Flying Officer D. J. Sherlock, to Aircraft 
Depot, Iraq 13/38. 


Fatal Accidents. 

The Air Ministry regrets to announce that as the result of 
an accident at Marchwood, Hampshire, to a Bristol Fighter of 
No. 16 Squadron, Old Sarum, Salisbury, on Aug. 31, Plt. Off. 
Alfred Lionel René Page, the pilot of the aircraft, was killed, 
and No. 328941 L-AC. Eric Arthur Tister Lowe was 
dangerously injured. 

L-AC. Eric Arthur Lister Lowe died in the Royal Victoria 
Hospital, Netley, on Sept. r. [According to The Times Mr. 
Page and L-AC. Lowe were engaged on a signal scheme with 


the oth Brigade Signals on Army Manceuyvres, at the time of 
the accident.] 


The Air Ministry regrets to announce that as the result 
an accident at Hinaidi, Iraq, to a D.H.9a of No. 55 Squadro1 
Hinaidi, on Sept. 1, Flg. Off. William Osmond du Port, tt 
pilot of the aircraft, was killed and No. 335313 L-AC Willia; 
Arthur Pearse was severely injured. 

I,-AC. Pearse died of his injuries on Sept. 2. 


The Removal of the Central Flying School. 

The Central Flying School, R.A.F., is being moved fro; 
Upavon, Wiltshire, to Wittering, near Stamford, Linco 
shire. 

The Central Flying School was opened at Upavon on Sali 
bury Plain, on June 19, 1912, as a joint Naval and Militar 
flying school. The first commandant was Captain Godfre 
Paine, R.N., who retired from the R.A.F. as Air Vice-Marsh: 
Sir Godfrey Paine, K.C.B., M.V.O., on May 12, 1920. 

The first course at the C.F.S. began in August, 1912, an 
nineteen pupils passed out by the end of December, in spit 
of the fact that there were only four machines available f; 
instruction. 

Sir Walter Raleigh, in “ The War in the Air,’’ says: 

During the next year and a-half, up to the very eve of the wa 
the work of the School went omsteadily with improving material ar 
increasing efficiency .... Onan average about 30 officers passed oj 
from the School, into one branch or another of the Service, at tl} 
end of each course. ...The steady flow of recruits from Upave 


soon enabled the Military Wing of the Royal Flying Corps to fon 
rew Squadrons. 


On Oct. 1, 1912, Major H. M. Trenchard, Royal Seot 
Fusiliers, was appointed instructor on the staff of the C.F 
He continued this work until Sept. 23, 1913, when he wa 
appointed Assistant Commandant, a post which he held unt 
the outbreak of War. 

After the outbreak of the War 1914-18 the C.F.S. becam 
a purely Military Flying School, and when the demands 
the Service required a larger output of pilots and new flyin 
schools and training squadrons were formed, the C.F.¢ 
carried out only the advanced training required to replac 
casnalties abroad. 

For a short period in 1920 the Unit was known as the Flyin 
Instructors’ School, but it regained its original name a fe 
months later. 

All the pre-War members of the R.A.F. will regret deepl 
that this last link with the traditions of the beginning o 
Service Aviation should be broken. There seems no goo 
reason why the C.F.S.—where instructors are taught how t 
instruct—should not have been allowed to remain in the birtl 
place of the united Naval and Military Wings of the Roys 
Mlying Corps. Salisbury Plain is surely sufficiently central.- 

C. GeG 
A Sky Lark. 

A tour of towns on the south and east coasts of Englan 
by a Flight of the R.A.F. equipped with Supermarin 
Southampton flying-boats (two Napier Lion engines) has bee! 
arranged by the Air Ministry. The Flight will be commande 
by Sq. Ldr. A. Durston, A.F.C., O.C. No. 480 (Coastal Recon 
naissance) Flight, R.A.F. 

The Flight will reach each port of call shortly after 09.0 
hours and will anchor at convenient moorings, when, in th 
words of the communiqué,— 

Although the number of visitors who can be allowed on board mus 


necessarily be limited, arrangements have been made so that visitor 


fo the resorts and local residents can inspect the aircraft at anche 
from small hoats. 


[One would remind the Air Ministry that the Americat 
World Flight machines were very nearly wrecked as the re 
sult of a massed attack of inquisitive natives in sampans 
One trusts that an extra ration of fenders and boat-hooks wil 
as rer; to the Southamptons as a measure of self-defence.— 
+p. 

The programme of the cruise is as follows :—Sept. 6, Crome 
and Yarmouth. Sept. 7, Lowestoft and Felixstowe. Sept. 8 
Southend and Clacton. Sept. 9, Margate, Broadstairs anc 
Ramsgate. Sept. 13, Sandown, Shanklin and Ventnor (tw 
machines only). Sept. 14, Bournemouth and Weymouth 
Sept. 15, Worthing and Brighton. Sept. 16, Hastings anc 
Fastbourne (two machines only). Sept. 21, Torauay. 

[The Air Ministtv has omitted to notify the fact that the 
Public are requested not to feed the crews.—Ep.] 

The R.A.F. Flight arrived at Cromer on Sept. 6, anc 
anchored off the pier head. The Secretary of State for Ait 
paid a visit of inspection to the machines and later presidec 
at a luncheon in connection with the visit. 

In the course of a speech at the luncheon Sir Samuel Hoare sai¢ 
that the visit to Cromer was part of a general training scheme} ii 
was much more than a visit to seaside resorts. He was inclined tc 
think that people in years to come would look back upon the flight: 
now being carried out as an incident of interest, as a beginning ©! 
part of the scheme to make the Empire defences much more mobilé 
than they had been in the past 

After Innch the Air Minister, accompanied by Commandet 
Tacter-Tamnson. flew to Yarmouth in one of the boats. 

The Flight arrived at Great Yarmouth in the afternoon of 
Sept. 6, and left for Felixstowe at 17.15 hours for the night. 
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LIGHT AEROPLANE COMPETITION 


AT 


LYMPNE 


10th - 18th September, 1926. 


The large percentage of aircraft entered 
for the Lympne Light Aeroplane Com- 


STATUETTE TET 


Airscrews demonstrates the confidence 
placed in the reliability and efficiency of 
these airscrews. 


AIREYREE 


ALL- METAL AIRSCREW 


Many recent achievements, where relia- 
bility and efficiency were absolutely essential, 
have been accomplished with aircraft fitted 
with Reed airscrews, a few _ instances 
being : Commander Byrd’s flight to the 
North Pole; Lieut. Medaet’s flight of 
11,400 miles from Brussels to the Congo 
and back; the world’s speed record of 
278 miles per hour; the winning of the 
1926 King’s Cup Air Race by. Capt. 
Broad. 
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FOR IMPERIAL DEFENCE. 


FEDS eS eee ee ee eS ee 


THE OTHER EXTREME.—This week’s issue being full of small aeroplane it seems well to illustrate our latest 
and biggest flying-boat. The Blackburn Iris is a three-engined boat fitted with Rolls-Royce Condor III engines, 
giving approximately 700 h.p. each. She was designed by Major J. D. Rennie for long range reconnaissance work 
with the Fleet, for submarine patrols and the escorting of merchant ships through submarine zones. She 
carries a crew of five, Ist pilot, 2nd pilot who acts as navigator, W/T operator and two engineer-gunners. 
In the general design particular attention has been given to features which experience has shown to be neces: 
sary when operations have to be maintained under adverse conditions of sea and weather. Though performance 
figures may not be given, it may be said that the result of her performance trials show that all that was 
expected and a bit more has been obtained. In her own class she is probably the fastest flying-boat in existence. 
Her designer, Major Rennie, was associated with the late Colonel John Porte in all the experimental develop- 
ment work at Felixstowe which produced the big ‘‘ F’’ type boats and culminated in the Felixstowe Fury, a boat 
which was highly successful, though she came to a bad end. 
_ The Blackburn Aeroplane and Motor Co. Ltd., of Brough and Leeds, deserve to be congratulated on the 
immediate success of this, their first effort to produce a big flying-toat. As our trade routes throughout the 
Empire must depend in any future war on long-distance air patrols over the sea, thc Iris is a valuable contri: 
bution to our safety. 
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Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. 
Designers and Ccnstructors of ““_MARTINSYDE” ‘Types of Aircraft. 
Designers and Con-tructors of ‘‘CIRRUS” Aero Engines. 

120/140 h.p. ““AIRDISCO” Aero Engines. 

300/330 h.p. ““NIMBUS” Aero Engines. 


A.D.C. SUCCESSES. 


At Bournemouth Air Race Meeting, August 21st and 
gand, A.D.C. “CIRRUS” and “NIMBUS” Aero 


Engines obtained Q WINS out of 10. EVENTS. 


OTHER RECENT SUCCESSES ARE :— 
iieoetNero GUP AIR» RAGE, ro26. 


ADC CIRRUS engine in D.H. “Moth.” Pilot: Capt. H. S. Broad. 


iste AUolRALIAN AIR DERBY, 1926. 


Ae) Cee Clan clemetoine ite Dea ioth: wa Pilots: Alan. Jin Cobham: 


A.D.C. “CIRRUS” engines have been supplied to 


tee bh tokievALR = TVilINISE RY; 

ito NGLISEELI GE sARROPPANE CLUBS, 
El bal LRA LEAN ALR ROR CE. 

pe Rishi bos PALE AR ROCCrU BS, 

TOPS AUSERALIAN AERO) CLUBS: 


GLE SEcre: 


For particulars, apply to the designers and manufacturers :— 


ADC. AIRCRAFT, LTD. 


REGENT HOUSE, 
89, KINGSWAY, LONDON, W.C.2. 


Works and Aerodrome—CROYDON AERODROME, Cables® 


Teleph : y + @rTrY y reer 
Bteent e040. WADDON, SURREY. Airdisco, London.” 
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THE LYMPNE COMPETITIONS. 


THE RULES. 

So that every reader of THE AEROPLANE may know all about 
the competitions as they progress it seems worth while to 
publish the actual Regulations of the Competition and such 
Supplementary Regulations as have been published up to the 
time of going to press. 

There being still three days between this press day and the 
beginning of the Competition there is plenty of time for the 
Royal Aero Club to issue new regulations as numerous as 
those which have been already issued. 

When the regulations in their most elementary form were 
issued is wrapt in the mists of antiquity. But Supplementary 
Regulations No. 1 were issued as far back as April 20. As 
these are the printed regulations on which the competing 
firms and pilots and all that appertain to them have been 
basing their scheme of operations they deserve to be repro- 
duced in full. 

The regulations are printed in ordinary type for ease of 
reference and comments have been added, where necessary, in 
smaller type. 

1. Organisation.—The Competition will be conducted by 
the Royal Aero Club, under the Competition Rules of the 
Royal Aero Club. 

This is really the most important -regulation of the lot because the 
competition rules of the Royal Aero Club mean anything that the 
Committee of the Royal Aero Club likes to make them for the 
time being, before, during or after the competition. 

Z. Light Aeroplane.—The Competition is open to any aero- 
plane, the weight of the engine of which does not exceed 
170 Ibs. 

Notre :—The weight of the engine includes Carburettor and 
Induction System, complete Ignition Equipment, Air Screw 
Hub and Fastenings, Exhaust Pipes (if any) and Radiator, 
Pipes and Water (if any). 

A nice point which ought to be settled before the start of the 
Competition arises in connection with this rule. May competitors 
carry spare parts as ballast and replace them out in the country 
in case of a forced landing? For example, if an engine has only 
one magneto, can the machine carry a spare magneto and if the 
magneto on the engine fails can it be replaced by the spare one and 
can the dud magneto be put back into the ballast-box to keep the 
weight right? Similarly, can spare carburettors, sparking plugs, 
and other parts which may possibly go wrong, be carried as ballast ? 

3. Two-seater Dual Control.—The Aeroplane must be a two- 
seater fitted with dual control, and an air speed indicator 
must be visible from either seat. The heads of the pilot and 
passenger must not be enclosed. The seating and control 
must be capable of accommodating a normal person of 6 
feet height. 

A cockpit width of not less than 24 inches to be measured 
at the seat level must be provided for both pilot and pas- 
senger. 

In the case of a side-by-side machine the cockpit width must 
not be less than 44 inches, to be measured at the seat level. 

In the case of a machine with staggered seats, a width of 
not less than 24 inches must be provided for both pilot and 
passenger, to be measured at the seat level. 

The top of the control column should be free to move in 
a fore and aft direction through a distance of not less than 


15 inches. The distance between the seats of the pilot anc 
passenger must not exceed 5 feet. 

Just why the framers of the regulations should insist that #h, 
heads of the pilot and passenger must not be enclosed is hard + 
understand. A good many people do prefer machines with oper 
cockpits, but some people prefer closed cabins. And just as mos 
people in these days prefer saloon cars to open cars (saloon ear, 
are practically universal in the United States) the time will cer 
tainly come when the great majority of aeroplanes will have close 
cabins. There is no doubt that a fuselage which includes a close 
cabin gives a very much better streamline shape than one with ope 
cockpits. And efficiency counts for even more in a small aeroplan 
than it does in a big one 

Also it would be interesting to know how the high authoritie 
arrived at the decision that the top of the control column mus) 
move fore and aft through a distance of not less than 15 inches 
Surely the distance which it has to move depends entirely on th 
amount of movement necessary to move the elevator to its limit 
And that depends on the gearing between the elevator and the con 
trol column, which again depends on the balance and efficiency an¢ 
effectiveness of the elevator itself. 

These two regulations seem to be rather calculated to cramp th: 
ingenuity of designers. 

4, British Manufacture.—The Aeroplane, including the 
engine and ignition system, must have been designed and 
constructed in the British Empire. 

Of course it is a good thing ihat the machine should be all. 
British. And the regulation was evidently intended to encourag: 
British enterprise. But it is really rather a pity that the competi. 
tion was not open to all nations, for all our history shows us that 
we do our best work after some foreign competitor has come over and 
beaten us. Foreign competition is always good for British trade. 

5. Competitors.—Entrants and Pilots must be British Sub- 
jects. 

Here again a little foreign competition might have been useful, 

6. Fuel.—The ingredients of the fuels must be commercially 
obtainable in bulk in this country. 

The fuel used by all engines in the Competition shall be 
substantially the same as that used in the respective type tests 
for Certificates of Airworthiness, and shall be within 5 per 
cent. of the specific gravity of such fuel. 

The unit of fuel is a unit of weight. 

All refuelling in the Competition must be done at Lympne 
Aerodrome under the supervision of the Official Measurer. 

All fuel weighed into the tank from the start of the Com- 
petition will be counted for consumption, and all testing or 
running-up of the engine must be carried out on this fuel. 
Fuel taken by the Official Measurer from the tank will be 
credited. 

This regulation has been made to prevent the use of faked fuels 
By adulterating standard aviation petrol with other chemicals such 
as ether, or tetra-ethyl-lead, it is possible to use engines of higher 
compression without detonation or to zget easier starting or more 
power, and so to obtain an unfair advantage over those who stick 
to ordinary commercial fuel. 

7. Load to be Carried.—The load to be carried, exclusive 
of fuel and oil, must not be less than 340 lbs., which figure 
includes the weight of the pilot and passenger (if carried). If 
there is no passenger the balance of the 340 lbs. must he 
carried in the spare seat. Additional weight may be carried 
anywhere in the Aeroplane as useful load provided that the 


THE COMPETITORS AT LYMPNE. 


No.| MACHINE. ENGINE. ENTRANT. PUTATIVE PILOTS. 
1 | Blackburn Bluebird Armstrong-Siddeley Blackburn Aeroplane Sqdn. Ldr W. H. Longton, D.F.C., AyBags 
Pp g 
| : Genet & Motor Co. Ltd. 
2 | De Havilland Moth Armstrong-Siddele De Havilland Aircraft | { Hereward de Havilland or 
yi 
, ; Genet Co. Ltd. ik H. S. Broad 
3 | Bristol Brownie Bristol Cherub III Bristol Aeroplane Co. Ld C. F. Uwins 4 
4 elawerCoo Ps 4 IEMs, es |i S. Chick, M.C., A.F.C., of Bilgae. 
By Gee Pees eae va RA. EH. Aero Club fc Mackenzie-Richards, or Flt. Lt. J. A. Gray, 
| : D.F.C., or Flg. Off. R. L. Ragg 
6| Hawker Cygnet Bristol Cherub III T. O. M. Sopwith & P. W. S. Bulman 
| f F. Sigrist 
7a Supermarine Bristol Cherub III Supermarine Aviation Henri Biard 
| Sparrow II Works Ltd. 
8 H.A.C. 1 Bristol Cherub III Halton Aero Club Fit. Lt. F. le P. Trench or Fit. Dea 
9 Avro Avian Armstrong-Siddeley | Halliday 
| : Genet f H. J. L. Hinkler 
10 | Avro Avis Blackburne Thrush or Bs Nap eecee Coe | Wing Cdr. W. S. Douglas, M.C., D.F.C. 
A.B.C. Scorpion II i i 
11 Cale AR el Vi ee enone (| Cranwell Light Aero- ee No. ae hes not compete) 
12 CU AArary Bristol Cherub III J lane Club Sieben 
Prene1u Fit.-Lt. H. S. P. Walmsley, M.C., D.Figl 
13 | Aaa te apres Blackburne Thrush H. W. Martin G. lL. P. Henderson 
arush 
Ser III Bristol Cherub III George G. Parnall F. T. Courtney 
ort Satellite A.B.C. Scorpion II ; { Fle Off. G. KE. F. Boyes 
16 | Westland Wood- A.B.C. Scorpion IT } pag RON Fit. Lt. A. P. Ritchie, AJLC. 
pigeon 
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Air Race Meeting 
ho) 


Every Race was won, and each of the winning certified 
performances achieved, on standard grades of— 


WAKEFIELD 
CASTROL 


—the world-famous Product of an all-British Firm. 


Wakefield CASTROL is the first choice 
of those who win in every test of speed, 
reliability, and endurance in every field of 
motoring activity—while in ordinary use 
it more than satisfies the demands of 
the most exacting. 


There is a CASTROL grade specially 


suited to your requirements. See the 
Wakefield Chart at any Garage, or write 
for our Pocket Lubrication Index and 


Price List. 


Remember that over 200 Leading Motor 
Manufacturers recommend— 


WAKEFIELD 


H 


C. C. WAKEFIELD & CO., LTD., Wakefield House, Cheapside, London, E.C.2. 
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total weight of the Aeroplane does not exceed the figure 
allowed in the Certificate of Airworthiness. ) 

The carrying of a passenger is optional except in the 
Eliminating Test ‘‘ B,’”’ in which case it is not permitted. 

At first sight it looks as if this regulation would permit the 
entrant of an aeroplane which was badly out of balance to adjust 
the balance by putting additional load at some point where it would 
not normally be carried if the aeroplane were: properly in balance, 
and thus an aeroplane which, owing to a mistake in design, would 
be unsafe, might be made flyable. But apparently the idea in 
allowing additional weight to be carried ‘‘anywhere in the aero- 
plane as useful load’* is so that for touring purposes luggage may 
be carried elsewhere than in the spare seat without spoiling the 
balance of the machine. 

8. Certificate of Airworthiness.—A Certificate of Airworthi- 
ness for the Aeroplane must be obtained and produced to the 
Royal Aero Club one week before the opening date of the 
Competition. 

This is in the interests of safe flying. And it so happens that all 
the constructors of competing machines are already under the thumb 
of the Air Ministry so nobody is inelined to object. 

Also it prevents an entrant who might be prepared to take undue 
tisks fromm winning a prize by entering an aeroplane which, though 
it might get through the competition with skilful piloting, might 
be unsafe to fly in the hands of an ordinary pilot. 

Of course there are always people who will be prepared to argue 
that their own judgment of what is airworthy is better than that 
of the Air Ministry. And probably some of them are right. 

9. Air Navigation Regulations.—Competitors must comply 
with the Air Navigation Regulations in force, subject to any 
concessions which may be made by the Air Ministry for this 
Competition. 

Apparently the only concession which the Air Ministry has made 
for this competition is that machines need not carry their fuli 
registration lettering. The competition numbers on the machines 
are regarded as enough for the purpose. 

10. Accommodation.—Free accommodation for competing 
Aeroplanes will be available at Lympne Aerodrome from 
Tuesday, Sept. 7, 1926. 

One would hardly think that it was necessary to include this as 
an actual regulation for the competition. But when one remembers 
that the Air Ministry insists on a 5s. landing fee every time a little 
aeroplane puts its wheels on one of their precious aerodromes, and 
charges 10s. a night for housing such a machine, one sees that this 
concession really does mean something. If the Air Ministry wanted 
to encourage civilian flyiny without expense to itself it could abolish 
all landing and garage fees at all its aerodromes. 

11. Identification.—Each Aeroplane will be allotted a 
number, which must be painted in black on a white surface 
on each side of the fuselage and on the lower surface of each 
of the lower main planes. This number must be as large 
as the surface permits. Government Registration Marks are 
not necessary for this Competition. 

This certainly does simplify the matter of identifying the machines. 
And it is a good scheme to insist on black numbers on a white 
surface. On some of the civilian machines which now exist the 
ordinary black lettering cannot be seen at all at any distance. 

12, Flying Time.—The Competition will be open each day 
at 8 a.m. and will close at 8 p.m. Competitors will not be 
observed or timed after that hour. 

The Stewards may prohibit any flying in the Competi- 
tion if, in their opinion, the weather conditions justify such 
action. 

The Stewards may extend the flying time in the event 
of any loss of time on account of unfavourable weather. 

This regulation ought at any rate to have a salutary effect on 
the health of the officials at the meeting. Competitors flying very 
slow machines in order to carry the maximum “useful load” will 
naturally want to start as early as possible in the morning so as 
to get all the advantage they can out of the morning calm. Con- 
sequently the cfficials who have to see them oft will necessarily 
adopt the motto ‘‘ Early to bed and early to rise? One hopes that 
it will make them wise also. 

13, Change of Pilots.—The changing of Pilots is permitted, 
but any change must be notified beforehand and the weight 
adjusted. 

It is just as well that the change should be notified beforehand. 
If for example Mr. Broad was replaced by Mr. Scholefield quite a 
good deal of time might be needed to adjust the weights. 

14, Repairs.—The same Aeroplane and Engine must be 
used throughout the Competition, but repairs and certain re- 
placements as scheduled will be allowed. Schedule of Re- 
placements permitted :— 


Engine Parts—Petrol and Oil Filters; Propellers of the same 
design, construction and dimensions; Sparking Plugs and 
Ignition Wires; Valves and Springs; Ignition Systems. 

meee Parts—Wheels; Tyres; Tail Skids; Wingtip 
Skids. 

Repairs and Replacements of a minor nature, with the 
previous consent of the Stewards. 


Any Competitor discarding part of or otherwise altering 
the Aeroplane during the Competition, so that it differs in 
any way from that which was presented to the Officials in the 
first place, will be disqualified. 

There is plenty of room for argument over this regulation. If 
valves and springs will not stand up for the total distance of the 
competition, namely, 1,964 miles, then obviously the engine is not 


airworthy. It may be argued that a valve or a spring may break 
through sheer bad luck and it would be a pity to put the machine 
out of action for that reason. But it is equally true that cylinders 
or airscrew bosses may crack through some accidental flaw. So 
why should they not also be replaced? 

And why should the replacement of ignition systems be permitted? 
Surely if a magneto cannot stand up to 2,000 miles then the engine 
to which it is fitted is not airworthy. 

Similarly, if wheels and tyres and tail skids may be replaced 
why not rudders and elevators and ailerons? A pilot who is not 
quite so skilful as some of the others, or even a very skilful pilot 
trying to do a particularly stunt landing, may break a wheel or a 
tail skid. Whether in doing so he damages an aileron or an elevator 
will depend quite as much on luck or on the particular ground on 
which he does his landing as on his own personal skill or on the 
design or construction of the machine. 

Such damage is particularly likely to occur in the case of a forced 
landing owing to engine trouble. Presumably in such an event the 
stewards could give permission to replace an elevator or an aileron 
without disqualification. 

15, Official Notices.—The posting of decisions and instrue- 
tions on the Official Notice Board on and after Sept. 9, 
1926, constitutes an official notification to all competitors, who 
are responsible for acquainting themselves with such decisions 
and instructions. 

This is a very good regulation if only the officials of the Club 
will keep their notice board posted up to date. At the same tinie, 
seeing that there is only a limited number of competitors, and that 
those coinpetitors are likely to be pretty busy every moment their 
machines are on the ground, it might be just as well if the Com- 
petitions Committee kept a few orderlies to run round the places 
where the competitors keep their machines and draw their attention 
to the issue of every fresh decision or consideration or instruction 
or regulation. 

16. Entries.—The entry fee is £10. This fee, together with 
the entry form, must be received by the Royal Aero Club not 
later than June 30, 1926. Late entries will be received up to 
12 noon on July 31, 1926. Late entry fee, £30. 

The Royal Aero Club, in the interests of safety, reserves the 
right to refuse any entries and/or prohibit the flight in the 
Competition of any Competitor if it considers the flight would 
be dangerous. 

WHEN THE FuN BEGINS. 

17. Eliminating Tests.—The following Eliminating Tests 
A, B, C and D must be carried out in this order and must be 
passed to the satisfaction of the Officials before taking part 
in the Competition proper. 

Aeroplanes must be presented to the Officials, fully erected, 
for the Eliminating tests at 10 a.m., on Friday, Sept. 10, 
1926. Aeroplanes not so presented will be debarred from 
taking part in the Competition. 

The Eliminating Tests will commence at 10 a.m. on Friday, 
Sept. 10, 1925, and will be continued on the following day. 
These tests must be completed by 8 p.m. on Saturday, Sept. 
II, 1926. Aeroplanes not having done so will be debarred 
from taking part in the Competition. 


A.—DISMANTLING, HOUSING AND RE-ERECTING. 

For this Test the Aeroplane must be presented to the 
Officials fully erected. 

It must then be dismantled or folded in. such a manner as 
to permit of its being completely transported in one journey 
without the use of any extraneous tackle, over a distance of 
not more than 25 yards, and placed in a shed ro feet in width 
and ro feet in height. It must then be taken outside the shed 
and re-erected. 

Two persons only will be allowed to handle the Aeroplane 
throughout this Test, and the time occupied must not exceed 
one hour. : 

No special devices will be allowed unless carried as part 
of the equipment of the Aeroplane in flight during the Com- 
petition. Such equipment will not be weighed or considered 
as part of the useful load. 


B.—DEMONSTRATION OF DUAL CONTROL. 

This test will consist of two separate flights of not less 

than five minutes’ duration each, within sight of the aero- 

drome, at the termination of each of which one figure of 

eight must be flown within the boundary of the aerodrome. 

The pilot must be alone and occupy alternately the two 
seats in the Aeroplane. 


C.—GETTING OFF. 

This Test will consist of a take-off, starting from rest 
and flying in a straight line over two barriers 25 feet high 
and placed 25 yards apart. The distance from the starting 
point to the first barrier will be 300 yards. ‘This distance 1s 
based on a wind not exceeding 6 miles per hour. ‘ 

The wheels of the Aeroplane will be placed on the starting 
line. The start will be a standing one. No assistance, 
launching devices or chocks will be permitted for the agtual 
getting off. 

D.—PULLING UP. 

This Test will consist of a straight landing over a barrier 
6 feet high. The length of run must not exceed 125 yards. 
This distance is based on a wind not exceeding 6 miles per 
hour. 
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Avoid overcrowded roads & recapture 
the joy of travel “ 
by owning a 


MOTT 


TWO-SEATER LIGHT 
AEROPLANE 


Using a light aeroplane costs little more than, 
running a fair sized car-a de Havilland “Moth | 
| for instance, with its air-cooled Cirrus engine. 
UNITEDKINGDOM ONLY — can do about twenty miles to the gallon of. 


f ordinary petrol and a small quantity of 
795 ordinary oil. And it can do these twenty miles 

EX WORKS at about 80 miles anhour so that for week.~ 
ee ending and touring, ag the Master of Sempill 
READY TOFLY has shown, the Moth can beat the car’..... 


Special correspondent to the Morning Post"ina 
Series of articles on “FLYING FOR ALL 


Write for WEE: | Rei caTEn fo :— 
THE DE HAVILLAND AIRCRAFT CO.,LTD. 
STAG LANE AERODROME, EDGWARE, MIDDLESEX 


Zelegrams:“HAVILLAND,EDGWARE. /e/ephone:COLINDALE 6160 
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The engine may be shut off before crossing the barrier. 

Any form of braking device may be used provided it 1s 
carried throughout the Competition. 

The distance will be measured from the centre of the 
barrier in a straight line to the furthest point of contact 
of the Aeroplane with the ground. Only normal straight 
landings will be measured. In the event of damage to the 
Aeroplane which in the opinion of the Stewards would pre- 
vent further flight, the attempt would not count. 

Eliminating Tests C and D must be performed with the 
total load which the machine is to carry throughout the Com- 
petition. 

In the case of failure to carry out tests C and D with the 
load anticipated, the load may be reduced to a figure not less 
than 340 lbs., but the load at which the machine finally passes 
the tests shall be deemed to be the maximum load carried 
for the purposes of the Competition. 

All Competitors will be allowed a number of attempts in 
these Tests, but any Competitor failing to start within five 
minutes of his allotted starting time will not be allowed to 
start and this will count as an attempt. Additional attempts 
will be allowed in the same order as time permits. 

THE FUN OF THE FAIR. 

For the benefit of intending visitors to Lympne one would point 
out that these eliminating tests are really quite the most amusing 
part of the competition, and the Aero Club did well to hold them 
on the Friday and Saturday. 

The dismantling, housing and re-erectiug test will perhaps not be 
quite so amusing as it was in the early days of such competitions. 
In these days all the little gadgets and things such as quick-release 
bolts and so forth have been so well tried that they are not likely 
to give much trouble either in taking to pieces or putting together. 
And the Moths merely swing their wings on hinges. 

In tthe old days the putting-together-again business was. very 
nearly as amusing as watching somebody else do a jig-saw puzzle. 
But at any rate this part of the Competition is likely to be quite 
interesting as showing the complete ease with which small aeiv- 
planes can be handled and housed. by two ‘people. 

The dual control demonstration is apt to be a trifle dull, but it 
does afford onlookers a chance of seeing the machines in the air 
under the best conditions. And if the pilots are wise they will take 
the opportunity of showing off their machines to the best advantage 
during this test. 

One would remind pilots that in these days everybody carries a 
camera and that by flying low and slowly past the public enclosure 
they will have a lot of photographs taken by people in the crowd. 


Which photographs will ultimately afford their employers a great 
deal of free publicity. 
The getting-off test is apt sometimes to be dangerous, as pilots 


are liable to stall their machines in the effort to get over the 
barrier, especially if the machine is a trifle sluggish in getting off 
the starting line. But one may assume that all the pilots who will 
be flying in this competition know their jobs too well to do any- 
thing silly. 

The pulling-up test should be particularly interesting, in that it 
will give some notion of the ability of the various machines to sink 
without stalling and diving and to remain under control when stalled. 
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Three of the machines have flap wings, but so far as one knows not 
one of them as any of the modern scientific wing curves which are 
alleged to give control below stalling point The proviso that both 
the getting-off and landing tests must be done with the full load 
which is to be carried during the competition will prevent any undue 
advantage being given to machines with very big lightly loaded wings 
which are too slow to be useful transport vehicles. 

One is inclined to disagree from thé regulation that only normal 
straight landings will be measured. Surely the test is meant to 
show whether a machine can be got into a small field or not, 
and if a particularly skilful pilot can do a very short landing by side. 
slipping or swish-tailing surely he is entitled to do so, for it would 
at any rate demonstrate the controllability of the machine at Very 
low speeds. 

‘THE COURSES TO BE COVERED. 

18. Competition.—The Competition will be over Courses 
totalling approximately 2,000 miles. The total distance must 
be flown at an average speed of not less than 50 m.p.h. 

The following are the Courses :— 

SUNDAY, SEPT. 12.—Lympne to Brighton and back, 106 miles. 
(This circuit must be covered twice and alightings made 
at Lympne Aerodrome on the completion of each circuit.) 
Total for day, 318 miles. 

Monpay, SEPT. 13.—Lympne, Eastbourne, Lympne, Hastings, 
Lympne, 124 miles. (This circuit must be covered three times 
and alightings made at Lympne Aerodrome on the completion 
of each circuit.) Total for day, 372 miles. 

TUESDAY, SEPT. 14.—Lympne, Dover, Ramsgate, Margate, 
Herne Bay, Lympne, 62 miles. (This circuit must be covered 
six times and alightings made at Lympne Aerodrome on the 
completion of each circuit.) Total for day, 372 miles. 

WEDNESDAY, SEPT. 15.—lLympne to Brighton and back, 106 
miles. (This circuit must be covered three times and alight- 
ings made at Lympne Aerodrome on the completion of each 
circuit.) Total for day, 318 miles. 

‘THURSDAY, SEPT. 16.—Lyympne, Dover, Ramsgate, Margate, 
Herne Bay, Lympne, 62 miles. (This circuit must be covered 
six times and alightings made at Lympne Aerodrome on the 
completion of each circuit.) Total for day, 372 miles. 

FRIDAY, SEPT. 17.—Lympne to Croydon and back, 106 miles. 
(This circuit must be covered three times and alightings made 
at Lympne Aerodrome on the completion of each circuit.) 
Total for day, 212 miles. 

Total, 1,964 miles. 

The arrangement of the various courses, all except the Lymipue 
to Croydon course, was apparently intended to give the British Public 
a chance of seeing the competing machines. The assumption eyvi- 
denialy was that at this time in Septetnber there would be a large 
population at the various seaside resorts. As a matter of fact one 
does not imagine that the people who are holidaying on the South 
coast at this time of the year are of the class which is likely to buy 
small aeroplanes in quantities. 

If the idea was to interest a possible buying public it would have 
been better to have laid out a course over the hills of Scotland and 
Yorkshire, or at any rate over some of the more expensive golf 
cluhs. The class of people who spend big money on sport do not go 
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THE “HORSLEY.” tnd 


The Hawker Horsley was selected, after exhaustive tests, as ei 
the R.A.F. Standard Day Bomber, once again demonstrating Aa 


the efficiency of Hawker design and _ construction. "ty 
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to Brighton and Eastbourne and Folkestone in September. Christmas 
is.more like their time. 

As a matter of fact the Hythe-Prighten course will mostly be over 
open down-land where nobody will see the machines at all, and a 
\traight comipass course from Lympne to Eastbourne gasworks will 
pring the machines quite a good way out to sea off Pevensey, which 
is not desirable. 

THE PRIZES AND WHY. 

Each course must be completed on the day allotted for that 
particular Course between the hours of 8 a.m. and 8 p.m. 
Any Competitor failing to complete the Course within the 
specified time and date will be eliminated from the Com- 
petition. 

The Hirst Prize of £3,000 will be awarded to the entrant 
of the Aeroplane which having complied with all the require- 
ments laid down carries the greatest useful load per unit of 
fuel consumed. 

The useful load is 340 lbs., which includes the weight of the 
Pilot and Passenger (if carried), plus any ballast carried as 
further load, up to the weight specified by the Certificate of 
Airworthiness. 

The Second Prize of £1,500 and the Third Prize of £500 
will be awarded respectively to the entrants of the Aeroplanes 


which are placed second and third. 
The regulation about the times is a little bit inconsistent with the 


regulation about the repairs. A man may net replace an aileron 
damaged in a forced landing, although the job can be done in half- 
an-hour. But he can spend hours every day changing valves or 


making adjustments to bis machine without any penalty. 

To allow the machine twelve hours in which to cover a course each 
day, the longest of which is 372 miles, is palpably absurd. It means 
that a machine with a speed of only a little over fifty miles an 
hour can quite possibly win the first prize. In fact it means that 
machines which are too slow to be of any practical value as aerial 
vehicles may quite well win all the prizes. 

Of course if a machine is absurdly slow it will have to be in the 
air for such a long time that it will absorb more fuel than it would 
if it flew faster. On the other hand anything like a high speed 
machine must use more fuel in getting its speed even though it 
remains in the air for only a short time. 

The prize-winning machine should, bar accidents, be one which 
will cover each course at the most economical speed. In a flat calm 
jne imagines that a machine with very big wings, and consequently 
fow loading per square foot of wing, and a speed of about seventy miles 
an hour, would be most likely to win. But if the days are windy 
then the fairly fast machines will certainly put up the best show. 

The idea of the qualifications for winning is no doubt to produce 
an aeroplane which with limited horse power will carry the biggest 
possible load across country. But to have made the Competition really 
effective, the regulations should have insisted upon a full-out speed 
of at least 100 m.p.h. One imagines that the machine which wins 
will not have a top speed of more than 80 m.p.h. at most. And 
pnyhow the Competition is more a test of engines and installations 
and gadgets on which the running of the engines depends than of 
1eroplanes of any sort. 


The Society of Motor Manufacturers’ and Traders’ Prize.— 
Two Hundred Guineas. 

At the conclusion of the Competition a Race on handicap 
will be held over a course of approximately 100 miles. This 
race will be open to the Aeroplanes taking part in the Light 
Aeroplane Competition which shall have accomplished at 
least so per cent. of the Course in the Competition. 

This race ought to be rather interesting. Being purely a_ speed 
race the pilots will naturally go all out the whole way, whereas in the 
Competition itself they will nurse their engines, partly with the 
idea of avoiding putting any strain on the engines which would be 
liable to cause a breakage, and partly with the idea of using as 
little fuel as possible. Consequently the speed at which they cover 
the various courses will give no indication of their real top speeds. 
The S.M.M. and T. race will not only disclose the top speed of 
each machine but it will also give an opportunity of discovering 
the weak points in any engines which may be left in flying trim 
after a week of flying. 

Such engines ought to be in very fine form by the time they start 
in this race. ‘They will have had very nearly 2,000 miles running 
at considerably less than full power, so everything ought to be 
nicely “run in,’ and anything which was going to shake loose 
ought to have been shaken loose. 

Therefore, provided that any machines survive the 2000 miles, 
Aviation will really have something for which to thank the 
S.M.M. and T. It will be very nearly the first time that Aviation 
has had that privilege. 

Taking it all round the wealthy motor manufacturers of Great 
Britain have taken precious little interest in aviation. Very few 
of them have taken an active part in the making of aero-engines, with 
the exception of a few who made vast wealth out of war contracts 
between 1914 and i919. 

If some of them had been a little more far-sighted they might hav 
done quite a good deal to help the progress of Aviation, and might 
ultimately have put money in their own pockets. The more credit 
is due therefore to the Beardmore firm and the Rolls-Royce people and 
the Napier people and the old Siddeley-Deasy firm for having 
tackled aero-engine work in the early days of the War. y 

GENERAL CONDITIONS. 

Competitors or their Pilots purposely flying over the Public 
Enclosure or outside the regular course without permission 
of the Stewards will be liable to disqualification and suspen- 
sion. The Stewards have the right to prohibit any flying 


when, in their judgment, such flying is likely to be dangerous 


to the public or other pilots. 
In the event of a tie by two Competitors for the First Prize, 


the total of the First and Second Prizes will be equally divided 
between the Competitors making the tie. 

In the event of a tie by more than two Competitors for the 
First Prize the total Prizes will be equally divided between 
the Competitors making the tie. 

In the event. of a tie for the Second Prize the total of the 
Second and ‘Third Prizes will be equally divided between the 
Competitors making the tie. 

In the event of a tie for the Third Prize it will be equally 
divided between the Competitors making the tie. 

A Competitor by entering the Competitions thereby waives 
any right of action against the Royal Aero Club, the Air 
Council or the Donors of Prizes for any damage sustained by 
him in consequence of any act or omission on the part of any 
of the Officials of the Royal Aero Club and the Air Couneil 
or their representatives or servants or any fellow-Competitor. 

A Competitor’s Aeroplane or Aeroplanes or representatives 
or servants shall at all times be at-the sole risk in all respects 
of the Competitor or his Entrant, who shall be deemed by 
entry to agree to waive all claims for injury either to himself, 
his Aeroplane or Aeroplanes, or his representatives, employees 
or workmen, and to assume all liability for damage to third 
party, or their property, and to indemnify the Royal Aero 
Club, the Air Council or the Donors of Prizes in respect there- 
Ol i 

A Competitor by entering thereby agrees that he is bound 
by the regulations herein contained or hereafter to be issued 
in connection with these Competitions. 

The interpretation of these Regulations or of any to be 
hereafter issued shall rest entirely with the Royal Aero Club. 

Competitors alone shall be responsible to. the Officials for 
the due observance of these Regulations, and shall be the 
persons with whom the Officials will deal in respect thereot 
or of any other question arising out of the Competitions. 

The Committee of the Royal Aero Club reserves the right 
to add to, amend, or omit, any of these Rules, should it think 
fit. 

hese conditions are all quite 1easonable. Whether pilots fly over 
the public enclosure or not will, one imagines, depend largely on 
the direction of the wind. The class of pilot who is flying im a 
serious competition of this kind is not likely to indulge in silly 
stunting over the crowd (if any) just for fun. And previous ¢x- 
periences of Lympne suggest that the composer of the regulations 
was properly cautious in using the phrase “ public enclosure” in 
preference to the word “ crowd.” 

The clause about flying ‘outside the regular course’? is a little 
puzzzling. The regular course between any of the turning points 
is a straight line according to Euclid’s definition. And as such @ 
line has length without breadth it will be a trifle difficult for 
any aeroplane to keep inside it unless it has an infinitely small 
span. Apart from that, the further a pilot wanders off the course 
the worse for himself because he will use more petrol and will be 
longer in the air. 

The rest of these General Conditions are merely framed to safe- 
guard the Royal Aero Club against vexatious argument or against 
actions for damages 

Pilots who are inclined to argue will do well to remember that 
the word competitor means the entrant of the aircraft, and that the 
pilot is not his representative but merely his paid or honorary 
servant, and therefore has no locus standi in any argument on the 
interpretation of rules. ‘his of course will not in the least prevent 
certain of one’s best friends among the pilots from telling the 
Stewards of the Royal Aero Club and the Committee and the Secretaty 
and all the other officials exactly what they think of them from 
time to time as occasion arises. 

Supplementary Regulations II. 

1. All tanks, filler caps, and carburettor float chamber 
covers must be provided with Iugs or* some other efficient 
means of facilitating sealing. 

2. In case of a landing away from Lympne Aerodrome, a 
full report of the circumstances must be made in writing 
to the Chief Marshal on the return of the aircraft to Lympme. 

The first of these is a proviso to prevent evil-minded competitors 
from committing either of two malpractices, (A) adding petrol 
illicitly, which could be done by landing at some pre-arranged place 
out in the country, and thus appearing to have used less petrol 
than they did in fact, or (B) adding dope and so getting more power 
out of their petrol and actually using less. 

Of course, none of the competitors in this Competition would ever 
think of doing such a thing. But any organisation which controls a 
competition has to guard against malpractices. 

The second is likewise a safeguard against malpractices, in that 
it makes it difficult for a pilot to land and pick up petrol or dope, 
but it is also an assurance that proper information will be giveil 
about any mishap which occurs in the course of any of the flights. 

It occurs to one that in the event of a -really wholesale crash Mm 
a forced landing the information may be somewhat delayed 

Supplementary Regulations III. 

Fuel.—(See Supplementary Regulations I, No. 6.) This 
Rule was specifically framed in order to prevent the adniuxture 
of chemical dopes with ordinary petrol or mixtures of petrol 
and benzole. 

The Rule was issued on Apr. 20, 1926, and has governed 
the preparation of engines and their accessories. 

In fairness to all competitors therefore, the use of chemical 
dopes is still disallowed, even though in some cases supplies 
may have been increased. 
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Tyre 
Size 


Hub 


* | Length 


Wheel 
| No. 


Tyre 
Size 


Length | 


Track 


Bore | Line 


a 
Size 
m/m 
37555 |168 | 111.12 
30060 | 16 | 111.12 
45060 | 30 | 89. 
£ i722) 130. 
575x60 | 21 | 160. 
. |,80 | 150. 
< 1g6 | 120, 
‘ "90 | 150, 
65065 | 78 | 178. 
5 79 | 178. 
is 166:} 178. 
- 101 } 178. 
60075 | 21 | 160. 
3 180 | 150. 
+1 186 | 120, 
é 190 | 150. 
70075 | 78 | 178. 
- | 79.|- 178. 
a 100 | 178. 
: 1101 | 178. 
700100 | 77 | 178. 
A | 92) 185. 
ss 954 185. 
- | 99 | 178, 


Track 
Bore Line 
m/m m/m 
25.4 | Central 
25.4 | Central 


31.75 | Central 
38.09 | Central 


28. | Central 
38.09 104/46 
34 92 | Central 
38.09 | Central 


44.45| 132 46 
44.45 | Central 
38.09 | 132/46 
31.75| 132 46 


28. | Central 
38.09 104 46 
34.92 Central 
38.09 | Central 


44.45, 132 46 
44.45 | Central 
38 09| 132 46 
31.75 | 132/46 
44.45 | 132 46 
55. | 135/50 
DO. Central 
38.89 | 132 46 


700 X 100 


99 


9 


650 X 125 


9 


9 


750 X 125 


” 


” 
” 
“ 


9 


N61" 


1162* | 
1163? | 


169! 


1177 | 


‘183 


[211°] 


| 
1000 X 150 ‘167 
j174 | 


Is2 
1187 


(201 | 


m/m 


150. 


178. 
[78. 


178, 


178. 
120. 


178. 
185. 


Track 

Bore Line 

m/m m/m 
38-09 | Central 
44.45 | Central 
55, 132/46 
55. 132/46 
| 55, | Central 
34.92} Central 
44.45| 132°'46 
| 55. | 135/50 
| 55. | Central 
38.89 132/46 
38.09 | Central 
44.45 | Centra! 
55. 132/46 
55. 135/50 
55. | Central 
66.67 | 135/50 
55. | 135/50 
55. 135/50 
55. | Central 
60.32 , 135/50 
| ay. 125/60 


80. | Centra) 


| 55. | Central 


66.67 | Central 


60.32] 125 60 |'7°0X3'0| 93 | 


*Wheels Nos. 161, 162, 163 and 211 are of stronger type than the other wheels for 800 = 150 tyres. 
Grease xun equipment is n w a standard fitting on all wheels. 


THE PALMER TYRE LIMTLED, 


Contractors to the Admiralty, the War Office, and the Air Ministry, 


, J Telegrams :— 
Tyricord, Cannon. London.” 
D/ND 


100-106, 


PARIS : 


31, Rue la Boétie. 


1000 X 1£0 |210 


1000 X 180 |148 
149 
155 


iY 166 


1107 


137 
157 


1100 X 220 |134 
136 


975 X 225 |192 


1250 x 250 (133 
|154 


9 


1500 X 300 {115 | 


] 1126 


1750 X 300 |139 | 


” "91 


i108 | 
128 | 


1202 


194 | 


mjm | 


185. 


220. | 
185. | 


oo 
S 
= 
or 


m/m 


m/m 


| 60.32 | Central 


80. | Central 
55. Central 


. | 66.67 | Central 


55. | 125/60 


| 55. Central 
. | 55, | 125/60 


| Central 
80. Central 


| 80. Central 


Centra] 


_ | 66.67 | Central 
. | 80. | Central 


| 60.32 | Central 


58. 125/60 


| 80. | Central 
| 101.6 | Central 


101,6 | Central 


| 152.4 Central 


_ | 152.4 Central 
. | 150.3 | Central 


| Sols Central 


+Wheel No. 169 is fitted with Ball Bearings. 
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This is simply an explanation, more or less as already given, of 
the reason for No. 6 in the first batch of Supplementary Regulations. 
It is a difficult regulation to put into effect. Who is to decide the 
precise point at which a dope ceases to be a dope and becomes an 
ordinary commercial admixture with standard aircraft fuel? 

There was a time when benzol might well have been considered 
a dope. In fact, if some High Authority decreed that only straight 
petrol was to be used in all our Service aircraft engines, a good many 
of our engines would have to be redesigned, or would at any rate 
have to have their compression considerably altered. 

Benzol is added as a standard admixture in order to allow the use 
of higher compression. Some petrol detonates at a lower compres- 
sion than others. Tetra-ethyl-lead will stop it from detonating, and 
possibly other chemicals may have a similar effect. If the proprietors 
of such petrol issue it for aviation purposes and arrange for it to be 
on sale at all aerodromes ready doped, why should it be any less a 
standard mixture than is the standard mixture of petrol and benzol ? 
Mr. Cobham’s adventures at Athens demonstrated the result of not 
having benzol dope at Lyon as a standard mixture. 

Supplementary Regulations IV. 

Load to be carried.—(See Regulation 7). Competitors must 
provide their own ballast which must be of such a nature as 
not to vary in weight, and which is capable of being easily 
weighed. 

Thus it will not be advisable to carry salt, which would increase 
in weight on a wet day owing to its hygroscopic qualities, nor 
butter, which might melt on a hot day. Nor is it advisable to carry 
a fat and nervous passenger who might perspire freely owing to fear. 

Identification.—(See Regulation 11.) The Official number 
for each aeroplane must be painted in black on a white sur- 
face on each side of the fuselage and on the lower surface of 
each of the lower main planes. This number must be as 
large as the surface permits. Government Registration Marks 
are not necessary for this Competition. 

Apparently the amount of paint used in all this art decoration 
will not be allowed in the calculations for useful Icad. 


Supplementary Regulations V. 
THE TURNING POINTS. 

Brighton.—Grand Stand on the Brighton Race Course. 
Competitors must turn round the Grand Stand leaving it on 
their Left. 

Eastbourne, Lympne, Hastings.—Eastbourne : Three Gaso- 
meters N.E. Corner of Eastbourne. Lympne: White Cross 
on Aerodrome. Hastings: Hastings Castle. (Competitors 
must turn round these points leaving them on their Left.) 

Dover, Ramsgate, Margate, Herne Bay.—The turning point 
at Dover is Dover Castle round which Competitors must turn 
leaving it on their Left. From Dover the Competitors pro- 
ceed North to Manston Aerodrome, turning round the White 
Chalk Circle on the Aerodrome, leaving it on their Right, 
and thence N.B. to the North Foreland. 50 yards on the sea- 
side of the Lighthouse is a Wireless Mast which is the turn- 
ing point. Competitors must turn round this point leaving 
it on their Left. Competitors are warned to fly higher than 
the mast so as to avoid fouling any of its aerials. From this 
point the course is due West ‘passing at the rear of Margate, 
Westgate and Birchington to the Reculver Towers 3 miles 
East of Herne Bay, which is the Turning Point. Competitors 
must turn round this point leaving it on their Left. After 
passing the Reculver Towers the course is S.S.W. back to 
Lympne. 

Croydon.—The turning point is the Control Tower situated 


on the Aerodrome at Croydon. Competitors must turn round 
this point leaving it on their Left. 

Alighting at Lympne.—Competitors will be timed on arrival 
at’ Lympne at the moment of crossing the Line in flight at 
a height of not more than 500 feet in either direction between 
the White Cross and the Timekeeper’s Tent. 

Observers.—Observers will be placed at each turning point 
round which Competitors must turn at a height of not more 
than 500 teet and at a sufficiently close range so that their 
identification numbers may be easily verified by the Observers. 

Sheds.—The Shed containing the competing machines will 
be open each day from 7 a.m. until 9 p.m., by which time 
all machines must be inside the Shed. 

Competitors and their staff will only be allowed in the 
shed between these hours. 

Supply of Fuel.--Fuel will only be supplied to Competitors 
during the hours of competition, viz., between 8 a.m. and 
ro) | Depille 

These turning points seem to be badly chosen. After having brought 
the competitors to fairly populous places presumably with the object 
of increasing the air-mindedness of the nation it is rather a pity 
not to give the British public an opportunity of seeing them. 

Very few people sre going to trek all the way up a mountain to 
Brighton Race Course to see a few inachines hustle round a turning 
point—and no betting as an attraction. The turning point might just 
as well have been made round the Pier Head. The danger of an 
engine failure between the open downs and the pier at Brighton 
is certainly not as great as the danger of an engine failure when 
crossing the valley in which the town is situated between the Downs 
and Dover Castle. 

Similarly, people at Eastbourne are not likely to travel all the way 
out to the Gas Works to see the machines turn. They might equaily 
well turn either over the Pier Head or over Beachy Head. 

Hastings Castle is likewise at the non-frequented end of the town, 
and the people on the beach and promenade will rot see the machines 
at all: 

The instructions for the various turning points at Dover, Ramsgate, 
Margate and Herne Bay sound rather like following a map of the 
maze at Hampton Ccurt. And here again one is mildly intrigued 
to know why the course is arranged to pass at the back of Margate, 
Westgate aud Birchington instead of right along the sea front— 
Not that the Margate visitor in September is likely to be the 
immediate purchaser of a Moth at #£795. 

The Regulation about sheds being open from 7 a.m. until 9 p.m. 
is really rather good. It does mean at any rate that people cannut 
sit up all night fitting a completely new set of valves for each 
day’s flying. 

Incidentally it would be interesting to keep some kind of a check 
on exactly how much time is put in during the Competition keeping 
each engine in tune 

The Society of Motor Manufacturers’ and Traders’ Prize, 
Two Hundred Guineas :—The course for this race has been 
reduced to 75 miles, i.e., six laps of 12}-mile circuit. 

The Grosvenor Challenge Cup :—The course for this Race 
has been reduced to 75 miles, i.e., six laps of 123-mile circuit. 

These alterations have peen made so as to get the two races mto 
the last Saturday afternoon. 

So with that one leaves the readers of this paper to read, 
mark, learn and inwardly digest all the Rules and Regulations 
so that they may approach the Competition with a full know- 
ledge of the arduous tasks set to the competitors, always bear- 
ing in mind that all this space and everybody’s attention for 
a week is really being devoted to an endurance test of four 
little engines and their installations. 

One wishes good fortune to all competitors, and may the 
best machine win.—. G. G. 
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THE MAGNIFICENCE OF MILLIONS. 


Mention was made last week of the fact that a Mr. Lowen- 
stein, a millionaire, had chartered certain aircraft from Im- 
perial Airways Ltd. and was using them to fetch people with 
whom he has financial dealings from various parts of Europe 
to his place of sojourn at Biarritz. 

Apparently, under the International Air Navigation Agree- 
ments, a firm which operates aircraft may not send its 
machines to ply for hire or reward in the territory of another 
nation. One gathers that the French Government have raised 
some difficulties under this clause of the agreement and that 
In consequence Mr. Lowenstein has himself acquired from 
Imperial Airways the machines which were hired to him. 
Messrs. Minchin, McIntosh and Olley are remaining with Mr. 
Lowenstein to operate the machines. 

All sorts of legends are going about concerning Mr. Lowen- 
stein. One thing which is absolutely certain is that his money 
is good. Apart from that fact, rumour has it that he is con- 
cerned in the exploitation of water power for the production 
of electricity. 

One legend has it that he has bought up numerous lakes 
and rivers suitable for giving water power, and has indicated 
to the owners that he is a convinced prohibitionist and wishes 
to secure his supply of water against the machinations of the 
producers of alcohol. 

_A newspaper story says that he has left or is leaving Biar- 
ritz for Barcelona. One could wish that he would acquire 


both ‘‘ Barcelona ”’ and ‘“ Valencia ’”? and embrace them with- 
in his ban of prohibition. 

Whatever may be the truth there is no doubt that Mr. 
Lowenstein is giving a very fine advertisement to air trams- 
port. 

AN ITALIAN ENGINE TEST. 

The new 500 h.p. Isotta Fraschini ‘‘ Asso ”? engine has just 
completed a very rigorous reliability test with success. 

One engine of this type was fitted into a Savoia 16 ter 
flying-boat, and under the vigilance of a military commission 
of four members the machine carried out two preliminary 
six-hour flight tests, a climb to 5,400 m. (17,720 ft.) with 
800 kgs. (1,764 Ibs.) load and one to 5,100 m. (16,730 ft.) with 
1,000 kgs. (2,205 lbs.). load. 

Following on these tests. the machine flew every day for a 
fortnight from 07.00 hours to 13.00 hours and 14.00 hours to 
19.00 hours—a total of 10 hours per day. 

The average speed throughout was 180 km.p.h. (112 m.p.1.) 
so that a total of 27,000 kms. (16,780 miles) was covered in 
the course of the fortnight. 


AN INVENTOR’S FATE. 

The Havana correspondent of The Times, in a message 
dated Sept. 5, states :— 

Sefior Don Angel Arano, a Cuban inventor, was killed to-day while 
demonstrating his life-saving apparatus. Sefior Arano, known as 
“the Cuban gull,” stepped off an aeroplane at a height of about 
2,000 feet over the Havana sea-front and fell into the sea like a stomé, 
notwithstanding that his patented apraratus was designed to sustain 
him in air and water. ‘The body was recovered badly injured. 
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THE AIRCRAFT AT LYMPNE. 


THE A.N.E.C. MISSEL-THRUSH. 

The Missel-Thrush, built by the Air Navigation and 
Engineering Co., of Addlestone, is an unequal winged biplane 
fitted with a Blackburne Thrush three-cylinder radial engine. 

The fuselage is of the three-ply covered box-type, of some- 
what unusual shape. At the fireproof bulk-head immediately 
behind the engine the section is like the conventional shield 
of heraldry inverted. At the cockpits—which are in tandem— 
‘the section is rectangular with a domed top fairing. 

Aft of the cockpits the two bottom longerons are made to 
approach each other more rapidly than are the top ones, so 
that the rectangular section merges into a triangular section 
under the front spar of the tail-plane. 

Although the fuselage looks exceedingly small and slender, 
there is a very ample allowance of space in both cockpits, 
both of which give a most generous allowance of leg and 
elbow room, and a very comfortable seating position. 

A roomy locker, which will contain two normal suit cases, 
is fitted behind the front seat and over the legs of the 
occupant of the rear seat, and above this there is another 
locker space in the fairing in which a nearly equal volume of 
smaller parcels can be carried. 

The wings are fairly heavily staggered and the lower one 
is of smaller chord and of smaller span than the upper one. 
The pilot—who will normally use the front seat—has an ex- 
cellent view downwards ahead of the lower wing, and from 
the after seat the wing interferes relatively little with the 
downward view. 

The lower wings are attached to a pair of stub roots built 
into the body. The upper wing consists of a centre section, 
supported by two I struts and a pair of extensions. 

The wings as a whole hinge about the centre section 
and wing root rear spars, and fold without its being neces- 
sary to disconnect anything except the front spar locking 
gear. This locking gear incidentally has a spring clip incor- 
porated, so that on opening the wings this clip will retain 
them in the open position, and therefore one man can fold 
and unfold single handed. 

The wings are of a thin section, built on spruce and ply- 
wood box spars with spruce and three-ply ribs, and are 
fabric covered. They are braced by one I type interplane 
strut, on each side, with streamline wire cross-bracing. 
Ailerons are fitted on the lower wing only. ‘he tail sur- 
faces are of similar construction to the wings. 


The undercarriage is essentially of the normal Vee type, 
but the two Vees are built up of a pair of curved steel tubes, 
and are completely faired in with three-ply. An undivided 
rubber-sprung axle is carried in guides formed in the under- 
carriage legs. 

A petrol tank of six gallons capacity is fitted in the fairing 
ahead of the front cockpit, giving an ample head for gravity 


.—Blackburne Thrush engine, 30 h.p. 
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Armstrong-Siddeley Genet engine, 60 h.p. 


The two cockpits are in tandem, one between the wings and 
the other level with the trailing edges. 


feed to the carburettor. The engine carries its own supply of 
oil in a tank attached to the crankcase. 

The machine has been designed to comply with the re- 
quirements for a fully aerobatic C. of A. at a total weight of a 
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little over 1,000 lbs., but with normal two-seater load 
weighs considerably less than this. 
SPECIFICATION. 
Span (top) ...... 23. it. Orin. | Weight empty =... . 480 lbs 
(8.54 m.) (218 kg.) 
Span (bottom) ... 26 ft.o in. Max. permissible weight 
(7202 te) 1,050 lbs. (476 kg.) 
Chorde(top)iens. i Sacr) (y what Engine Blackburne Thrush 
(1-37 m.) (35 b.h.p.) 
Chord (bottom) ... 3 ft. g in. Wing loading 5 Ibs./sq. ft. 
(1.14 m.) (24.4 kg./sq. m.) 
Wing area ...... 210 sq. ft. Power loading “30 Ibs: /h-p. 
(19.5 sq. m.) (13.6 kg./h-p.) 
Length 21 ft.6in. (6.55 m.) Max. speed (estimated) 


Height ... 8 ft. 0 in. (2.44 m.) 


80 m.p.h. (129 km.p.h.) 


THE AVRO AVIAN 


The Avian, built at the Hamble Works of A. V. Roe 
and Co. Ltd., is an equal-winged single-bay biplane with a 
slight stagger, fitted with the Armstrong-Siddeley Genet 
engine. 

The most noticeable feature of the machine is the care 
with which the nose has been streamlined. The Genet-— 
though a radial—is of small diameter, and has a fairly long 
nose to the crankcase, consequently it is possible to con- 
tinue the lines of a well-propertioned spinner on the air- 
screw in the fixed cowling, and this has been done very 
effectively in the Avian. 

The fuselage of the Avian is in the main of the usual 
rectangular section with the usual domed fairing on top. 
At the extreme nose the cowling is circular in section, 
merging into the line of the normal top fairing and into 
a pair of streamline ‘‘ bulges’’ one on each side of the 
body which extend back to the front cockpit. This fuselage 
is of the three-ply covered type. 
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screens are fitted to both cockpits, and there is a streamline 
fairing to the head of the pilot in the after cockpit. 

The engine is mounted upon a pyramidical box of rivetted 
up duralumin sheet bolted to the fireproof bulkhead. Very 
large hand-holes in the sides of the mounting give easy 
access to the carburettor when the external cowling is 
removed. 

Petrol and oil tanks are carried in the top fairing 
immediately behind the bulkhead, giving a very direct pipe 
line to the engine. 

The undercarriage is of the Vee type with a solid axle 
and deformable rear legs. The front legs are attached below 
the engine bulkhead and the after legs below the front spar 
of the lower wings. 

The wings are of No. 64 section, with square tips, fitted 
with ailerons on the lower wing alone. The upper centre 
section is supported on four vertical struts, the lower wing 
attaches directly to the bottom of the fuselage. The wings 
are hinged to body and centre section at the rear spars and 
fold in the normal manner. 

The tail-plane, elevator and rudder are in form strongly 
reminiscent of the 504 type Avro, but are entirely devoid of 
external bracing. 


SPECIFICATION. 
Span ... 32 ft. o in. (9.77 m.) Weight empty (approx.) 
Weneth 24 ft. 6 in. (7.47 m.) 750 lbs. (340 kg.) 
Height §& ft. o in. (2.44 m.) Weight loaded (approx.) 


Wane area ..... -- 204: Sq.. ft. 1,550 lbs. (705 kg.) 
(27.3 sq. m.) . Wing loading 5.27 lbs./sq ft. 
Engine Armstrong-Siddeley (25.8. kg./sq. m.) 
Genet (60 h.p.) Power loading 26 lbs./h.p. 
(r1.7 lbs./h.p.) 

THE AVRO AVIAN II, 
The Avro Avian II is a racing machine which will com- 
pete in the Grosvenor Cup Race. It consists of the fuselage 
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of the two-seater Avian with the front cockpit entirely 
faired in, and a small pair of monoplane wings attached to 
the lower rail of the fuselage. 

These wings are of the thick, symmetrical R.A.F. 30 type, 
very heavily tapered in plan form and braced on each side by 
a single strut from the top rail of the fuselage. 

In view of the extreme cleanness of the body and the ex- 


i a a aa THE AVRO AVIS.—The 1924 Avro with the new Blackb urne Thrush (30 h.p.). 
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teedingly low drag which has been shown by R.A.F. 30 
wing section, this machine may be expected to attain a very 
high speed. 

SPECIFICATION. 


Spatiieeemer. 26° ft.-o0 in. (7.93 1m.) Witiomatr eal aac: 75 9Sq. ite 
Length 24° ft Gun (4-47 i) (7 Seagate) 
Height 5 ft. 11 in. (1.88 m.) Engine Armstrong-Siddeley 


Genet 60 h.p. 
THE AVRO AVIS, 


This machine will be familiar to most followers of the sport 
of aviation as it took part in the 1924 Lympne meeting and 
won the Grosvenor Cup in that year. It also appeared last 
year in the same race. In these earlier meetings it was 
equipped with a Bristol Cherub, but is to be fitted with the 
three-cylinder Blackburne Thrush or an A.B.C. Scorpion. 

The Avis is a straightforward equal-winged tractor biplane, 
without stagger, having one single I strut between wings on 
each sidey = Pilot and. passenger sit in tandem very close 
together, one under the leading edge, and one under the rear 
spar of the upper, wing. 

A ‘* Vee” undercarriage with oleo shock absorbers in 
the rear legs is fitted. 

The tail unit is marked by a partly-balanced rudder of the 
characteristic Avro shape and the absence of a fixed fin. 

In construction the Avis follows normal lines, but in detail 
great care has been taken to keep weight down to a 
minimum consistent with safety. 


SPECIFICATION. 
Span ... 30 ft. o in. (9.15 m.) "Wing area ls... oS SSC cmmtite 
Length 24 ft. o in. (7.22 m.) (2327 Sq-m) 


THE BLACKBURN BLUE BIRD. 


The Blackburn Blue Bird, although built in 1924 for the 
Lympne meeting, is not well known by sight except to those 
who may have visited the Blackburn aerodrome at Brough. 
Troubles with the engine originally installed kept it from 
appearing at the original two-seater light aeroplane meeting 
and it has not hitherto visited the south of England. 

The Blue Bird is a side-by-side two-seater biplane with 
equal top and bottom wings, no appreciable stagger, but a 
definite sweep back towards the tips. This characteristic— 
together with the necessarily somewhat wide fuselage—should 
render her easily identifiabie. 

A five-cylinder Armstrong-Siddeley Genet engine has now 
been installed. ° 

The fuselage as far back as the rear of the cockpit is built 


up on two stiff box spruce plywood and steel frames into 
which are built side entrance doors. The after section of 
the body is built on four longerons, braced by spruce struts 
with three-ply gusset plates. 

The wings—which fold on the rear spars—are of the normal 
spruce spar and girder rib construction and are supported 
by single-bay bracing. Drag and interplane struts are of 
duralumin tube. 

The undercarriage is of the Vee type with a telescopic 
front leg incorporating compression rubber springing. 
The tail unit is marked by the very generous area of both 
fixed and movable surface, particularly as regards fin and 
rudder. 

SPECIFICATION. 


Span 28 ft... 1os ent Wing loading 5.2 Ibs./sq. ft. 

Length 21 ft. 8in. (6.62 m.) (25.8 kg./sq. m.) 
Hersh te7e tt rediee<Aameris) Power loading 20.8 lbs./h.p. 

Wanlomaneasrs, see BAS 2Sq cit. (9.8 kg. jh 

(22.5 Sq. m.) Kst. niax. speed ... 75mg 

Engine Armstrong-Siddeley (rat km.h.) 

Genet (60 h.p.) Landing speed ... 35 m.p.h. 

Weight loaded ...... 1,250 lbs. (56 km.h.) 

(568. kg.) 


THE BRISTOL BROWNIE. 

The Bristol Brownie is another of the machines to appear 
at Lympne which was originally produced for the 1924 two- 
seater competitions. In that year the Brownie was very suc- 
cessful and attained a high place in the contest. For this 
year’s competition it has been fitted with the Mark III Bristol 
Cherub engine, and certain modifications have been made to 
the cockpits, undercarriage and the cowling. 

The alterations make a difference in appearance, pat- 
ticularly in the side view of the machine. ‘The addition of 
top cowling throughout the length of the fuselage gives the 
machine more pleasing lines. 

The Brownie is a low-wing cantilever monoplane of all- 
steel construction. The fuselage is of the normal longeron 
and strut construction with swaged rod cross-bracing except 
in the front bays, where cable bracing is employed. 
Longerons and struts are, however, solid drawn steel tube. 

The wings are of a thick section, tapering in chord and 
thickness and set at a marked dihedral angle. ‘The spars are 
built up with corrugated H.T. steel strip booms and steel 
tube diagonal members, and the ribs are of duralumin. 

The tail unit is entirely above the body and in flying 
attitude very high above the chord. The ‘rudder post is 


THE BLACKBURN BLUE BIRD.—Armstrong-Siddeley Genet (60 h.p.) 
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THE BRISTOL BROWNIE. 


raked forward and upward, and the rudder is entirely 
above the elevator, which is in one piece. 
SPECIFICATION. 
Sewer. a4 it. 7 in. (10.55 m.) Wing area ......... WO SG, the 
Length ... 26 ft. 3 in. (8.0 m.) (17.8 sq. m.) 
JEpaNeAbOTS Ao 438e Bristol Cherub 


Mark III (34 b.h.p.) 


THE CRANWELL C.L.A.4. 


Very rightly encouraged by their previous successes as de- 
signers and builders of light aeroplanes, the Cranwell Aero 
-lub this year embarked on the ambitious programme of 
muilding two machines, one of them fitted with a five- 
*ylinder aircooled radial engine of their own design and 
nanufacture. 

That programme was very nearly fulfilled, but unfortu- 
lately their engine after having given excellent results on 
oreliminary trials suffered a breakdown during its type test 
it Farnborough. The breakdown itself could possibly have 
een repaired, but a fresh type test would have been neces- 
ary and could not conceivably be completed in time for the 
ngine to appear at Lympne. 


THE CRANWELL C.L.A.4.—Bristol Cherub III (34 h.p.). 


Bristol. Cherub III (34 h.p.). 


Consequently only one of the two Club machines will 


compete—and this will be fitted with a Bristol Cherub 
Mk.II. The second machine was—except for engine and in- 
stallation—a sister ship. 

The C.I.A.4 is a tandem two-seater tractor biplane of a 
somewhat unusual type having a large bottom and a small 
top wing. The fuselage is built on a rectangular spruce 
frame, with wire cross-bracing from engine-mount to the 
back of the after cockpit, and with rigid diagonal bracing 
behind that. Over the front section this inner frame is 
faired out to more or less an oval section. 

The wings are of a thick profile—either the R.A.F. 31 or 
a closely related section—and are hinged on their rear spars 
to fold. A top centre section is supported on four vertical 
struts, and a pair of wing roots for the lower wings is built 
into the fuselage. A single I type interplane strut, raking 


inwards upwards with streamline wire bracing, complete the 

Ailerons are fitted to the lower wings only. 
SPECIFICATION. 

Span (top) 22 ft. o in. (6.7 m.) 

Span (bottom) ... 27 i 


wing structure. 


Chord (top) 3 ft. 4in. (z.01m.) 
Chord (bottom) ... 4 ft. o in. 
(1.22 m.) 


ee 


The Aeroplane _ SEPTEMBER 8, 1926 


ire 
(C.L.A.4 SPECIFICATION-—continued.) ne THE DE HAVILLAND MOTH. ; 

Length 22 ft. 33 in. (68 m.) Engine ...... Bristol Cherub The de Havilland entry for the competition 1s a standard 
Height 6 ft. 73 in. (2.02 m.) B (34 b.h.p.) Moth, apart from minor modifications to the nose of the fuse- 
Wing area ......... 164 sq ft. Wing loading 5.2 lbs./sq ft. lage and the engine mounting to take the Genet engine. 

g Geer ae é (ge RE. (oq ee As the Genet is appreciably lighter than the original en- 
Weight empty a engede Ihe © Power ioadine ost lbs. /h.p. oie, eb AS necessarily carried somewhat further forward in 

¥ i (202 kg.) "(11.5 kg. /h.p.) ihe body. The engine mounting, which consists of two steel 
Weight loaded ...... R65 bse : side plates with tubular steel bracing, fits onto the nose of 


che fuselage, which has been built up by the addition to the 
standard body of an extra panel of three-ply braced with 
spruce. Otherwise the structure is identical with that of 
uther Moths. ‘The reduced weight of the Genet, less the small 
addition to the structure required to mount it, will lead to a 
-eduction of some 50 or more lbs. in the empty weight of the 
machine, and this saving, for the purposes of the competi- 
iion, may be used to increase the useful load of the machine. 

The Moth is now so well known that no lengthy description 
seems necessary. It may, however, be recalled that this type 
is an equal-winged, unstaggered, single-bay, folding biplane, 
seating two in tandem and normally equipped with dual con- 
trol, which is easily removable, from the front. 

The fuselage is of standard de Havilland type with spruce 
longerons and struts and three-ply covering. The wings are 
on two box spars, with spruce and plywood ribs, with ailerons 
—differentially controlled—on the lower wings only. The 
tail unit is of conventional type. The undercarriage—of Vee 
type—has compression rubber springing. 

In view of the fact that the Moth has already proved itself 
to be a thoroughly satisfactory machine of the class which 
the competition is designed to encourage, the success of this 
machine in the contest will be rather a gauge of the merits 
of the competition rules than a test of the Moth. 


SPECIFICATION. 

Span :.. 29 ft. o in. (8.84 m.) Weight loaded ..) rj25omibes 
ene hig ieee Bey des ley aha (568 kg.) 
(7.17 m.) (approx.) Engine Armstrong-Siddeley 

Height 8 ft. 7 in. (2.60 m.) Genet (60 h.p.) 
Wing area ... 225 sq. ft. Wing loading 5.5 lbs./sq ft. 
(2I sq. m.) (27 kg. / Sq. aan) 

Weight empty ...... 720 |bs. Power loading 21 Ibs./h.p. 
(326 kg.) (approx.) (9.4 kg./l.p.) 


THE DE HAVILLAND MOTH. 


Armstrong-Siddeley Genet (60 h.p.). 
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THE HALTON H.A.C.I. 

This machine, designed by members of the educational 
‘aff of No. 1 School of Technical Training, and built under 
ieir supervision by the aircraft apprentices at Halton 
amp in the school workshops, is a_ first-class example of 
igh-grade workmanship, and a very high testimonial to the 
uality of the training which is given at this school. 

The H.A.C.1 is an unequal winged biplane, with a Bristol 
Iherub III engine. The fuselage is rectangular, built on 
sur spruce longerons, braced by diagonal struts over the 


yrward section, and covered throughout in plywood. A 
omed fairing is fitted over the upper surface. 

The engine is carried by a light but extremely strong 
iounting built up of steel sheet which suggests that Halton 
upils of the present day are already well able to handle 
1odern all-metal structures. Seats are in tandem, the front 
ne being well ahead of the leading edge of the lower wing 
nd haying an excellent view in all forward directions, and 
fe rear one has a very good view downwards over the lead- 
ag edge, and as the lower wing roots are cut back to the 
ear Spar, a view. vertically downwards is also available. 
The lower wing—which is of small chord—is staggered 


THE HAWKER CYGNET.—Bristol Cherub III (34 h.p.) 


back so that its rear spar is vertically beneath that of the 
upper wing, thus simplifving the design of folding gear. 
An upper centre section is carried on four outwardly splayed 
struts and contains a petrel tank of 11 gallons’ capacity. 
Ailerons extending from centre section to tip are carried on 
the top wings only. One bay interplane bracing is pro- 
vided, with a pair of X type interplane struts on each side. 
Spars throughout are glued up spruce boxes, and ribs are of 
the all-spruce girder type. 

Fin and rudder—the latter balanced—are entirely above 
the fuselage, and the fixed tail-plane is followed by an 
undivided elevator. The undercarriage is of the steel tube 
Vee type, rubber sprung, with an undivided axle. 

A Fairey Reid airscrew has been provided for this machine 
Dye Vite Clue anrey:. ; 

It is unfortunately very unlikely that the machine will 
be ready in time for the main competition, but it is hoped 
that it will appear in time to take part in the race for the 
Grosvenor Cup. 

SPECIFICATION, 


Span (top) 28 ft. 6in. (8.7m.) Engine Bristol Cherub 


Span (bottom) Zou Ets OF tie B40 bela. p: 
‘(6230 m1) Weight loaded ...... 880 lbs. 
Chords (top) msn. hi she, (6) slike (400 kg.) 


(t45. tet) Wing loading 4.5 lbs./sq. ft. 
t 2 


Chord "(bottom)) .. 2) ft; 3) in: (2oro" ker) 'sq. mm.) 
(0.98 m.) Power loading 25.8 lbs./h.p. 
Total wing area 195 sq. ft (11.75 kg./h.p.) 


Max. speed (est.) 76 m.p.h. 
Min. speed (est.) 36 m.p.h. 
THE HAWKER CYGNETS. 

Both of the Hawker Cygnets which competed at Lympne 
in 1924 have been entered for this year’s contest. One of 
them, which was presented by Messrs. Sopwith and Sigrist 
to the R.A.K. Aero Club, is entered by that body, and the 
other by Mr. Sopwith and Mr. Sigrist jointly. In 1924 the 
two had different engines; this year both have Bristol 
Cherubs (Mk. III), but there are minor differences arising 
from the fact that the R.A.E. Club are responsible for their 
own engine installation, whereas the other machine has been 
converted by the Hawker Engineering Co. Externally there 
may be a very slight difference in the cowling lines, but this 
will scarcely be detectable except on the closest scrutiny. 
The chief difference is likely to be due to the fact that the 

R.A.E. Club’s entry has a Fairey-Reed airscrew. 

The Cygnets are single bay tractor biplanes with folding 
wings. The fuselage is rectangular with a domed fairing 
built on spruce longerons braced by diagonal spruce struts. 
The seats are in tandem, and fuel tanks are carried in the 
fairing at the top of the body ahead of the front seat. 

The upper wing is of greater chord and span than the lower 
one and there is a stagger which is less than the difference 
in the chords, so that in plan the lower wing is entirely 
within the projection of the upper. ‘Trailing edge flaps are 


ilo. like Le 
(18 sq./m.) 


entered by the R.A.E. Club. 
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fitted over the span of both wings to reduce landing speed 
and facilitate taking-off. 

The interplane bracing consists of four upper centre section 
struts, two I type interplane struts, and streamline wire 
cross-bracing. 

The tail unit consists of a balanced rudder and a normal 
fixed tail plane with divided elevators. 


SPECIFICATION. 
opat 2.2.28 ft..oun. (8.55 1m.) Watles Nace awnnet sce TOS Sarit. 
Length 20 ft. 5 in. (6.22 m.) ("4-5 Sq.mm3) 
VpaWss wel honoc Bristol Cherub 


Mark III (34 b.h.p.) 
THE PARNALL PIXIE III. 


The Pixie III is a low-wing monoplane with wings braced at 
about one-third of the half-span from the body by inverted 
Vee struts. The type is so designed that an upper wing may 
be added producing a biplane of considerably increased area 
and of lower landing speed. 

In the biplane form two machines of this type took part 
in the 1924 competition equipped with Bristol Cherub (Mk. II) 
engines. For this year’s event, a Cherub Mk. III is fitted, 
to one machine, which will appear as a monoplane. 

The fuselage is mainly spruce framed, with glued and 
screwed-on three-ply gussets for joints. At points of major 
stress, such as wing attachments, steel tubes replace the nor- 
mal struts. The wings are of unusual plan form, being of 
uniform chord for about one-half of the span, and then taper- 
ing somewhat abruptly to about half of that chord at the 
tips. The taper is entirely achieved by sweeping forward the 
trailing edge, the leading edge being straight and at right 
angles to the line of flight throughout. 


The undercarriage is unusual in that an unbroken axle is 
carried by two legs which are completely unbraced. These 
legs originate at the top rails of the fuselage at the same 
point as the attachment of the wing-bracing struts, are at- 
tached to the root of the front spar, and project downwards 
and forwards to the axle. 

The section beyond the fuselage is telescopic, and fitted with 
steel springs and an oil dashpot, but takes the fore and aft 
component of landing loads mainly in bending. 

The tail consists of a triangular fixed tail plane, with 
divided elevators, a triangular fin and a very much rounded 
rudder. The rudder post rakes forward and upward. 


SPECIFICATION. 
DAD T er, eeyiaariiwal (foyciesane)) — NARANER EEK Soosrcnn: 140 sq. ft. 
Length ... 21 ft. 3 in (6.47 m.) (13 sq. m.j 
Engine ......... Bristol Cherub 
Mk. III (34 b.h.p.) 


Se 
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HE PARNALL PIXIE II.—Bristol Cherub II (34 h.p.). 


THE R.A.E. CLUB’S SIROCCO. 

The Sirocco, designed and built by the members of the 
R.A.E. Aero Club for the Lympne Competitions, is of the low- 
wing monoplane type. It was originally designed before any 
decision, as to the precise type of engine to be used and an 
allowance of 170 lbs. was made for engine weight. Also the 
fuselage was made of a cross-section which will permit of 
fairing in the outline of almost any possible engine. Actually 
a Bristol Cherub III is fitted, which is some 7o lbs. lighter 
than the allowed weight, and the machine will therefore 
benefit by this reduced weight. At the same time, the large 
body may somewhat handicap the machine in performance. 

The Sirocco is of very simple and straightforward construc- 
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tion. Primarily this was dictated by the fact that the machine 
was constructed by the members themselves in their spare 
time and that relatively small workshop facilities are avail- 
able. But there is an additional advantage in that the 
machine will also be extremely robust and simple to repair 
in the event of minor accident. y 

The fuselage is of rectangular section, with four square 
spruce longerons, rigidly braced by spruce struts attached 
with glued and screwed-on plywood gussets. It is very roomy, 
particularly in regard to depth—a feature which allows of 
an upright seating position and consequently of fairly close 
spacing of the seats fore and aft without cramping the cock- 

its. 

The Cherub engine is carried from the front bulkhead on 
a simple tubular mount, and oil and petrol tanks are carried 
immediately behind that bulkhead giving a very short and 
direct feed to the engine. The fuel tank has a capacity of 
113 gallons. 

The undercarriage, which is of the conventional rubber- 
sprung Vee type, is of steel tube and has the very ample 
track (Olas et soni. 

The wings are of the usual two-spar construction, attached 
to wing roots at the bottom edge of the fuselage and braced 
by a pair of inverted ‘‘ Vee ”’ struts—one on each side—run- 
ning to about one-third the half span out. 

The spars are of box section with spruce stringers and 
three-ply sides, and taper both in width and depth from root 
to bracing point and bracing point to tip. The wing section 
itself does not, however, taper and is uniformly of ‘‘ Air- 
screw 4’ section over the main portion of the span. 

Ribs are entirely of spruce—of the diagonally braced type— 
and drag struts are plywood-sided box girders, with solid 
wire drag bracing. The wings do not fold, but are rapidly 
detachable and are packed alongside the fuselage for trans- 
port. 

Tail plane, elevators, and fin and rudder follow the wings 
in general construction, main members being boxes and 
ribs spruce girders. There are no spindled out wooden mem- 
bers throughout the aircraft, and metal fittings are used in 
only small numbers—and those of very simple form.~ Alto- 
gether the Sirocco is a very robust and straightforward 
construction—a feature singularly important in small air- 
craft intended for private use, but unfortunately not one en- 
couraged by the rules of the Lympne contest. 


SPECIFICATION. 
Engine ... Bristol Cherub III 
Span ... 33 ft. o in. (10.05 m.) (24. hips) 
Length ... 21 ft. o in. (6.4 m.) Wing loading 6 lbs./sq. ft. 
Herohtin. ss toOsitl. (m5 2s) (20:2) ke./.Sq.ema) 
Witdiota ait Cal meee aeeee 150 sq. ft. Power loading 26.4 lbs./h.p. 
(14 sq. m:) (12 kg./h.p.) 


Weight empty (approx.) 
595 lbs. (270 kg.) 

Weight loaded (maximum) 
goo lbs. (408 kg.) 


THE SHORT SATELLITE. 


This machine, built by Short Bros. Ltd., appeared at 
Lympne in 1924, fitted with a Bristol Cherub Mark II. It 
has since been presented to the Seven Aeroplane Club by Mr. 
Oswald Short and has been fitted with an A.B.C. Scorpion 
Mk.II engine. In its present form it has flown very suc- 
cessfully. ‘ 


Est. max. speed ... 78 m.p.h. 
(125 km.p-h.) 

Est. landing speed 35 m.p.h. 
(57 km.p.h.) 


lr lL 
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The Satellite has an all-duralumin monocoque body, with | 
cantilever monoplane wings of composite construction — 
attached a little above the centre line of the body. These | 
wings have timber spars, duralumin ribs and fabric cover 
ing. Wing flaps extending’ over the whole span serve both 
as ailerons and as camber-changing devices. | 

The undercarriage is of the Vee type, with a deformable 
front leg attached below the front wing spar root and rear 
legs running back to the bottom of the body. ‘The axle is of 
the hinged type attached also to the bottom of the body, 


SPECIFICATION. 
Span ... 34 ft.o in. (10.72 m.) Weight ... loaded 1,060 Ibs, 
Length 23 ft. 9 in. (7.22 m1) (482 kg.) 
Wino narea..y-se-sene 168 sq. ft. Wing loading 6.4 lbs./sq ft. 
(15.6 sq m.) (30.4 _kg./sq. m.) 
Engine ...... A.B.C. Scorpion Power loading 30.2 Ibs./iip, 


IMGes JOE (QE; Vlejay,) (13.7 kg./h.p.) 


THE SUPERMARINE SPARROW It. 


The Sparrow II has been built by the Supermarine Avia- 
tion, Works rather as a means of testing wings at full scale 
than with an eye to the Lympne Competitions, and has been 
entered in that contest purely in the interests of the sport 
of. flying. 

The object in view in design being tests on scale effect, 
the machine is a high-wing monoplane with a clean, unbroken 
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Wherever. the ‘Bristol’? Lucifer 
School Machine is used, and it has 
been adopted as a standard instruc- 
: tional machine in many countries, : 
TO THE : its excellent qualities are appreciated. TO THE 


CCT TT TTT TET OEE CETTE CERO CTO C TEC N CONE SPCC SCC O CCDC REGO CRGPN DCO LOUGSRGGUEOOUERQCUCUGEUOQGUUGREUSEERDGGEOCHURUGEQQQORORENEGHEQORDUQGQUQGQRUOGHUUQUUHGGOCUREUSUOEUOUNNOQEQOUUNQGUNDGUENQQONUQRNNQOQUQONNOQONTO D2 
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' SCHOOL MANAGER. | 


Your aim is to se- 
cure economy with 
efficiency. Here is 
a machine which 
combines strength 
with simplicity, 
upon which the 
costs for replace- 
ments and re- 
newals should be 
comparatively neg- 
ligible. and upon 
which inspection, 
adjustment and 
overhaul charges 
are reduced to a 
minimum. A 
machine which is 
never out of ser- 
vice, always earn- 
ing its keep. 


The exceptional simplicity, reliability 
and safety of both aircraft and engine, 
the marked economy in consump- 
tions and: upkeep, and its unique 
qualities for instructional work, have 
combined to gain for the machine 
its high reputation. The “ Bristol” 
Lucifer School Machine should be 
included in the equipment of every 
flying school. 


In one school a number of these 
machines have been in service for 
nearly 33 years, and every machine 
is still in a condition practically as 
good as when it was first put into 
service. 


: PILOT INSTRUCTOR. : 


A machine which 
is easy to fly, light 
on the controls as 
a single-seater 
scout and with no 
vices. Is’nt that 
what~ you've «al- 
ways been looking 
for? A machine, 
too, upon which 
pupils learn to fly 
very quickly and 
learn in such a 
wav that very 
little dual instruct- 
tion is required 
when they are pro- 
moted to advanced 
machines. 


Telegrams-—" Aviation, Bristol.” 


FILTON — BRISTOL. 


Flying School:—Fiiton Aerodrome. 


Telephone :—3S06 Bristol. 


THE BRISTOL AEROPLANE CoO., LTD., 
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wing of aspect ratio 6 placed about 2 ft. above the body to 
reduce as far as is possible any: interference effects of body 
ur wing. 
The fuselage used is that built in 1924 for the Sparrow 
biplane which took part in the 1924 Lympne meeting, and 
apart from the provision of a new engine mounting and 
cowling has been very little altered. It is of rectangular 
section, built on spruce longerons and three-ply covered. 
The wing is of a thick American section known as the 
Clark “Y” and in order that direct comparison with model 
tests may be rendered easy it is of parallel chord and section 
and has square tips. It is built in one piece and supported 
on the centre line by a steel tube cabane. It is further 
braced by two sets of Vee struts from the bottom of the 
fuselage, extending to over halfway out along the span. 
The undercarriage is of Vee type with a telescopic front 
leg and an unbroken axle. 
Pilots and passengers are seated in tandem, one below the 
front spar and one behind the rear spar. 


SPECIFICATION, 
Span ... 34° ft. o in, (20-3 m.) Weight empty ...... 572) lbs: 
Length 23 ft. o in. (7.0 m.) (259 kg.) 
Height ... 7 ft. 5 in. (2.29 m.) Max. weight loaded 
Wit? Jared Merrrseeee 192) Sq. it 1,000 lbs. (452 kg.) 


Wing loading 5.2 lbs./sq. ft. 
(25.4 kea/sq. sau) 

Power loading 29.5 lbs./h.p. 
(raaatalcoa ne jom) 


... Bristol Cherub III 
(34 b.h.p.) 


Engine 
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THE WESTLAND WOODPIGEON. 


The Westland Woodpigeon is a tandem two-seater folding 
wing biplane originally designed in 1924 by the Westland Air- 
craft Works with one eye on the terms of the 1924 Competition 
and another to the possibility of carrying out economically tests 
on a near approach to full scale. The original Woodpigeon 
took part in the 1924 Lympne meeting, and finished second 
in the race for the Grosvenor Cup. 

It is an equal-winged biplane, with a slight stagger and 
dihedral, arranged to fold, and fitted with trailing edge flaps 
over the whole of both wings to act both as ailerons and cam- 
ber changers. It has a single bay of interplane bracing. 

The fuselage is of rectangular section, built of spruce 
longerons and struts with swaged rod bracing, carrying two 
tandem seats. ‘The undercarriage is of the Vee type with a 
telescopic front leg to which a frictiom damping device is 
fitted. ‘The tail unit is of conventional form and includes an 
ample fixed fin and a large rudder. 

he machine has been entered by the Seven Aeroplane Club, 
in whose possession it»now is, and has been fitted with an 
A.B.C. Scorpion Mk.II engine. 


SPECIFICATION. 


a7 ft. (8.46 m.) Wing area ......... 


S patl- icine 4 E 
Length ... 20 ft. 9 in. (6.3 m.) i (18.6 sq m.) 
Height 7 ft. 1 in. (2.16 m.) Engine ...... A.B.C. Scorpion 


Mk. I (35 tm 


i 


A REMARKABLE CIRCUIT. 


Capt. Stanovsky, of the Czecho-Slovakian Army, and M. 
Simek, chief mechanic of the Aero Co. of Prague, have just 
completed a flight round Europe on an Aero 11 biplane (240 
h.p. Breitfeld-Danek Perun II engine), in which they covered 
a total distance of 14,725 kms. (9,175 miles). 

Their itinerary was as follows :—Prague—Marseilles—Bar- 


celona —Rabat—Fez—Casablanca—Lagos—Lisbon— Madrid — 
Paris — London — Brussels — Rotterdam — Copenhagen — 
Stockholm — Utti — Reval — Riga — Kovno — Warsaw — 
Bucharest — Constantinople — Angora — Constantinople — 
Athens — Brindisi — Rome — Vienna Prague. 


Numerous circuits of Europe have been made from time 
to time, but none have had the completeness of this flight. 
With the exception of slight damage caused by a forced land- 
ing at Lagos, in Portugal, the flight was singularly free from 
trouble. P 

THE U.S. AIR MAIL. 

The Postmaster-General, Mr. New, has announced that the 
U.S. Government would soon be calling for private tenders 
for the New York—San Francisco air mail, and he laid 
emphasis on the importance of contractors arranging to carry 
passengers and express luggage also, if they wished the ser- 
vice to be profitable. om ; 

He said that the New York—Chicago night mail was al- 
ready paying more than working expenses, as were the pas- 


senger-carrying services from Salt Lake City to Los Angeles 
and from Jacksonville to Tampa and Miami. 


THE FONCK FIASCO. II. 


The projected New York—Paris flight still continues to 
supply nonsense news to the daily press. Following on the 
summary given in last week’s issue it is now reported that 
the financial backers of the flight have forbidden any further 
trial flights of the machine, until the nose-pulling contest be- 
tween Capt. Fonck and Capt. Berry is settled. 

Col. Harold H. Hartney the General Manager of the 
sponsoring organisation, has expressed the fear that to pet- 
mit either Fonck or Berry to handle the controls of the 5.35 
in their present agitated state of mind would be dangerous. 

One remembers a game played during the War 1914-18 
wherein two pilots would ascend in a dual-control D.H.6, 
climb to a pre-determined height, go into a dive and the 
first of the two pilots to pull out of the dive on approaching 
the ground would be responsible for the financial settlement 
of certain drinks ordered. Col. Hartney, who seryed with 
distinction in the R.A.F., possibly has this game in mind. 
Only, owing to the improbability of either of the two pilots 
being willing to stand the other a Coca-Cola or a lime-juice, 
he has called the game off. 

One suggests that the whole outfit should go into vande- 
ville or take a pitch in the Amusement Park of the Phila 
delphia Sesqui-Centennial Exhibition. B. 


It has 


EPTEMBER 8, 1926 


The Aeroplane 321 


Telephone: 
No. 4773 (3 lines). 
(PB) 


GEORGE: PARNALL & C2 


PROPRIETOR GEORGE G PARNALL., Felegramss” 


AIRCRAFT DESIGNERS & CONSTRUCTORS, (7******" 2"/5708 


Designers and Constructors of all types of aircraft including the 


BN Ee EIGEiaeA Eh ROREAN ES 


The Parnall Pixie Light Aeroplane. ! 


ie 
London Office: EVELYN HOUSE, 62, Oxford Street, W.1. 1 
Telephone: Museum 4375. 


Experimental Works and Test Station: Yate Aerodrome, Gloucestershire. 
Telephone: Chipping Sodbury 50. 


FACTORIES OF 
CSIGNERS & MANUFACTURERS OF COLISEUM WORKS ns oe ea eee 
AL TYPES OF MODERN AIRCRAFT PARK ROW 
SARE PARTS SUPPLIED :22: 


QUAKER FRIARS, BRISTOL 


BRI STO L MIVART STREET, BRISTOL 
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THE ENGINES AT LYMPNE. 


: THE A.B.C. SCORPION MK. II. THE BRISTOL CHERUB MK. III. 
General Characteristics :'— Horizontally - opposed, ty 
cylinder, air-cooled type. Steel cylinders with alumini; 


heads bolted on. Valves radial to cylinder bore, and bel 
cylinders, operated by horizontal rocking shafts. Aluminiy 
alloy pistons and crankcase. Single-piece crankshaft in b; 
bearing journals. Floating bush big ends. Dry-sump lubri 
tion and dual ignition. 


370) § MORNE reer cm esc nc Odacubon go m/m. (3.54 ins.) 
Stroke” Gics..0 onan nena 96.5 m/m. (3.7 imeem 
Normal onutputise ssa 34 b.h.p., 2,900 r.p.m. 
Max OnutpUt © sn-ccs:seeseeeeies 360 b.H.p., 3,200 r.p.m. 
Weight = (040.2 a.n dence enone 98 lbs. (39.5 kg.) 
Fuel consumption” oer eee eee 53 pints 


(.3 litres) per h.p. hour, 


"? 
re 
Re 
a 
¢ 
rie 
He 
: 
: 
i General Characteristics :—Horizontally-opposed, two- 
ae cylinder, air-cooled type. Steel cylinders, cast-iron heads 
with inclined valves, push-rod operated. Crankcase and 


front cover in one casting of aluminium alloy. Dry-sump 
lubrication. Provision for two magnetos if required. Impulse 


starter. 
BOtecy Hechonesee oa eee Ior m/m. (4 ins.) 
StnOkGay as .adcgecseschoaeepaeeten 93 m/m. (3.66 ins.) 
IN@riial out pie B7f NOtalson Angelo: segoual- 
WMG COUNGOWUNS  canscocosna: AOL Nee, Be soey Tey omaile 
WeiRitt,.....-ay.casere)vansaasereeeees tos lbs. (48 kg.) 
Eirelkcons iinip tion separa serereeeeee coer sce .55 pints 


(.31 litres) per h.p. hour. 


THE ARMSTRONG-SIDDELEY GENET. 


THE BLACKBURNE THRUSH. 


General Characteristics :—Three-cylinder, air-cooled radi 
Steel cylinders, cast-iron heads and inclined valves, push-1 
operated. Independent connecting rods with roller big-e 
bearings. Large combined sump, oil tank and oil cooler 
tached to crankcase. Single ignition and single pressu 
pump lubrication. 


BOLG® (selevciicee se tase eee 81 m/m. (3.18 ins.) 
Stroke. .tssssstveensieeeeeeen . 97 m/m. (3.82 ins.) 
Notimal voutputeeye-e-re _ 30 b.L.p., 2,500 fr.p.m. 
Wee, OLN OVEE —cnese vochia cones 38 b.h.p., 2,760 r.p.m. 
Weigelt: aren eoe es eer amedcaaessee Oe 
Fuel consumption ........ 


(.33 litres) per h.p. hour. 


General characteristics :—Five-cylinder, air-cooled radial. 
Steel cylinders, screwed and shrunk on aluminium heads, with 
inclined valves, push-rod operated. Single-piece crankshaft, 
with counterbalance weights. Forged ‘‘ Y”’ alloy pistons. 
Oil pumps and magnetos mounted on front cover of crank- 
case, Zenith carburettor at back communicating with induc- 
tion chamber containing a mixing fan. Dry-sump lubrication, 
and provision for dual ignition (single ignition only avail- 
able within the weight limit for the Lympne competition). 


tore FF ee occ Ne Pe ane rae Wiebilsy, (e¢opq saal//iact,)) 
SELO KC i niat cutee seesent cee one Banus 4 ins (10r m/m.) 
Normal output. as. loploija, sefsfole) sesjeyiaol- 
Max. Ontpit 952. cerer.cs-- 72) Di. Da, 2.03\5 8 tepsitie 
Wiis tgs Seatnccaccesn: sh cmsme encore TOG. LOSin (77 mes) 
Hucle Cousin p On mmEt ts eer aerates tte .57 pints 


(.32 litres) per h.p. hour. 
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Vigne RS. 


Axccessories and Armament 


of all descriptions. 
TWO EXAMPLES OF ROYAL AUN SE URES 


“ye ICKERS' VI RGINIA’ | 


(Twin £50 H.RNAPIER* LION" "ENGINES ) | 


(Aone Sguadrons Fowipment} 


‘AIRCRAFT 


AMBULANCES. 
AMPHIBIANS. 
BOMBERS. 


COMMERCIAL 
CRAFT. 


FREIGHT 
CARRIERS. 


FIGHTER- 
RECONNAISSANCE 
TWO-SEATERS. 


Length Overall...50-7" Span(Spread)..86-6” Unladen Werght....900 Ibs, 


Height Overali....17-37 Span(Folded)....44-3” Useful Load... 
Approx. Full ee Wedltiee Minimum Speedin 46m sie 


FORESTRY PATROL | = 
FIRE FIGHTERS. | | VICKERS | ‘VICTORIA’ 


SCOUTS. (TWIN 450 H.P. NAPI ss Ke Seer 
SINGLE SEATERS 


SEAPLANES. 


TRAINING 
MACHINES 


TROOP 
CARRIERS. 
VICKERSWIBAULT 


SYSTEM OF 


ALL METAL 
CONSTRUCTION. 


...6,850 Ibs 


Length Overall....51°7” Span (Spread)...86-6” 
Height Overall ....17-3° Span (Folded)...44-3" Useful Load...... 
Approx.Full Speed .104mph Minimum Speed. 48mph 


Unladen Weight...10,155 Ibs 
~ 945 bbs 


AH £Enguirres to:- 
Aviation sf Dopuetmern 
VICKERS HOUSE, BROADWAY, LONDON, SW.1 


AIRCRAFT aha. oe DGE ,SURREY. 


Telephone. 
VICTORIA GSO0O 


| 
| a UT ui UT TTT mm nm itt mm i mm att uu TT int LTS 


TPOREP OL 


ACCESSORIES 


AMMUNITION. 
BOMBS @ GEAR. 


CAMERA , AIR 
(EAGLE). 
DAVIS NAVIGATION 
LIGHTS. 


GUNS, BELT & 
DRUM FEED. 


GUN CAMERAS 


(HYTHE MK.IL) 


GUN MOUNTINGS, 
(VICKERS~ SCARFF). 
QLEO-PNEUMATIC 
UNDERCARRIAGES 
& TAIL SKIDS. 


PETROL & OIL 
ACCESSORIES. 


PYROTECHNIC 
STORES. 


REID CONTROL 
INDICATORS. 


STREAMLINE WIRES 
& STEEL TIERODS. 


ETC. ETC.ETC 


Telegrams | 
VICKERS, SOWEST, LONDON. 
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‘*MAGELLANS OF THE AIR.” 

[‘« The First World Flight.”” Being the personal narratives of 
Lowell Smith, Erik Nelson, Leigh Wade, Leslie Arnold, 
Henry Ogden and John Harding. Written by Lowell 
Thomas. Hutchinson and Co. (Publishers) Ltd., Pater- 
noster Row, London. 303 pages, go illus., 2 maps. 24s. 
net.| 

The first flight round the world started from Seattle on 
Apr. 6, 1924, and fifty per cent. of the starters completed 
the course on Sept. 28, 1924. The flight was undertaken by 
the United States Army Air Service. The machines were 
Douglas biplanes built to U.S.A.A.S. specifications and fitted 
with 4oo h.p. Liberty engines. The entire personnel were 
members of the U.S. Army Air Service. 

All this is now a matter of history but in his book Mr. 
Lowell Thomas has endeavoured to turn a story of administra- 
tive efliciency combined with pluck and endurance into a 
kind of film scenario. The book, on the whole, has much 
interest. Even Mr. Lowell Thomas’s purple patches of sob- 
stuff have been unable to spoil the simple humorous narra- 
tives of the men who did the job, but it is a great pity that 
he did not leave well alone and rest content with the ad- 
venturers’ own stories of their great adventure. For their 
sake the book is well worth reading. 

The history might well start at Chapter VII, where the 
story of the actual flight begins. And, except for a short 
account of their flight across America and the ghastly be- 
haviour of hysterical mobs, it might equally well end at the 
landing at Icy Tickle, using the words of the Commander of 
the Flight :—‘‘ We had landed after our travels like the Pil- 
grim Fathers on a large rock but I’m afraid our first actions 
were not as edifying as theirs. We were just too darned 
happy for words.” 

The first six chapters of the book are devoted to the life 
stories of the members of the expedition, described in a 
thanksgiving prayer by a U.S. Army chaplain, on their re- 
turn, as ‘‘ these Magellans of the air.’”’ The stories are told 
in a way which must be as nauseating to the men themselves 
as it is to the reader. ‘These crude personalities are reflected 
in the subsequent references to each member of the flight 
by a diminutive of his Christian name. The biographical 
notes are not arranged in any sort of order and the reader 
is constantly searching through about sixty pages to try and 
identifive “fblanlk. 2) SSeS: 8s Sitiilitoge ackneame Lc. 

The general arrangement of the book is erratic and the 
illustrations are scattered about in the wildest confusion. It 
is almost impossible to muster any facts or results of the 
expedition from Mr. Lowell Thomas’s book. But it is in- 
teresting to note, on the authority of The Aircraft Year Book, 
1925, the official publication of the Aeronautical Chamber of 
Commerce of America, that the three machines which covered 
the main part of the journey used seventeen engines, sevet 
new airscrews and fitted seven new pontoons, apart from those 
on which they crossed the Pacific and the Atlantic. 

Although he makes continual reference to the fact that the 
crews of the different machines signalled to each other the 
Historian does not indicate what method of signalling was 
used. Another thing which leaves the more or less thought- 
ful reader guessing, and could probably have been explained 
by the pilots themselves, is the question of flying through 
fog. There does not seem to be any adequate reason why, 
during the flight from Reykjavik to Fredriksdal along the 
coast of Greenland, the pilots should not have used the 
uttermost ceiling of which their machines were capable, in- 
stead of flying a few feet from the surface of the water. 

Presumably they were flying a compass course and extra 
height would have assured their clearing some of the ice- 
bergs. Also, although a mountain may be equally unyielding 
at its summit and at its base, it is somewhat narrower at 
the top. It was in this same area that the Italian Locatelli’s 
machine was wrecked about the same time and its crew 
saved by one of the American fliers’ attendant ships only 
after being adrift for three and a-half days. The comments 
of an average seaman on the prospect of driving through 
dense fog in that region at 90 m.p.h. for eleven hours would 
be illuminating. 

In his description of the arrival of the expedition at 
Ambala Lieut. Erik Nelson pays a generous tribute to the 
hospitality and technical assistance given to them by the 
Royal Air Force. But if the Historian is to be believed, he is 
inclined to run amok in his facts. He is alleged to have 
said :— British aviators in India were all using Liberty 
motors.’? It seems incredible that Mr. Nelson did not know 
that Bristol Fighters, the equipment of four out of the six 
Service Squadrons in India, are not, and never were, fitted 
with Liberty engines. Only the two bombing Squadrons, 
Nos. 27 and 60, have D.H.gas with Liberty engines. 

_To Lieut. Ogden also is attributed a stretch of imagina- 
tion. Hesays——"F 1.9. 5: IMS BION 65 4 ale have nearly 
as large an air force here (India) as we have in the whole of 
the United States.” The number of R.A.F. officers in India 
In 1924 was roughly 210, whereas the U.S. Air Services had 
about 1,700 officers at that time. Even presaming that the 


U.S. Air Services had a higher proportion of officers to the 
number of enlisted men the figures are not comparable, 

Some of the individual descriptions of the crew’s adventures 
are delightful. One of the best is Lieut. Lowell Smith’s 
story of his forced landing on a lagoon in Indo-China. The 
mad missionary who tried to buy cigarettes from him and his 
companion is only eclipsed by the story of the three priests 
who arrived in a sampan and swopped sacramental wine for 
a fifty-dollar till for windows for their church. 

The ordinary Englishman with his 1914-18 experience of 
the methods of the British Army will get a series of mild 
shocks when he reads this book. For example, Mr. Ogden 
having at that time the rank of Sergeant, ‘‘ Lowell cabled 
Washington from Tokio asking General Patrick to make 
Hank a lieutenant like the rest of us, so from here on we 
were all lieutenants.” 

Another example of the American viewpoint is:—“ ...,. 
we flew over the native state of Patiala, famous for the 
Maharajah’s Championship Polo team.”’ 

The phraseology of the members of the flight is quaint but 
descriptive. The machines are sometimes referred to as 
‘‘ Thunder-birds,’? and one thing after another “sure gaye 
them a kick.” After a visit to the neighbourhood of Bond 
Street ‘‘ to assemble a few spare parts of our wardrobe,” Mr. 
Arnold came to the conclusion that in London, “ Unless you 
can advertise that you deal with Royalty—whether “ late’ or 
living doesn’t matter—you might as well put up your shutters 
and buy a barrel organ.” 

There is a note of unconscious humour in the Foreword 
by the Fliers. After a list of people who helped the expedi- 
tion, or what the iate Sir Walter Raleigh called “‘ Tombstones 
that are read by none but the corpse,” they say :—* Last 
and chief of those to whom we would offer our gratitude and 
love are our mothers who sent us away with a smile and wel- 
comed us home with tears.’? One of those things which 
might have been expressed differently.—c. M. Mca. and A. L. H, 


THE RONALD AERONAUTIC LIBRARY. 

[‘* Aerostatics.’” By E. P. Warner. 112 pp. Price $3.25 met. 

“Free and Captive Balloons.” Part I, ‘‘ Free Balloons.” 
By R. H. Upson. Part II, ‘‘ Captive Balloons By 
Cc. de F. Chandler. Part III, ‘‘ Fabrics for Gas En- 
velopes.”” By C. de F. Chandler. 331 pp. Price 5umet. 

‘‘ Aircraft Power Plants.’? Part I, ‘‘ Aircraft Engines.” By 
E. T. Jones and R. Insley. Part I, “ Propellers ™ By 
F. W. Caldwell. Part III, ‘‘ Water Ballast Recovery.” 
By R. F. Kohr. 208 pp. $4.25 net.] (All published by 
the Ronald Press Company, New York.) 

These three further volumes of the Ronald Aeronautic 
Library maintain the high standard of accurate and authori- 
tative information of previous volumes. 

Mr. Warner’s book on Aerostatics is, according to the pre- 
face, based on the first part of a course on the theory of 
airship design given under his guidance at the Massachusetts 
Institute of Technology, and although the volume deals only 
with the theory and operation of balloons, a knowledge of 
aerostatics is of primary importance in both the design and 
operation of airships. ~The physical laws governing the be- 
haviour of the free balloon are very clearly expressed, and 
the mathematical treatment is suitable for practical use. 

In Part I of the volume on Free and Captive Balloons, Mr. 
Ralph Upson deals with the design, construction and opera- 
tion of the normal spherical balloon clearly and concisely. 
In the section on piloting, Mr. Upson to some small extent 
covers ground already covered in Mr. Warner’s Aerostatics, 
though in regard to practical application of aerostatics to pilot- 
ing the two authorities disagree in at least one point. 

The second part on Captive Balloons deals very fully with 
the various types of modern observation balloon, giving de- 
tails of design and form, and information as to their practical 
operation and concerning their essential auxiliaries—winches, 
cables, cordage and instruments—and their manufacture. — 

Part III deals very fully with the various types of fabric 
which are or have been used for balloons or gas bags, with 
the stresses encountered, methods of repair, and also with 
varnishes, dopes and cements. } 

It gives throughout the impression that it is written m the 
light of extensive knowledge, and it is certainly couched 1 
practical and well-expressed terms. 

The volume on Airéraft Power Plants is perhaps the least 
satisfying of the series that has yet appeared. It suffers from 
an attempt at undue compression. A very large amount © 
information on the subjects involved is actually contained 10 
the 208 pages, but quite certainly both the engine section an 
the airscrew section might well have occupied separate 
volumes each as large as the present one. : 

The volume does in fact give an accurate general outline of 
the present state of development of aircraft power plants as 
a whole, with a somewhat fuller account of the airscrew am 
its qualities, than of the engine itself. As a practical hand- 
book on engines, the first section is not up to the standar' 
of previous volumes in the series, but possibly a further 
volume on the subject is to appear in the future.—W. H. S. 
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THE AIR NAVIGATION 


& ENGINEERING CO., LTD. 
AIRCRAFT WORKS, ADDLESTONE, SURREY 


THE “ MISSEL-THRUSH ” 


Pie VAN EC. posSHATER  -LIGHme BLPLANE 
entered for the Lympne Competitions has been designed to combine 


EXCELLENCE OF PERFORMANCE 


with 


UTMOST COMFORT FOR PASSENGERS 


The Construction and Finish are carried out in the best style. 


The Light Plane for 


PRACTICAL TRAINING and the PRIVATE OWNER. 
PRICE COMPLETE, £695. 


A really modern machine at a really moderate price. 


We also build all types of 


COMMERCIAL AEROPLANES 


and our Prices are right. 


RE-CONDITIONING OF OLD MACHINES. 


Enquiries will receive the utmost attention. 


THE AIR NAVIGATION 


& ENGINEERING Co, Lid. 
AIRCRAFT WORKS, ADDLESTONE, SURREY. 


Phone: 353 WEYBRIDGE, Telegrams: AIRCRAFT, ADDLESTONE. 
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THE NEWCASTLE PAGEANT. 

The Newcastle-upon-Tyne Aero Club held its First Annual 
Pageant at Cramlington on September 5. The whole show was 
a great success. The number of spectators actually on the 
ground was variously estimated between 12,000 and 15,000. 
Sixteen machines took part in the Display, nearly all of 
them De Havilland Moths with Cirrus engines. Of these 
the majority belonged to the various clubs, but there were 
also some privately-owned machines. The flying was excel- 
lent throughout, and the weather was about as good as the 
North Country can provide. 

The only defect was that there were not enough officials 
or police to control the crowd, with the result that thousands 
of people flocked onto the aerodrome to get a close view of 
the machines and all flying had to be stopped for nearly an 
hour till they were persuaded back beyond the ropes. It 
is suggested that at future meetings the machines should be 
parked close to the ropes or fencing when not flying. 

The Club was lucky in the fact that on the date of the 
Pageant, No. 406 Fleet Fighter Flight of Fairey Flycatchers 
(Jaguar engines) from Leuchars happened to be paying a 
visit to the aerodrome, and the pilots gave an excellent ex- 
hibition of what Service aviators can do. Particularly fine 
flying was done by Flg. Off. C. B. Wincott, and some of the 
most experienced aviators who were present said that his ex- 
hibition of aerobatic flying on the Flycatcher was actually the 
finest they had ever seen, including all the best flying done 
on Camels and Snipe at various R.A.F. Pageants. His up- 
side-down flying was noticeably good and his rolls were ex- 
ceptionally slow and neat. Two Hawker Woodcocks and a 
Bristol Fighter, on tour, also contributed to educate the people 
of Northumberland in air-mindedness. 

Among the civilian flyers Mr. Hubert Broad on the King’s 
Cup Moth gave an excellent exhibition of trick flying. As 
there was a 30 m.p.h. wind blowing he glided down against 
it in his Moth and so made an absolutely vertical descent, 
with a stand-still landing—outdoing even the Auto-Giro and 
the Pterodactyl’s efforts at Hendon. A very good display of 
aerobatics was also given by Mr. T. R. MacMillan, who only 
learned to fly recently at Cramlington. 

After the races the prizes were presented by Lady Ridley. 
The results of the various events were as follows :— 

THE PRESIDENT’s CUP FOR PILOT INstRUCTORS.—1, J. D. Parkinson, 
Newcastle Club; 2, F G. M. Sparkes, London Club; 3, A. M. West, 
Yorkshire Club. 

THE PRIVATE OWNERS’ Hanpicap.—i, A. N. Kingwill; 2, H. S. Broad; 
a ln. Parkinsons 

THE INTIER-CLUB RELAY RACE.—1, Yorkshire (A. M. West, E. B. 
Fielden, and R. Kenworthy); 2, Newcastle (J. D. Parkinson, W. Baxter 
Ellis, and N. S. Todd); 3. London (F. G. M. Sparkes, R. Malcolm, 
and EK. D. Moss). 


THE INTER-CLUR MEMBERS’ SCRATCH Rack.—z, Dr. H JI, B Dixon 
(Newcastle); 2, R. Malcolm (London). 

BoMB DROpPING.—1I, J. D. Parkinson (Newcastle); 2, A. M. West 
(Yorkshire). 

Those old and inveterate rivals, Messrs. Sparkes and Parkin- 
son, again met in the Instructors’ Race, and again Mr. Parkin- 
son won by fractions of a second. These two are probably the 
best pilot-instructors and Moth pilots in this country, which 
is to say in the World, and their continual rivalry must do a 
a great deal to raise and maintain the standard of flying 
among Club members. 

Among the new pilots, Dr. H. L. B. Dixon, of Newcastle, 
who has only done some five hours of solo flying, discovered 
himself as a racing pilot of the first class. His judgment of 
distance, his cornering, and his handling of his machine 
were excellent. 

Altogether the Newcastle Club deserves to be highly con- 
gratulated on its first effort, and it is to be hoped that the 
Club will hold further meetings, even if on a smaller scale, 
at an early date. 
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THE FLYING CLUBS. 
The London Aeroplane Club. 


Report for week ending Sept. 5. 

The total flying time was 29 hrs. 30 mins. 

The following members had flying instruction :—Lady Bailey, K. y, 
Wright, Miss O’Brien, —. C. Bonner, J. MH. H. Luxton, Regie 
way, G. Black, A. R. Ogston, D. P. HH. Esler, J. (C@Panaaeees 
EB. K. Blyth, G. BH. Clair,,B B. Tucker, “0. (We) Madyseemeee Tutt, 
Col. Farfan, R. A. Si. John, M. P. Susman, H. R. Preslandy 
H. Solomon, A. J. Richardson, G. Lyon, H. F. Wight. 

The following members flew solo:—N. J. Hulbert, A R Ogston, 
N. Jones, Major Beaumont, G. H. Craig, O. J. Tapper, Miss O’Brien, 
M. L,. Bramson, I. J. ¢. Mitchell, KE S. Brough, W. Hay jefe 
Blyth, A. H. M. Lees, B. B. Tucker, H. Petre; RB) Malcolaieis 
Moss, E. I.. O. Baddeley. 

A. Aitkenhead had a joy-ride. 

The following have passed the tests for their Aviators’ Certifi- 
cates :—S. O. Bradshaw, O. J. Tapper, A. Lees. 

The flying time during the month of August was 149 hrs. 25 mins, 
This was made up as follows:—Test flying 8 hrs. 20 mins. Joy- 
rides 6 hrs. 45 mins. Solo flying by members 46 hrs. 50 mins, 
Dual instruction 76 hrs. 4c mins. Instructors’ time at Bournemouth 
io hrs. 50 mins. 


The Lancashire Aero Club. 

Report for week ending Sept. 5. 

Total time flown during the week 33 hrs. 

The weather has again been bad. On two days out of the six flying 
lias been impossible. Machines in use IV and MQ (Moths) and OK 
(Renault Avro’. 

Mr. Stack gave instruction to:—Messrs. Costa 4 hrs. 40 mms, 
Nelson 1 hr. 45 mins., Gattrell 1 hr. 35 imins., Leigh z hr. 25 minmmey 
Honeyball 1 hr. 20 mins., Moss 1 hr. 20 mins., Newton 1 hr. 15 mins, 
Gerrard 45 mins., Wade 45 mins., Mrs. Marck 40 mins., Benson 40 
mins., Bert 20 mins., Goodyear 15 mins., Agar 15 mins. Total 17 hrs. 

Mr. Cantrill gave instruction 1o:—Messrs. Newton 30 mins., Gooai- 
year 25 inins., Agar 15 mins., Bert 15 mins. Total xr hr. 25 mins, 

Mr. Scholes zave instruction to:—Messrs. Fray 35 mins., Bert $5 
tmins., Barker 25 mins., Crabtree 15 mins. ‘Total i ir. 55 )mmmes 

The following made solo flights :—-Messrs. Goodfellow 2 hrs. 15 
mins., Leeming 1 hr. 50 mins., Pitman 1 hr. 30 mins., Agar rT it 
z5 mins., Michelson r hr. 1s mins., Marsland 35 mins., Parker 45 
inins., Williams 35 mins., Goodyear 20 mins., Crabtree 15 mins. 
Total solos 3m hrs. 35 miuas. 

The following had joy-rides with Messrs. Goodfellow and Leeming :— 
Mrs. R. Williams 25 mins., D. Agar 20 mins., F. Honeyball 20 mins., 
Mrs. Chegland 15 mins., Mrs. Hollinsworth io mins., F. Scholes 
To mins. 

Mr. Marsland made his first solo this week. He had previously 
flown in 1919, but except for a brief course of “dual” had not. been 
in the air for seven years. 


The Newcastle-upon-Tyne Aero Club. 

Report for week ending Sept. 5 (less racing fiying). 

Total flying time 31 hrs. 10 mins. Dual 22 hrs. 25 mins. Solo 7 hts. 
45 mins. Tests 30 mins. Passenger flights 30 mins. 

Details will be forwarded later, it has not been possible to com- 
plete the report, owing to the Flying Meeting, in time to post. 

The Club’s First Flying Meeting was a complete success in every 
way. <A report of the meeting appears on this page. 


The Hampshire Aeroplane Club. 

Report for week ending Sept. 2. 

Total flying time 17 hrs. 4r mins. Instruction flying 16 hrs. 1% 
mins. Passenger flying 1 hr so mins. Solo flying 315 mins. 

The following membérs had instruction :—Miscs Hom= 1 hr. 22 mins, 
Major Jenkins 1 hr. 15 mins, Lt. Traill, R.N., 52 mins., Lt. Graham, 
R.N., 10 mins., Wing Cdr. Wyllie zo mins., Messrs. Simmonds 2 hfs. 
5 mins., Dobson 1 hr. 40 mins., Bishop zr hr. 15 mins., Kerry 40 mins, 
Nicholson 4o mins., Heathcote 40 mins., Fry 50 mins., Stokes 45 mins, 
Perfect 35 mins., Dickson 30 mins., Bound 25 mins., Keeping 25 mims., 
Everrett 2c mins., Fowler 15 mins., Mansbridge 15 mins., Shepherd 
I2 mins., Courtney 10 mins., Henderson to mins. 

The following members had passenger flights:—Mrs. Saunderson, 
Miss Jowett, Dr. Jowett, Professor J. O. Thomson. 

On Wednesday, Sept. 1, two members flew solo. namely Mr. 0. E 
Simmonds, Chairman ‘of Committee, and Flg. Off. Clarkson 

Will members please note that in future the Club will be closed on 
Mondays from zr p.m. until Tuesday rr a.m. 


AT THE NEWCASTLE PAGEANT.—A string of the ubiquitous De Havilland Moths (Cirrus engines) on the 
Cramlington Aerodrome. 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 


ANALYSIS OF FIGURES FOR THE PAST WEEK. 

Trips per Day.—Monday, 29; Tuesday, 27; Wednesday, 19; Thursday, 
11; Friday, o; Saturday, 26; Sunday, 14 
IMPERIAL ATRWAYS LTD. : 

Tondon—Paris-—Zurich ; 

—Rotterdam—Amsterdam—Berlin : 

freight 18 tons. 
AIR UNION: 

Paris—London : 
Ry) Pats Be 

Amsterdam:—Rotterdam—london : 

3 tons. 

SABENA ! 

Brussels—lLondon : 
DeuTscHe TurrHansa AG.: 

Berlin—lI,ondon: Machines 3, passengers 12. 

PRIVATE : 

Machines 8, passengers 12. 

Total number of trips by British Machines, 66, carrying 577 pas- 
sengers. Foreign Machines, 60, carrying 267 passengers. 
Comparative Figures : 

Weck ending Sept. 5: 

Machines, 126; Passengers, 844; Crews, 158; Total personnel, 1,002. 
Corresponding week, 1925: 

Machines, 3154; Passengers, 794; Crews, 221; Total personnel, 1,015. 
Corresponding week, 1924° 

Machines, 145; Passengers, 684; Crews, 177; Total personnel, S861. 
Corresponding week, 1923: 

Machines, 139; Passengers, 636; Crews, 222; Total personnel, 858. 
Corresponding week, 1922: 

Machines, 135; Passengers, 433; Crews, 245; otal personnel, 678 
Corresponding aweeR, 1921: 

Machines, 104; Passengers, 356; Crews, 127; Total personnel, 483. 
Corresponding week, 1920: 

Machines, 


J,ondon—Ostend—Brussels—Cologne; J,ondon 
Machines 5%, passengers 56s, 
Machines 32, passengers 139, freight 10 tons. 


Machines 16, passengers 81, freight 


Machines 9, passengers 35. 


129; Passengers, 285; Crews, 154; Total personnel, 439. 


Croydon Notes. 


Last week one became involved in the difficult task of finding out 
who was the first pilot to fly on the regular cross-Channel services. 
The honour for this undoubtedly goes to Mr. “ Bill’? Lawford (should 
he now be called Mr. “ Billériot’? Lawford?), who at 09.30 hrs. on 
Aug. 25, 1910, left Hounslow on a D.H.4a for Paris. The machine was 
brought back the same day by Mr. C. R. MacMullin (now in America), 
who thus has the honour of having been the first to fly from France 
to Tengland on the regular service. 

It may be remembered that in connection with the Peace Celebra- 
tions (how premature we were) the Air Ministry by arrangement with 
the French permitted a special service to be run between London 
and Paris from July 19, a month before the regular service began. 

The first machine on this service was taken across by Mr. Jerry 
Shaw, who thus secured the honour of piloting the first post-war 
commercial machine to fly from TI.ondon to Paris. 

One rather imagines that the first pilot ever to take a paying 
passenger between London and Paris must have been either Mr. 
Gustav Hamel or Mr. H. J. D. Astley, with Miss Trehawke-Davies as 
passenger in those far-off days before the War. All three are now dead 

The Armstronge-Wkitworth Argosy continues to do good service. 
The Jacuar engines seem quite to have been cured of their troubles 
and both on the Argosy and the Hampstead are running extremely 
well. 

Croydon still awaits the other Argosy, which has been languishing 
at Martlesham since the beginning of July. It really seems ton 
absurd that tests of machine urgently required should still be un 
completed after two months. It seems as though either the Martte- 
sham system or the Martlesham staff wants changing. 

These delays at Martlesham have long been a scandal far worse 
than the little matters which are always being seized on by the daily 
press as the basis for an attack on the Air Ministry. 

Mr. Teslie Hamilton and his Viking have now joined the Lowen- 
stein Air Tine. 

Tt is understood that K.I,.M. are shortly to use three-engined Fokkers 
on their service Pilots of the R.A.F. who have flown the sampie 
bought by the Air Ministry speak very highly of it. In current 
R.A.F. slang it is a ‘“* wizard-kite” and its: only defect seems to 
be that owing to the small amount of wing incidence when its tail- 
skid is on the ground it runs for a long way when landed. Possibly 
this conld he got over by fitting brakes to the wheels. 

Ou Monday Herr Kraute brought the new ‘“ sleeping-car”’ Albatros 
biplane over from Berlin. This is being used experimentally on the 
Moscow—KGnigsberg night service. 

For the first time this season the air lines have been seriously 
affected by the weather. On Wednesday and Thursday there .was 
dislocation on account of heavy and continuous rain, low clouds and 
fog, and on Friday all services were cancelled owing to dense Channel 
fog. What about all these gadgets one reads ahout daily which makes 
flying in fog quite certain and safe? Surely they are advanced 
enough to make it safe to fly over 25 or 30 miles of mist. 
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Mr. Dudley Travers and his red. DH.9 have been at work again 
this week. On Sunday he took two passengers to Paris for the day, 
starting at 07.10 hrs. He left Paris at 18.02 hrs., but was forced down 
at Tonbridge by bad weather and darkness. 

One of the passengers was Mr. Worter, who had to get to Paris to 
break a motor-cycle record and be back by bedtime. He did it jy 
spite of forced landings. 

The French have recently made Cherbourg a prohibited area. This 
comes very hard on the ‘pirate pilots’’ such as Mecers. Travets, 
Hamilton, and Hope, as there was quite a nice little business to be 
done in picking up those who had missed the ‘* Tics” and “ Tanias 
at Southampton and rushing them to Cherbourg. ‘This irritating 
regulation seems quite unnecessary and it seems to be a case for the 
tactful intervention of Sir Sefton Brancker —G. D. 

fSecing that forts and fortresses are simply silly in these days, 
Cherbourg carn only have been made a prohibited area in order to be 
vexatious to British Aviation. It would serve the French right if the 
country round Dover, Hawkinge, Hythe, Biggin Hill and Kenley— 
all of real importance in war--were made prohibited areas to French 
aircraft. ‘Then the French machines would have to make a long 
Channel crossing from their beloved Cherbourg or thereabouts and 
we might have a few more ammerissages by French aeroplanes—which 
would stop their laughing on Sundays for a while-—c. G. G.] 


SEAGULLS ON THE REEF. 


Three Supermarine Seagull amphibians (450 h.p. Napier 
Lion engines) are at present engaged on a survey of the 
Great Barrier Reef, which runs along the North-east coast of 
Australia. They flew from Melbourne and arrived at Port 
Macquarie on Aug. 24. ‘To these seagulls the reef is no 
barrier. 


A SURVEY OF THE PROVINCE OF QUEBEC. 
Arrangements are being made by the Quebec Provinicial 


Government to complete an aerial map of the entire province, 


including lands, forests, waterways, and seaboard lines. 


The first section of this undertaking will cover the entire 
Gaspé peninsula, and this has already been begun. 

It is expected that it will take about ten years to complete 
the survey. 


MOSCOW—PARIS—MOSCOW. 


On Aug. 31 a Russian aeroplane arrived at Le Bourget aero- 
drome from Moscow, having flown via K6nigsberg and 
Berlin. ; 

On the following day it left Paris at 06.25 hours and arrived 
back in Moscow the same evening. 

The machine was a Russian copy of the de Havilland 9a 
fitted with a 45c h.p. Napier Tion engine. It was piloted by 
M. Gramoff and carried one mechanic as passenger. 


ACROSS THE ANDES. 


On Sept. 3 Lieut. Doolittle, U.S. Air Corps, who has been 
released on six months’ leave of absence to demonstrate the 
Curtiss P.1 pursuit-ship, in South America, arrived in 
Santiago, Chile, after having crossed the Andes mountains 
from Buenos Aires in a non-stop flight of 7 hours 37 mins. 


ROUND SOUTH AMERICA. 


The United States State and War Departments are prepat- 
ing to organise a flight by five U.S. Army aeroplanes round 
the South American Continent. ‘The flight will probably begin 
in December of this year from San Antonio, Texas, and the 
total distance to be covered will be 16,000 miles. 


Pending the receipt of permission to fly over certain South 
American countries the itinerary of the flight is undecided. 
The object of the flight, apart from military training, 1s 


to advertise American aircraft. 
BEE LE RS Ea a ey eT SES LE CT a 


A FATAL ACCIDENT. 
A fatal accident occurred on Sept. 2, near Great Bookham, 


in which Mr. R. H. Leavey, Mr. A. Keene, and Mrs. Stallard 
lost their lives. 

The machine was of Avro 504K type and belonged to Mr. 
Peck, trading as the Southern Counties Aviation Co., of 
Brooklands. It was on its way to the Crystal Palace, over 
which stunt flying has been done on Thursdays of late. 

When at Great Bookham the pilot was evidently forced to 
land by bad weather and the accident happened in the pro- 
cess of landing. A stall was apparently followed by a nose- 
dive, and the machine burst into flames. The mechanic, Mr. 
Keene, managed to crawl out, but he died shortly afterwards. 
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Eastman Aero Camera 
Model K1 


for Topographical Work 


The Eastman Aero Camera (Model K1) is entirely automatic 
in action. Driving power is provided by a wind motor containing 
a rotary paddle wheel, with a lever control, which also regulates 
intervals between exposures. Any number of exposures—size 
9; ins.x 7, ins. (18x 24 cm.) 
—up to 100 can be made on 
one 7) ft. roll of Eastman 
Daylight Loading Film. The 
film is held flat by the constant | 
suction caused by the Venturi 
tube. Shutter speeds can be 
varied at will from 1/90 to 
1/310th of asecond. Fitted with 
either |2 in. or 20 in. £4.5 lens. 


Further particulars post free on application to 


Kodak Limited, Kingsway, London, W.C. 2 


POC LROGE FEISS EBM WUE 
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DOESN'T IT STAND TO REASON that a Firm which controls under ee 
highly technical methods the complete range o processes from “a 
the raw bloom to the final manipulated product, isin a much better 
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position than most to supply you with Steel Tube (plain or mani- ae 
pulated) for all Aeronautical purposes. ‘5 
ape 5 % 

Dead true to your Specification. * pn 
Of utmost Uniformity in Chemical ee 
analysis and physical structure. "pi 

To any desired section. i te | 

To any desired manipulation. an Wea 
More— ee 
So complete is our Organisation that our ‘' Building-up ” ee 
Departments can, if desired, produce the 
Complete Weldless Steel Tubular Components 4 
Nias 
ready for instant erection. wt 
Send us your requirements and let us see if we can’t save ii 

you tt and mone} An quiry at least costs nothing. 
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The Aeroplane 


Use 
Cellon 


for 
Durability 


The following notable performances 
have recently been carried out by 
machines successfully completing 
recent Endurance Tests were 


DOPED 
with 
CELLON 


BRISTOL BLOODHOUND 
Engine) 
Record flight London—Cairo 
in 504 hours and 25,000 miles 
endurance flight. 


(Jupiter 


FAIREY 
4 machines completed flight 
Caito—Cape—England a dis- 
tance of 14,000 milesto Schedule 


111D (Napier Lion Engine) 


SUPERMARINE “SOUTHAMPTON ” 
(Napier Lion Engines) 
2 machines completed round 
flight to Egypt and Cyprus a 


distance of 7,000 miles to 
Schedule. 


HEINKEL H.E.5 (Napier Lion Engine) 


Winner of German Seaplane 
tests, the only machine to go 


through these — strenuous 
contests without repair of 
penalisation. 


CELLON (Richmond) Ltd. 
Cellon Works, Petersham Road, Richmond. 


Telegrams : 
AJAWB, Richmond, Surrey. 


Telephone : 
Richmond 2213 (3 lines) 
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THE NEW AIR MAIL, 


The Postmaster-General draws attention to the opportunity 
which the recently established Friday morning Air Mail from 
London to Marseilles offers of overtaking at Marseilles or 
Toulon the mails for India, Egypt, Iraq, Aden, Kast Africa, 
and, in most weeks, Australia, despatched from this country 
on the previous evening by the ordinary route. The new Air 
Mail has, so far, made regular connection with the Peninsular 
and Oriental or Orient Packet at Marseilles or Toulon. 

Fuller particulars of the new service are given in the Air 
Mail leaflet, a copy of which can be obtained free at any 
Head or Branch Post Office, and the latest time of posting for 
this mail can be ascertained at the local Head Post Office. 


TITANINE. 


It is of interest to learn that a number of machines which 
are taking part in the Lympne trials are doped with Titanine. 
These include the Blackburn Bluebird, the Avro Avian and 
Avis, the Parnall Pixie, the A.N.E.C. Missel-thrush, the De 
Havilland Moth, the R.A.E. Club Sirocco, and the Westland 
Woodpigeon. 

‘Titanine, always well to the fore in competition, seems to 
be keeping up its reputation well. 


THE GERMAN SEAPLANE COMPETITION, 


The dope used on the Heinkel Seaplanes, which were so 
successful in the German Seaplane Competitions, was sup- 
plied by Cellon (Richmond) Ltd. A point of particular in- 
terest occurred during the General Strike. An additional 
supply of dope for the Competition machines was urgently 
needed. It was quite impossible to ship it from this country. 
Therefore the dope was supplied by the French branch of 
the Cellon Company. 


MORTGAGES AND CHARGES. 

STEEL WING Co. Lip.—Debenture dated Aug. 18, 1926, to secure 
a sum not excecding £18,000, which may become payable under a 
guarantee to Company’s bankers, charged on the Company’s under 
taking and property, present and future. Holders: D. J. Mooney, 
Effingham, Surrey; and H. Burroughes, Sidbury Lodge, Edgware, Mdx. 


PERSONAL NOTICES. 


DEATHS. 

LOWE.—On Sept. 1, at Netley Hospital, as the result of a flying 
accident, on Aug. 31, L-AC. Eric Arthur Lister Lowe, R.A.F. 

PAGE.—On Aug. 31, at Marchwood, Hampshire, as the result of 4 
flying accident, Alfred Lionel René Page, Plt. Off., No. 16 (Army 
Co-operation) Sqdn., R.A.F 

Mr. Page entered the R.A.F. with a S.S. comn. on Mar. 14, 1025; 
and was posted to No. 5 I*/I.S. Sealand, for a course of flying instruc 
tion. He was appointed to No. 16 Sqdn. in February, 1926. 

PEARSE.—On Sept. 2, at Hinaidi, Iraq, as the result of a flymg 
accident on Sept. 1, J.-AC. William Arthur Pearse, R.A.F. 

DU PORT.—On Sept. 1, at Hinaidi, Iraq, as the result of a flying 
accident, William Osmond du Port, Fig. Off., No. 55 (Bombing) 
Sqdn., R.A.F. 

Mr. du Port passed out of the R.A.F. Cadet College, Cranwell, om 
July 31, 1924, and was posted to No. roo (Bombing) Sqdn. at Spittle 
gate. He was posted to No. 55 Sqdn. in September, 1925, and was 
promoted to the rank of Flg. Off. in January, 1926. 

Mr. du Port played Rugger for Cranwell and was in the Cadet 
College Golf and Cross-country teams. 


MARRIAGES. 

COURTNEY—RAYSON.—On Sept. 1, Group Capt. C. LL. Courtney, 
C.B.E., D.S.O,, youngest son of W. IL. Courtney, M.A., LicDaie 
Mrs. Rayson, daughter of G. E. Greensill. 

SIMPSON—BENSON.—On Aug. 7, in London, Sq. Ldr. J. = 
Simpson, R.A.F., to Winifred Elsie, daughter of Charles Bernard 
and Mrs. Benson, of Dorchester. 

WARNE-BROWNE—NICHOLSON.—On Aug. 28, at Holyrood Church, 
Stubbington, by the Rev. k. E. Leigh, late Vicar of the Parish, Fit. 
Lt. Thomas A. Warne-Browne, D.F.C:, R.A.F., only son of Mr. and 
Mrs. A Warne-Browne, of Shiplake, Oxon, to Ruth, younger daughter 
of Mr. and Mrs. Charles K. Nicholson, of Lee-on-Solent, Hants. 


FORTHCOMING MARRIAGES, 

MOORE—FARO.—The engagement is announced between Sq. Ldr. 
B. Fitzgerald Moore, R.A.F., Iraq, twin son of the late Walter Robert 
Fitzgerald Moore, M.I.ME., M.LC.E., Mintaro, Monegelta, Australia, 
and Mrs. Fitzgerald Moore, and Dorothy, elder daughter of Mr. and 
Mrs. R. S. N. Faro, of the Old Forge House, Canterbury. 

SHAW—BILI,.—The engagement is announced of Pit. Of 
D. Campbell Shaw, RA.F. (formerly Midshipman, R.N.), youngest 
son of Mr. and Mrs. W. Shaw, of Wolverhampton, Staffs., and MIs 
J. W. Bill, daughter of Mr. and Mrs. R. W. Bill, of Paignton, 
S. Devon. 

BIRTHS. 

FORROW.—On Aug. 12, at Portmore Nursing Home, Simla, India, 
to Betsie, wife of sFlt. Lt. H. E. Forrow, R.A.F.—a son. 

THORNTON.—On Sept. 3, at 76, Porchester ‘Terrace, W.% (0 
Catharine (née Bartlett), wife of Capt. T. G. Thornton, M.C., DAC 
a daughter. ; 

WILLIAMS.—On Aug. 3c, at Marsworth, near Tring, to the wife 
of Sq. Ldr. G. G. A. Williams, R.A.F.—a daughter. 
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THE FIRST MAN AWAY: 
Competition at Lympne on Sunday, September 12, on the Bristol Brownie, Bristol Cherub Engine. 


GRATIS! 


“HINTS ON LiNING BEARINGS.” 


An interesting booklet describing best 
methods of tinning, pouring, fitting, etc., 
with useful notes on tools, oilways, lubri- 
——— cation, etc. .————-———— 


CHEERFULLY SENT ANYWHERE. 


ANTI-FRICTION 
(WHITE) METALS 


Telephones: TITANINE-EMAILLITE, LTD,, Telegrams : 


WHITE METALS AND 


DIE-CASTINGS 
FOR EVERY BEARING 
PURPOSE. 


Hoyt Metal Co., Ltd. 


Deodar Road, Putney, 
London, S.W.15., 


: vec Tetrafree, Piccy, London 
eorand 2312. and Empire House, 175, Piccadil y, London, W.1. mae. A.B.C.. 5th Edn. 


Regent 4728, 


| 


Works :—London and New York, and Bentleys. 


Mr. C. F. Uwins starting a minute or two after 08.00 hours in the ‘Daily Mail” 
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AVRO “GOSPORT 
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HEF AVRO! GOsSPO nha aca) 
control training aeroplane is ex- 
pressly designed for military training 
purposes. It embodies all the 
principal flying characteristics of 
the high-powered scout, using an econo- 
mical power unit of only Ioo h.p. This is 
made possible by the extreme lightness of 
the machine, while its exceptionally robust 
construction allows it to perform every 
aerobatic manoeuvre known to the scout 


type. It can be flown equally well and 
landed with equal facility from either 
cockpit. 

A pupil properly instructed on_ this 


machine by the ‘‘Gosport’’ method of instruc- 
tion is able to pilot safely all types of 
aeroplanes, including war machines, without 
the necessity for instruction on an inter- 
mediate type of advanced training machine. 


Th 
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“Rlisht’? Rhotograph. 


The engine is the new Monosoupape, 
100 h.p., with “‘Y” metal pistons. The light 
weight of this engine and its low weight per 
horse power allow the design. of a light 
and strong machine as in the case of the 
“GOSPORT” with the corresponding advan- 
tages to performance and manceuyrability. 
Another point is that its simplicity ensures 
ease of maintenance. 

The rotary or radial types of engine alone 
permit the close approximation of the centres 
of gravity and pressure, so essential for the 
ease of manceuvre required in an efficient 
training machine. 

The Avro ‘‘GOSPORT,” therefore, with 
this engine is strong yet light, low-powered 
yet with an exceptionally good performance, 
and possesses all those flying characteristics 
to which a pupil must become accustomed 
before he can safely fly any war machine. 


DETAILS FROM: 


A. V. ROE & CO., LTD., Avro Works, Newton Heath, Manchester. 


London Office: 166, PICCADILLY, W.1. 


SES SES a ae 


KINDLY MENTION ‘‘ TH 


Ne Ne EE ee 


K AKROPLANE ”' WHE 


Experimental Works: HAMBLE, SOUTHAMPTON, 


N CORRESPONDING WITH ADVERTISERS. 


SEPT. 15, 


m= AEROPLANE 


Incorporating 


Aeronautical Engineering 


Telegraphic Address: ‘“‘Aileron, London.” 


Abroad, 3 months, 8s. 9d.; 6 months, 17s. 6d.; 


The Hditorial Offices of ‘‘The Aeroplane” are at 175. Piccadilly, London, W.1. 


Accounts, and all correspondence relating to Publishing and Advertising, should be 
Sent to the. Offices of Aeronautics, Ltd., 14. Bream’s Buildings, H.C.4. 
Telephoue: Holborn 426. 


Subscription Rates, post free: Home 3 months. 8s.; 6 months, 16s.; 12 months, 328, 


U.S.A., 1 Year, $8 50c. 


Telephone: Gerrard 5407 


12 months. 35s. Canada, 1 Year, 8$. 


ON THE START OF THE “DAILY MAIL” COMPETITION. 


ON ELIMINATING TESTS. 
Of course it all depends how you look at an eliminating 
st in a competition of this sort. Is the idea to eliminate as 
any machines as possible, and so give the World the im- 
-ession that British aircraft designers are a futile lot whe 
mnot design decent aircraft, or is the idea to eliminate any 
sroplanes which are a definite danger to those who fly in 
iem and to leave in the competition all the machines which 
‘e likely to put up-a good performance? That question 
ised more ill-feeling on the Sabbath Day, September the 
velfth, 1926, and the two preceding days, than one has 
yer seen or heard at any competition of any sort. 
Whichever. way you look at it, the net result of the 
liminating Tests as held at Lympne on Friday and Satur- 
ry, Sept. 10 and 11, was to.produce only nine starters out 
f sixteen entries in the actual Competition which began on 
unday the 12th. 
‘Of the sixteen entrants, three did not arrive at Iympne at 
I. 
Number 5, the Royal Aircraft’ Establishment Aero Club’s 
irocco monoplane, though finished in time, did not come to 
ympne because when it was tested it was found that our 
igh-browed scientists had got its Centre of Gravity some- 
aing like thirty inches out of place. Two-and-a-half feet of 
fror'in a machine twenty-one feet long is a pretty high: per- 
sntage. It may help to explain one’s distrust of pure 
hence, for one has watched mistakes of this kind happen- 
ig to scientists for the last thirty years. 
|Number 8, the Halton Aero Club’s biplane, could not be 
nished in time for the competition. 
|Number 11, the Cranwell biplane with the Pobjoy engine, 
nough finished, was kept at home because the engine broke 
own during its Air Ministry type-tests. This is extraordin- 
tily hard luck, because apparently the engine does give the 
ower that is claimed for it and stands up to its work. 
| One was told that the trouble was caused by a screw work- 
ig loose in a. connecting-rod. attachment. If it had been a 
‘ft-hand screw instead of a right-hand screw it would have 
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worked tight. It was just one of those things that can oniv 
be learned by experience. And although the experience was 
dearly bought we may still hope to see the Pobjoy engine a 
success. 

Of the thirteen machines which arrived at Lympne, the 
A.N.E.C. Missel-thrush eliminated itself on the Thursday. No- 
body was to blame. The elimination was due entirely to a 
mistake in design which can easily be avoided in repair- 
ing the machine. 

The axle is carried on the usual rubber ring shock-absorbers 
and these are anchored below the axle to a couple of horns 
which project to within four inches of the ground. In land- 
ing, the pilot, G. L. P. Henderson, put the machine down in 
his usual way, but the ground happened to be a little bit 
tough. The shock-absorbers allowed the axle to come up 
more than the spare four inches, the horns dug into the 
ground and the machine went straight over onto its - nose, 
damaging itself beyond repair. 

This was a very great pity because it was a singularly 
beautiful machine and looked as if it ought to be exception- 
ally efficient. Mr. Bewsher the designer had made a very 
good job of it and externally it was much cleaner and much 
better streamlined than any machine in the Competition. One 
only hopes that its entrant, Mr. Martin, a Director of the 
A.N.E.C., will not be discouraged by this mishap but wiil 
rebuild this machine and have one or two others built with 
more powerful engines, for one is sure that’ there is a market 
for a machine of this type. 

When the eliminating tests proper, or improper, as many 
people considered them, began’on the Friday, the Short 
Satellite with the A.B.C. Scorpion II was eliminated because 
it could not get ‘‘ over the sticks” in“ the Getting-Off test. 
There was ne argument about that. The Satellite is a very 
nice little flying machine, but she is not a weight-carrier, 
and one imagines that she was only entered by the Seven Club 
as a sporting effort. 

“ AnD HARD GREAT ARGUMENT.” 
The real arguments were over the elimination of the Black- 
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AN INTERESTING TEST. 


The first of the Eliminatin g Tests at Lympne consisted in p 


roving that the machine, 


having landed in a field, could be got out of it through an ordinary farm gate and into a reasonably high garage 
by, the pilot and passenger unaided. Wings might be folded or taken off and fixed alongside. A species of 
‘“‘loading-gauge ’? was extemporised between the doors of one of the big sheds at Lympne, and here the Super: 
marine Sparrow (Cherub engine) is seen passing through, with her big monoplane wing strapped alongside. 
Some readers will recognise in the picture two members of the staff of ‘‘ The Aeroplane,” hard at work as usual, 
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burn Bluebird (Armstrong-Siddeley Genet) and the Cranwell 
C.LU.A.4 with the Bristol Cherub. And there was also a lot 
of argument over the penalty inflicted by the Stewards on the 
Seven Aeroplane Club’s Westland Woodpigeon with the 
A.B.C. Scorpion II. These are the instances which deserve to 
be discussed. 

So strong was the feeling against the injustice of dis- 
qualifying these machines that all the other competitors who 
had already passed their tests sent in a round-robin to the 
Stewards asking them to allow the disqualified machines to 
compete. But the Stewards, in their righteousness, refused 
to reverse their decision. Thereafter a General Strike of 
competitors was suggested. And it would possibly have been 
organised successfully, but that it would have been following 
the bad example of the coal-workers and Mr. Cook. 

The Stewards of the Meeting are Sir Frank McClean, who 
is one of the earliest pioneers of British Aviation and was 
definitely the Father of Naval Aviation, Captain Charles Wil- 
son, who was in charge of the British Team which went to 
America last year to attempt to capture the Schneider Trophy, 
and Major R. H. Mayo, of the Aircraft Operating Company 
Ltd. All three have been pilots though none of them have 
flown quite recently. 

Sir Hrank McClean and Captain Wilson have no financial 
interest whatever in the Aircraft Industry. Major Mayo’s 
interests are entirely in the direction of making the best 
possible showing for British aircraft, in that he depends on 
airctaft which operate successfully. One’s only possible 
reason, and it is entirely personal, for doubting his judg- 
ment in any way, is that he is inclined to be a scientist. 

All three are very well liked and respected. ‘Therefore, in 
disagreeing absolutely from their decisions in relation to these 
three machines, one ascribes what one regards as their errors 
of judgment entirely to the fact that rigid rectitude and un- 
compromising conscientiousness may quite easily become a 
vice. 

THE BLACKBURN AFFAIR. 

The argument over the Blackburn was this. In doing his 
test landing over the sticks, with full competition load as 
required by the rules, Sq. Ldr. Longton came down rather 
heavily and bent the axle of the landing wheels. This pulled 
in the legs of the undercarriage a little and bent a lug which 
attaches one of the legs to the fuselage, slacking off the 
undercarriage wires. 

The entrants, the Blackburn Company, applied for permis- 
sion to fit a new lug. This permission was refused by the 
Stewards. But in virtue of their power to permit minor re- 
pairs they said that the competitors might bend the Iug 
straight and refit the undercarriage. 

Now to bend a lug straight is definitely to decrease its 
strength and probably to make it dangerous. So Mr. Thornton, 
the able young designer of the machine, asked permission to 
fit a washer and an auxiliary wiring plate so as to take the 
strain. of the wiring off the lug. This permission was flatlv 
refused on the grounds that the fitting of such a plate would 
make the structure of the machine different from what it was 


when presented for acceptance at 1o o’clock that morning, 
which was the opening hour,—not the opening hour of the 
Competition, be it noted, but the opening hour for the ac- 
ceptance by the officials of the Royal Aero Club of the 
machines for the Eliminating Test. 


Supplementary Regulation No. 1 states quite definitely in 
paragraph 18 that ‘‘ The Competition will be over courses 
totalling approximately 2,000 miles.’’ Therefore the Elimin- 
ating Tests were not part of the Competition. 


Now, if the idea of the Eliminating Tests was to wash out 
every machine which was not fit at ten o’clock on Friday 
morning to start in the Competition which began at eight 
o’clock on Sunday morning then perhaps the Stewards were 
right. But one’s own view is that these tests were intended 
merely to eliminate machines which were either definitely 
dangerous to fly or could not safely carry the loads with which 
they attempted the get-off and landing tests. 

If a machine sustained slight damage through trying to 
get off or trying to land with too heavy a load on the Friday 
or Saturday, its owner ought to have been allowed to make 
the necessary repairs and put it through the tests again wit» 
a lighter load. Machines which failed to pass with a heavy 
load were definitely permitted to try again with a lighter 
load. And all that happened in the case of the Bluebird 
was that it did damage itself slightly in this way and would 
have done all right with a lighter load. 

The request to be allowed to fit a wiring plate was merely 
to assure the safety of the pilot and passenger. To refuse 
such permission, or to refuse permission to fit a new lug in 
place of the bent one, was as unreasonable as it would have 
been to refuse permission to fit a new tube if a tyre had butst 
in landing. But to suggest bending the damaged lug straight 
was to encourage the use of a dangerous fitting, so the 
machine was eliminated. 

Competitors are definitely allowed by the regulations to 
fit new airscrews (provided they are of the same type as 
the original one) or new tail skids, and the Stewards have 
the power to decide what is or what is not a minor repair. 
The officials of the Aeronautical Inspection Department on 
the spot certified that the suggested repair would be air- 
worthy. And it was certainly not a major repair of any kind. 
Therefore one holds that the decision of the Stewards was 
absolutely wrong in this instance. 


THE CRANWELL HARDSHIP. 

A very similar argument arose over the Cranwell. biplane. 
The Cranwell Club is not rich. It is composed entirely of 
serving officers and men and civilians under the Air Ministry. 
When the C.L.A.4 arrived the owners knew that there was a 
flaw in one of the undercarriage tubes. A spare under- 


carriage, presumably off the machine with the Pobjoy engine, 
had been sent, but it had not arrived in time to fit it hefore 
the machine was ‘“ presented ’? on Friday morning. When 
the machine was presented this flaw was indicated and the 
officials were told that the -new undercarriage, of exactly 
similar type, would be ready-in-the course .of the day. 


WEIGHING IN.—The Sopwith-Sigrist Cygnet being weighed by a method which, in the opinion of one who 


ought to know, is apt to give a different result at each weighing. 
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“To-day the Napier aero engine __ 
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aviation motor in the World.” 
Sketch, 3rd Feb., 1926 


Proof i 


OR the Service flight from Cairo to Cape Town 
Fena back to England—56,000 engine miles—by 
four aeroplanes, the British Air Ministry selected 
Fairey machines fitted with the — 


NAPIER “LION.” 


For the Service flight from Plymouth to Alexandria 
and back by two twin-engined flying boats, 
the British Air Ministry selected Supermarine 
“Southamptons” fitted with the — 


NAPIER “LION.” 


For his flight from Spain to the Argentine, when 
he covered 6259 miles in 593 hours’ flying, 
Commandante Franco selected the — 


NAPIER “LION.” 


For high-speed machines the aircraft firms with 
greatest experience select the — 


NAPIER “LION.” 


Follow the lead of those who know 
and install your machines with ihe 


NAPIER 


“LION” 
The Finest Aero Engine in the Wovld 


D. NAPIER & SON, LTD. 
ACTON, LONDON, W.3. 
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Westland Weasel 2-seater Fighter. 
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Westland Widgeon. 
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out. Westland Rolls Falcon Limousine. 


WESTLAND AIRCRAFT. 


For eleven years we have been designing and building Aeroplanes, and during 
time we have also built up a reputation for sound design and first-class workman 
We are supplying numbers of machines to the Royal Air Force, both at home 
abroad. We have our own 4-foot Wind Channel for scientifically testing models 


our designs before manufacturing, and our Aerodrome is situated by the side o 
Works, for testing the finished machines. 
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Wagtail Single-seater Sc 


Westland 


The Yeovil Day Bomber. 
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\est Country makes 
n)st important centre 
oimunications—a fact 
vas clearly shown 
n the General Strike 
nm newspapers were 
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ith and distributed 
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Westland Wood Pigeon. 


Beit 


Westland Napter Limousine. Westland Hispano Suiza Limousine. 


We are designers and builders of all types of Aeroplanes from the private Single- 
eter to the large Twin-engined Bombing Machine. 


Our latest Military Machines are the Yeovil Day Bomber, which has been 
wplied to the Royal Air Force, and the Westbury, which is at present on its trials. 


WESTLAND AIRCRAFT WORKS 
“OVIL (Branch of Petters Limited.) ENGLAND. 
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Westland Works, Yeovil, Somerset. 
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The machine did its getting-off test, but in the landing 
test the flaw in the tube gave out, and the undercarriage bent, 
though nothing broke. The pilot taxied the machine back to 
the shed under her own power and the crew proceeded to fit 
the new undercarriage. They were then officially informed 
that the Stewards would not allow the machine to compete, 
as by fitting the new undercarriage it would be different from 
what it was when it was presented that morning. 

Now admittedly this was not a matter of minor repair. 
Fitting a whole new undercarriage may reasonably be re- 
garded as a major repair. But the new undercarriage in- 
volved no alteration in design, or even in material. It was 
not even as if a perfectly good undercarriage had been bent 
owing to a mistake in design and was to be replaced by 
another which might behave in the same way. 

It was purely and simply a matter of pressure of time 
and money which prevented a flawless undercarriage from 
being fitted in the first place. But the Stewards refused 
absolutely to allow the fitting of the spare undercarriage, 
and so this fine sporting effort of the Cranwell Club’s was 
eliminated simply by a rigid adherence to paper rules with- 
out allowing any consideration for the intentions of the Com- 
petition, which are to produce good British aircraft of low 
power. 

REGULATIONS RUN RIOT. 

The third matter for argument was the airscrew of the 
Westland Woodpigeon entered by the Seven Aeroplane Club. 
This Club is likewise a poor club composed of R.A.F. Officers. 
They had entered two machines, the little Satellite monoplane 
presented to them by Mr. Oswald Short, and the Wood- 
pigeon presented to them by the Westland Aircraft Works. 

They had only two airserews, a wooden one and a Fairey 
Reed duralumin screw. The Fairey Reed was intended as 
an experiment for the Satellite, but did not suit it. But on 
the Woodpigeon it made the machine quite flyable, whereas 
the wooden screw belonging to the Woodpigeon happened 
to suit the Satellite fairly well. So, in order to get the two 
machines down to Lympne, the Satellite was flown down 
with the wooden screw and the Woodpigeon with the metal 
screw. 

The Woodpigeon was presented at ten o’clock on Friday 
with the metal screw and the officials were told at the time 
that this was not her own screw, but that the wooden one 
would be taken off the Satellite and fitted instead. No question 
was raised at the time, but when the machines were being 
brought out for the getting-off test the Seven Club were told 
that they must not use the wooden screw on the Woodpigeon 
because that was not the screw with which she had been 
presented, and that to fit her with her own screw would be 
altering the structure of the aircraft from the state in which 
it was when it was presented. 

This again was a strict literal ‘nterpretation of the regula- 
tions. The Stewards had absolute power to permit the 
machine to be fitted with her own screw. It was not as iS 


THE GATE TEST.—The D.H. Moth (Genet) passing through 
the extemporised ‘‘ Loading-Gauge.”’ 


THE GATE TEST.—The Blackburn Bluebird (Genet), passing 
through the gauge. 


she had passed certain tests with one screw and was then to 
be fitted with another. She had done no flying at all except 
to arrive at Lympne with a metal screw. 

One could well understand that if a machine passed the 
getting-off test with a screw specially faked for climbing, the 
Stewards might object to her going through the Competition 
itself with a different screw. But that did not enter into the 
question... The owners merely wanted to start the tests and 
go right through the whole Competition with the screw which 
belonged to the machine. 

Anyhow, after a lot of argument, the Club agreed to have 
a try at the getting-off test with the metal screw. ‘The result 
was that the machine just scraped over the necessary height, 
whereas with her own screw she could have done it with 
half the height of the sticks to spare, 

Using the metal screw in the Competition meant running 
the engine practically at full bore the whole way. Whic 
meant not only over-stressing the engine but also using yery 
much more petrol than would have been necessary with the 
machine’s own screw. The result was that the machine was 
not disqualified, as were the Bluebird and the Cranwell, but 
she was forced to start the Competition on the Sunday morn- 
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The Hawker Cygnet entered by the R.A.E. 
Club passing the gate. 


MAN-POWER. 
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_LIGHT AEROPLANE COMPETITION 


AT 


LYMPNE 


10 h- 18th September, 1926. 


The large percentage of aircraft entered 
for the Lympne Light Aeroplane Com- 
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: placed in the reliability and efficiency of = - 
= these airscrews. = ms 
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: Many recent achievements, where relia- = 44 
: bility and efficiency were absolutely essential, = a 
have been accomplished with aircraft fitted = cies 
: with Reed alrscrews, a few instances = fs 
being : Commander Byrd’s flight to the = ies 
North Pole; Lieut. Medaet’s flight of = tee 
; 11,400 miles from Brussels to the Congo = ot) 
and back; the world’s speed record of = a 


: 278 miles per hour; the winning of the 
: 1926 King’s Cup Air Race by Capt. 
Broad. 
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THE AVRO CONSPIRACY. 
right, Mr. John Lord, Mr. Roy Chad- 
wick, and Mr. R. J. Parrott. To the 


Left to 


extreme right is Mr. Ellerton, now of 
Short Bros., and once a pillar of the 


Royal Aircraft Factory and the A.D. 
a. 


acted in a way which is definitely detri- 
mental to the British Aircraft Industry, 
by putting out of effective action three 
machines, two built by the Aircraft 
Trade and one by private enterprise, 
which would in all human probability 
have put up very good performances, 
and would have enhanced the reputa- 
tion of British aircraft designers. 


ing not only with a screw which handicapped her heavily in 
the matter of petrol consumption, but which, because it 
meant running the engine too fast in the effort to keep up 
the necessary speed over the ground, definitely meant risk- 
ing bursting the engine in the air with the consequent risk 
of wrecking the machine in the air or at best causing a forced 
landing. 

So here you see that in the two cases, by sticking rigor- 
ously to the rules, or at any rate to the interpretation forced 
on them by the Stewards’ uncompromising consciences, the 
Blackburn people were invited to fly a machine in a danger- 
ous condition, and the Seven Club were practically forced to 
import an element of danger into the flying of their machine. 
Also the fine sporting efforts of the Cranwell people and 
of the Seven people came to nothing. 


SPORT OR BUSINESS ? 

Somebody reproached one of the Aero Club officials, whether 
one of the stewards or not one does not know, with the un- 
sporting way in which the Stewards had treated all three 
machines. ‘The official replied that this was not a sporting 
event, it was purely a business competition promoted by The 
Daily Mail. 

If that be the Royal Aero Club’s view of the affair then 
the reply very simply is that the Club had no business to be 
running the Competition at all. The Club, by its constitution, 
has nothing whatever to do with aircraft business. It exists 
to promote the sport of flying. And if this is a business 
Competition then the Club has no right to be running it. 

Hither way the decisions of the Stewards in these instances 
are contrary to the best interests of British Aviation. If the 
Competition is a sporting event, then they have not acted 
in a sporting way by eliminating these three machines. And 
if the Competition is purely a business affair into which the 
element of sport does not enter, then, apart from interfering 
in business which is outside the Club’s province, they have 


ey 


PASSED FOR COMPETITION.—The Bristol Brownie, Cherub engine, packed up for the gate test. 


At any rate, considered as eliminating tests, these trials 
must be esteemed highly successful by those who wished 
to see machines eliminated. 

WHat THE CRITICS THOUGHT. 

Naturally the criticisms which one heard from all and 
sundry at Lympne were severe, some of them perhaps un- 
duly so. ; F 

As to the question of what is a major repair and what is 
a minor repair, one humorist remarked that if any machine 
did not have to be extracted from the soil of the aerodrome 
with a crane or carried away in a wastepaper basket in the 
course of the eliminating tests the owners ought to be 
allowed to rebuild. it and have another try at the tests. 

One does not agree with the saying of another critic who 
remarked that apparently the Stewards were out to do every- 
body in. 

And the connoisseur who remarked at dinner that the ex- 
cellent Volnay of the Grand Hotel was as soft and balmy as 
the Stewards’ decisions may be considered guilty of an over 
statement in relation to the Stewards. 

If the Stewards had been consistent they would have dis- 
qualified both the Avro machines for infringing Regulation 
No. 11, which says that competition numbers “must be 
painted in black on a white surface on each side of the fuse- 
lage, and on the lower surface of each of the lower main 
planes.” The Avros were painted in bright carrot-colour, 
and, as the photographs show, the black numbers are in- 
visible under certain conditions. And several other machines 
had black numbers on aluminium—which is not white. In 
fact the only machine which complied accurately with the 
regulation was the Supermarine Sparrow. 

UNFAIR CONDITIONS. 

As usual there were many criticisms of the proceedings 
in general. Some of the competitors did their getting-off 
and landing test on Friday when there was very little wind. 
Others who failed on Friday were allowed to do the tests 
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Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS, 
Designers and Constructors of ““MARTINSYDE” ‘Types of Aircraft. 
Designers and Constructors of ‘‘CIRRUS” Aero Engines. 

120/140 h.p. ““AIRDISCO” Aero Engines, 

300/330 h.p. ““NIMBUS” Aero Engines. 


' A.D.C. SUCCESSES. 


At Bournemouth Air Race Meeting, August 21st and 
22nd, A.D.C. “CIRRUS” and “NIMBUS” Aero 


Engines obtained 9 WINS out of 10. EVENTS. 


Pein GCHNT SUCCESSES ARE k— 


iene, CUP AIR RACE, 10926. 


A.D.C. “CIRRUS”’ engine in D.H. ‘‘Moth.’’ Pilot: Capt. H. S. Broad. 


ist AUSTRALIAN AIR DERBY, 1926. 


A.D.C. ““CIRRUS””’ engine in D.H. “Moth.” Pilot: Alan ie Copliartar 


Pe SCL RL Sa engines have been supplied to 


Eee BRET TS Ema LR MINIS lRiy: 

THE SIX ENGLISH LIGHT AEROPLANE CLUBS, 
tee LR ALLAN, ALR TEORCE, 

iE IRISH BREE TSTATE AERO-CUUBS, 

iia aS ERALTAN AERO CLUBS, 


GUC mc Ue 


For particulars, apply to the designers and manufacturers :— 


| Pa.© /AIRGRAB Ty leah Ds 


REGENT HOUSE, 
So@ISINGSWAY, LONDON; W.Gre: 


Works and Aerodrome—CROYDON AERODROME, 


Teleph - : s = Cables : 
Wegent 6240. WADDON, SURREY. “ Airdisco, London,” 
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A MATTER FOR ARGUMENT.—The Seven Club’s Westland Woodpigeon awaiting sentence by the Stewards. 


on Saturday 
twenty and twenty-five miles an hour. 

That meant that the machines which were tested on the 
Saturday were having half their weight carried by the wind 
before they even started and that in landing half the weight 


when there was a wind of anything between 


was carried by the wind as they touched the ground. ‘There 
is very little doubt that under such circumstances the bump 
which bent the Blackburn Bluebird’s undercarriage on the 
Friday would have been so softened that it would not have 
done so on the Saturday. 

There was a tremendous amount of argument about the 
sticks over which the getting-off and landing tests were done. 
According to the rules the machines had to start from rest 
and, flying in a straight line, get over two barriers 25 feet 
high and 25 yards apart, the distance from the starting “point 
and the first barrier being 300 yards. 

The idea of haying the barriers 25 yards apart was to ensure 
that the machine was really flying. If there had been a 
single barrier a clever pilot might have jumped his machine 
over it and have stalled on the other side. 

The rule also said that the distance was based on a wind 
not exceeding six miles an hour. 

Now in the first place there was no barrier. There were 
two poles 25 feet high stuck in the ground with flags on the 
top, and an official on an exalted ladder judged to. his own 
satisfaction whether the machines actually got over an imagin- 
ary line between the flags. Of course it was diffi- 
cult to judge from the ground what the official could see from 
the top of the iadder. But there were plenty of people who 
believed that some machines did not get over the imaginary 
line. 

To make matters worse, the starting point 300 yards from 
the poles was away down the slope of the aerodrome, and at 
quite a moderate estimate 15 or 20 feet below the foot of 
the poles, so that actually the machines were called upon 
not only to climb 45 feet instead of the authorised 25 feet, but 
they had to get going up a hill with the wind blowing down 
it and so actually holding them onto the ground till they 
got sufficiently far clear to take advantage of the wind speed. 

After sundry protests somebody discovered. that according 
to the ordnance survey there was a drop of five feet in the 
contour of the hill 300 yards from the point at which the 
poles were fixed. Therefore as a concession the height of 
the poles was reduced five feet. 

Anybody with half an eye could see that whoever did the 
contour survey certainly did not measure the contour on that 
particular line. ‘Three or four hundred vards to the East 
of the starting point the drop in the 300 yards may have been 
only five feet. But the actual starting point was in a hollow 


and was certainly not less than 15 feet below the foot of 
the pole. 

However, everybody did get over the imaginary line so the 
only real harm done to anybody was that some machines had 
to reduce their useful load in order to get over the sticks. 
and so decreased the weight allowance which will be credited 
to them in the Competition itself. 

A MIS-FIRE JEST. 

Incidentally when the Woodpigeon was trying to get over 
the sticks with the metal airscrew that was never intended 
for her at all, and failed to do it with the fulliload which 
her owners wanted her to carry, a would-be humorist re- 
marked that there was evidently too much wood and not 
enough pigeon about her. Unfortunately for the accuracy 
of his jest it so happened that the trouble was that she 
had not her own wooden airscrew. 

Actually at the moment she needed more wood, though 
undoubtedly she would have done still better if there had 
been time to design and construct a proper Fairey-Reed air- 
screw for her. There is no possible doubt at this date that 
a metal airscrew properly designed for the machine and 
engine to which it is fitted is far more efficient than the best 
possible wooden screw. And at the present time there is” 
no metal screw so efficient and reliable as the Reed. 

The Woodpigeon: herself is a very nice job and one would 
like to see her tried out with bigger power and) with a suit- 
able airscrew. The Westland people deserve to be com- 
gratulated on her construction. 

OFFICIAL DECISIONS. 

After the big arguments with the Stewards naturally all 
kinds of arguments arose as to what was and what, was not 
permissible. For example, in doing its landing test the 
Hawker Cygnet which was entered by Messrs. Sopwith and 
Sigrist broke one of the rubber rings of its shock absorbers. 
These rings are made of round rubber cord 3 inch in diameter. 
There did not happen to be any # inch rubbers about, and 
there was quite a lot of argument with the officials before, 
having decided that replacing a shock absorber was a minor 
repair, the officials also decided that it was permissible t0 
replace the broken ring with one made of 4 inch rubber, 

You see, the machine having been presented on Friday 
morning w ‘ith 3 2 inch rings, it-would not be the same machine 
if even one of the many rings were replaced by a 4 inch rig, 

3ut of course it would have been quite permissible to have’ 
put on two 3 -inch rings, if they had been there, to replace 
the one ring that broke, for then no drawing- -office dimen- 
sions would have been altered. 

On the other hand, occasionally officials who were mot 
Stewards ventured to give decisions on their own account. 


NON-GYRATORY.—Mr, Frank Courtney in Pixie III (C herub) about to start for a test flight on Saturday. 
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_ Avoid overcrowded roads & recapture 
the joy of travel 
by owning a 


MOT! 


TWO0O-SEATER LIGHT 


AEROPLANE 


Using a light aeroplane costs little more than, 
running a fair sized car-a de Havilland "Moth 
for instance, with its air-cooled Cirrus engine. 
can do about twenty miles tothe gallonof 
ordinary petrol and asmall quantity of 
ordinary oil. And it can do these twenty imiles 


| 4 : | | 

EX WORKS at about 80 miles anhour so that for week~ > 
| aaa ending and touring, ag the Master of Sempill 
¢READY TO FLY has shown, the"Moth'can beat the car”... 


IRR SIIR Re™ 


Special correspondent to the Morning Post rn a 
Series of articles on “Hi¥ING FOR ALL’ 


Wrire for [Mustrated specification lo :~ 


THE DE HAVILLAND AIRCRAFT CO.LTD. 


STAG LANE AERODROME, EDGWARE, MIDDLESEX 


Lelegramis:“HAVILLAND,EDGWARE. “e/lephone:-COLINDALE 6100 
KINDLY MENTION “ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 


- ene a “ “ : Se 


For example, the De Havilland people, who are always of a 
labour-saving mind, asked a certain official who is notable 
for his inexperience of practical aviation whether they would 
be allowed to use a Hucks starter for their engine. The 
official promptly replied authoritatively that there was not the 
slightest objection so long as they carried it in the machine 
right through the Competition. 

For the benefit of new and uninitiated readers one may 
explain that the Hucks starter is an apparatus built into the 
chassis of a Ford car and operated by the Ford’s engine. 
It is driven under its own power up to the front of an aero- 
plane, a long arm which it carries is coupled to a dog clutch 
in the centre of the airscrew, and through that arm the 
engine of the aeroplane is turned round by the Ford engine 
and the apparatus disengages itself as soon as the engine in 
the aeroplane starts firing. 

The Armstrong-Siddeley Genet engines, which evidently 
give every bit of the power that is claimed for them, and are 
exceedingly pleasing to behold and hear, are sometimes hard 
to start owing to the fact that to get such high efficiency 
the valves are set with a slight over-lap, so that at the bottom 
of the suction stroke there is a slight air-leak through the 
exhaust-port when the engine is being turned slowly by hand. 

To make starting the Avian easier the Avro people wanted 
to use a starting magneto, such as is used in many Service 
machines and is carried in the cockpit of the machine, where 
it is wound by hand. ‘There was considerable argument as 
to whether such a magneto should rightly be considered as 
part of the engine installation or not. If it were so con- 
sidered its weight would bring the Genet engine over the 
170 lbs. which is the limiting weight for the engines in the 
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Competition. But if it was considered as part of the aero- 
plane, it would merely decrease the useful load as measured 
for purposes of the Competition. Apparently the Stewards 
gave way, as the Avian was not eliminated. 

The various’ arguments came so fast and became sg0 
furious, that at the end of the day when flying had ceased 
and the vyolunteer St. John’s Ambulance men and their 
ambulance were getting ready to depart after having had 
nothing to do all day, one suggested to them that they had 
better go down to the Stewards’ Office, as they would prob- 
ably find more bloodshed there than anywhere else on the 
aerodrome. 

THE REAL COMPETITION. 

The Competition proper opened at 08.00 hours on Sunday 
before a crowd of quite six people, all of whom are interested 
in the Aircraft Industry. 

The first machine away, a minute or two after eight, was 
the Bristol Brownie, Cherub engine, piloted by Mr. Uwins, 
A few minutes afterwards Mr. Frank Courtney went away on 
the Parnall Pixie, also with a Cherub engine. Just after him 
Wing-Commander Sholto Douglas started on the Avro Avis 
with a Blackburne Thursh. 

Then Mr. Bulman of the Hawker Company started on the 
Sopwith-Sigrist Cygnet. This machine is another example 
of Mr. Sigrist’s constructional ability. Her weight empty is 
420 lbs., but she carries 429 lbs. of useful load (pilot, pas- 
senger, petrol and ballast). And shortly afterwards Flight 


Lieut. Chick, the new skipper of the R.A.F. Rugger team, 
started on the R.A.E. Club’s Hawker Cygnet which was 
presented to the Club by Messrs. Sopwith and Sigrist. The 
two Cygnets got off remarkably smartly. 


OFF ON THE FIRST LAP. 


Eight of the nine competitors leaving Lympne to cover the Lympne—Brighton 


The re- 


course on Sunday. The first machine to leave was the Bristol Brownie (Mr. Uwins) shown on the cover. 

mainder are shown above in their order of departure, reading from left to right, downwards :—Parnall Pixie. (Mr. 

Courtney), Avro Avis (Wing Cdr. Sholto Douglas), Hawker Cygnet (Mr. Bulman), R.A.E.-Hawker Cygnet (Flt. 

Lt. Chick), D. H. Moth (Mr. Broad), Westland Woodpigeon (Fit. Lt. Ritchie), Avro Avian (Mr. Hinkler), and 
Supermarine Sparrow (Mr. Biard). 
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A proved aircraft for advanced 
instruction in flying. 
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ADVANCED TRAINING 
MACHINE 


fitted with the “Bristol”? Jupiter Air- 
cooled Radial Engine affords an excellent 
medium for pilots to qualify in the flying 
of service type machines. The machine 
is light on its controls, very manceuvrable, 
and every ‘‘stunt”’ can be carried out 
cleanly and safely. 


In every detail the machine is sturdy 
and strong and the oleo undercarriage 
obviates risk of damage from faulty 
landing. 
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The finest type of modern aircooled 
engine is fitted so that reliability and 
economy are ensured. 


This type of machine is used in two 
of the leading flying schools in this 
country and excellent service is obtained. 
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Further particulars will be suppliel by : 
Ashe 
BRISTOL AEROPLANE COP stb: 
PILTON — BRISTOL. 


Telegrams—‘‘Aviation, Bristol,” 
Telephone—3906 Bristol. 
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Then there was a long wait while the De Havilland people 
were inducing the Genet in the Moth to start. But when it 
did get going there was no doubt about its power. 

The seventh machine to get away was the Seven Club’s 
Woodpigeon (Cherub engine), which was piloted by Flight 
Lieut. Ritchie, the Club having decided in a_ thoroughly 
sporting spirit to have a try at getting through the Competi- 
tion, although, according to official views, the Competition 
was a purely business proposition. Their delay in starting 
was probably due to their having to come to a decision as to 
whether they would start or not. 

The next away was the Avro Avian, also with a Genet, 
piloted by Mr. Bert Hinkler,—one has still to discover why 
he is called Bert considering that his Christian names are 
Henry James Leonard. 

The Avian is really remarkable. Her weight empty is 695 
lbs. and she carries 827 lbs. of useful load. Only a few years 
ago our most noted scientists proved to their own satisfaction 
that it was quite impossible for any aeroplane to carry its own 
weight as useful load. Yet here we have a machine which, 
instead of going fifty-fifty, performs with roughly 45 per cent. 
construction weight and 55 per cent. useful load, and it ts 
the fastest machine in the Competition. 

The last machine of all to start was the Supermarine 
Sparrow. As explained last week the Sparrow was only de- 
signed to test various wing curves. So she is not supposed 
tq be a speed machine of any kind. Hence her low speed. 
In the few minutes between the departure of the Avian and 
the start of the Sparrow the wind swung clean round through 
go degrees and blew for a while from the North-West instead 
of the South-West. So Mr. Biard went off across the end 
of the sheds without crossing the official starting line, in- 
stead of flying across wind along the front of the sheds. 

Then of course there was more argument as to whether he 
would be disqualified or not. It so happened that he struck 
about the worst wind of the day and turned round some- 
where near Hastings as he was making practically no pro- 
gress and saw that he could not possibly keep up to the fifty- 
mile an hour average speed over the course which is a auali- 
flying performance. He started again later, when the wind 
dropped a bit, but landed at Beachy Head and retired. 

After the competitors had gone somebody or another, 
doubtless with the best of intentions, started a gramophone 
concert through the loud-speakers which had been set up 
with the intention of notifying the crowd (if any) of the 
events of the day. Presumably it was the weather, but the 
instruments seemed to be suffering from nasal catarrlh and 
eniglotitis simultaneously and at ten o’clock on a cold windy 
morning it was not at all amusing. The thing continued to 
perform at intervals throughout the day and interfered con- 
siderably with conversation. , 
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MORE MATTERS FOR ARGUMENT. 


The friends of the Avian discussing her Genet engine; and the disquali= 
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EARLY MORNING COURAGE,.—The 
four heroines of the start. Left to 
right, Mrs. Sholto Douglas, Mrs. Alan 
Cobham, Mrs. Frank Courtney and Mrs, 
Roy Fedden, who courageously went up 
to the aerodrome to see the start at 


08.00 hours on Sunday. 
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WEATHER. 

In the course of the second lap, and 
some of them in the course of their first 
lap, the competitors met as fine a rain- 
storm as one has seen this year. It 
almost drowned the magneto of the edi- 
—_— ‘torial Talbot. And it speaks well for the 
various engines in the Competition that nobody was put out 
by it except Mr. Courtney. 

“He ran into a very bad patch just when he was turming 
at Brighton and his engine cut out, apparently through suck- 
ing solid rainwater through the carburettor intake. He 
landed for a while on the racecourse at Brighton and came 
back so late that his limiting fifty miles an hour was re 
duced to something below forty on the first lap of the course. 
According to him that made his qualifying speed a minus 
quantity and he had really started the day before, or words 
to that effect. 

Then of course the question arose as to whether he onght 
to be disqualified because in landing on the wet course of 
the racecourse at Brighton he had removed the mud, clay, 
sand or other earthy product which was on his wheels when 
the machine was “ presented’? on the Friday moriing. 
Apparently the officials considered that this dirt was not 
part of the actual structure of the machine, for he was 
allowed to proceed. ; 

In starting on the second lap, owing to the change of wind, 
most of the machines took off across the end of the sheds 
and then had to circle round to cross the starting line, thus 
wasting quite an appreciable amount of the precious petrol 
on which the result of the Competition depends. Later in the 
day the wind came back again and dropped quite a good deal 
so that on the third lap most people were able to take off 
across the starting line again. 

It never seemed to strike the bright officials of the Aero 
Club that by forcing this circular tour on those competitors 
who happened to strike the alteration in the wind, they were 
actually penalising them unfairly. There seems no good 
reason why the timekeeper should not have taken the times 
of the competitors by looking along the line of the public 
enclosure which was at right angles to the official starting 
line. 


SUNDAY ENTERTAINMENT. 

On the Sunday afternoon quite a large crowd of people 
were present and most of them seemed to take an intelligent 
interest in the proceedings. 

At least one bookmaker arrived, and proceeded to make 4 
book on the day’s result. One would like to know whether 
a Government Aerodrome is a “ place within the meaning of 
the Act.’ It is certainly not a public place. But does the 
fact that it is Government property make it private to the 
extent of legalising betting there? 

Fortunately for him, it was very soon evident that the re 
sult, depending on the weight-carried-for-petrol-consumed 
formula, lay entirely between Mr. Bulman on the Sopwith- 
Sigrist Cvgnet and Mr. Hinkler on the Avro Avian. In spite 
of the wind the Avian was averaging about 69 miles an hour, 
whereas the Cvgnet was doing about 62. But as the Cygmet 


fied Cranwell biplane taxying home after a demonstration of her excellence. 
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ON THE WAY.—The Sopwith-Sigrist Cygnet (Cherub) 


SEPTEMBER 15, 1926 


and the Avro Avis (Thrush) starting on their last laps 


on Sunday. 


.uly had a two-cylinder Cherub and the Avian had the five- 
cylinder Genet there was no doubt that the Avian was using 
more petrol. 

At the end of his second lap, Mr. Hinkler reported that 
his engine had been choking and that he had to keep on 
throwing his throttle open wide, and, as he said, ‘‘ wag- 
gling everything there was to waggle” to clear the choke 
and keep her going properly. Examination of the carburettor 
showed that there was an immense amount of dirt in the 
filters, and apparently minute particles had been getting 
through the filters, holding up the needle of the carburettor, 
and allowing it to flood. That game going on for most ot 
the ro4-mile lap must have put up his petrol consumption 
quite a lot. 

It still remains to be discovered whether the dirt was origin- 
ally in the petrol, whether it was in the filter through which 
the tank was filled, whether it was in the tank or whether 
it was in the pipe-line to the carburettor. Considering that 
the machine had been flown quite a lot before, one would have 
thought that any possible dirt anywhere would have been 
cleaned out. 

When both the Avian and the Cygnet had finished the 
officials consented to measure the petrol consumptions of the 
two machines for the benefit of the bookmaker. But no 
figures were obtainable for the other machines. Consequently 
we must wait till next week for authentic measurements of 
petrol consumption. 

Apart from the competitors a number of kind people came 
and flew to amuse the crowd. 

Captain Geoffrey de Havilland, who arrived with his wife 
and child in the Moth which he uses for getting about the 
country in the ordinary way, went up and did some very 
pretty flying,—which personally one considers highly im- 
proper for a man of his age and responsibility. 

Mr. Dudley Watt flew the ancient Sopwith Grasshopper 
verv well indeed, after arriving with one of his typical land- 


P.S.A.—The Moth (Genet) starting on her last lap on Sunday, showing how some English fol« 


ings on the principle of “‘ Here’s an aeroplane, there’s some 
grass, let’s get down on it,’’—an extraordinary method of 
landing which very few pilots can accomplish successfully. 

Mr. C. D. Barnard of the De Havilland Company looped 
and rolled a Moth quite perfectly and did some beautiful 
falling leaf exhibitions. Mrs. Lynn flew a pale blue Moth 
for some time and showed conclusively that she can fly quite 
as well as an average man. 

A young woman who has adopted the name of June 
descended in a parachute. One has already expressed the 
opinion strongly that these exhibitions should be prohibited 
as pandering to sensationalism, which is the last thing to 
be desired in connection with aviation. If one had not long 
since ceased to be surprised at anything which the Royal 
Aero Club does one would have been surprised at -the exhibi- 
tion being permitted. 

The indefatigable G. I. P. Henderson on the old Renault- 
engined Avro belonging to the Surrey Flying Services took 
up quantities of passengers all day long. The Renault-Avro 
is not exactly a nimble machine in the air but it has a cef- 
tain satisfying solidity about it. And as the “ I, ’?. inet 
pilot’s name stands for ‘‘ Lockhart ” the machine is now 
necessarily known as “ Lockhart’s Performing Elephant.” 

Among the visitors was Mr. Irvin whose firm, the Irving 
Air Chute Co. Ltd., makes the proper Service type of pata- 
chute. He arrived in his own private Moth, with an R.A,F. 
officer as passenger, entirely from the wrong direction, hav- 
ing come along the Military Canal from somewhere near 
Rye, in the middle of the worst rainstorm. He excused his 


bad direction-finding by saying that he took the wrong train 
at Ashford,—where the Rye and Folkestone lines fork. 
Altogether, barring the hypertrophied consciences of the 
Stewards, and the errors habitual to Royal Aero Club Officials. 
and the rain and the wind, and the fact that there was only 
one new machine in the Competition, the opening of The 
Daily Mail’s own flying week was not at all bad fun.—t. G. G 


spent a pleasant 


Sunday afternoon. The crowd rather resembles a Hyde Park mé&eting complete with rostrum. 
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NOTES FROM LYMPNE. 


By Atl, HANDS. 
Thursday, Sept. 9. 

By Thursday morning the majority of machines had arrived. ‘The 
only ones not there were the D.H. Moth, the Sirocco, the Halton, and 
the Avro Avian. 

The first bit of excitement was caused by Lt.-Col. G. L. P. Hender- 
son. He took the Missel-thrush out for test and in landing it tripped 
up and stood on its nose, causing sufficient damage to put it hors de 
combat. The accident was due to the design of the undercarriage, 
which has two prongs at the bottom which only clear the ground by 
four inches. These fouled a slight unevenness on the ground and 
caused the machine to turn on its nose. It is a great pity as the 
machine looked promising. 

Wing Cdr. Sholto Douglas 
“Elyings ‘Carrot’. The 
exactly carrot-shaped 

Sq. Ldr. T,ongton made an extended flight on the Blackburn Blue- 
bird, going round the old triangular course. It was expected that he 
would have a forced landing in his old field of 1924, but fortunately 
he did not. 


at once nicknamed the 
painted carrot-colour and is 


» Avro Avis was 
fuselage is 


News came through in the evening that the R.A.E. Sirocco had 
been tested, but that the Centre of Gravity was 29 inches too far 


back. It was hoped that this could be remedied. 


At about 6.15 p.m. Mr. Winkler arrived on the Avian. He had taken 


1 hrs. to come from Southampton, taking the Brighton, Hastbourn: 
and Hastings turning points on the way. ‘The general impressiou 


seems to be that barring accidents the Avian will win. 

Mr. Broad, on the D.H. Moth with a Genet, arrived at 6.45 p.m., and 
before landing he put the machine through its paces. He is extremely 
pleased with it. 

Thus 12 out of the 15 entrants had arrived and one was out of the 
running, leaving rz with hopes of the arrival of the Sirocco. 

One had the annual argument over the display of posters with the 
Secretary of the Aero Club and THE AEROPLANE very nearly did ‘ say 
outright what others only think” (as the said posters say).—G. D. 
Friday, Sept. 10. 

At Io a.m was the official opening of the process of elimination. 
Whether it was that the Stewards of the Meeting were spurred on 
in their activities by the success of Col Henderson in eliminating 
completely on the day before that, or whether it was merely their 
naturally keen sense of duty, it is difficult to judge, but they 
started early in an effort to beat the eliminating records of 1924. 

The rules of the Meeting state that all competing machines were 
to be presented completely erected at 10 a.m. to-day, but quite 
definitely suggest that the Competition--to which alone the rules 
forbidding replacements und repairs apply—begin with the opening 
of the Reliability Trials at 8.0 a.m. on Sunday. The Stewards how- 
ever rapidly arrived at the conclusion that alterations carried out 
after 10 a.m. to-day came within the rules and might be proh:bited. 

The Seven Club, for expcrimental purposes, had changed over air- 
screws on the Woodpigean and the Satellite, and had these airscrews 
on the wrong machines at the appointed time. ‘The Stewards ruled 
that they must not be changed back. Neither machine could get near 
to clearing the sticks under this ruling, but, with the correct air- 
screw, the Woodpigeon at least can clear them with ease. These two, 
therefore, on the day’s word were easily washed out. 

The Avro firm had ordered a Fairey-Reed airscrew for the Avian. 
Owing to delay on the rail it did not reach Hamble in time to fit 
before the imachine left for Iympne, nor did it reach Iympne in 
time to be presented. ‘The Avian, therefore, might not test the new 
airscrew and use it for the contest if it proved good. MHowever, that 
decision did not secure the Avian’s elimination. 

A second effort to eliminate the Avian was more nearly successful. 
The Genet in this machine is by no means easy to start on its sinvle 
inagneto <A hand-stariter magneto had therefore been supplied. The 
Stewards at first maintained that the magneto was part of the engine 
and must be included in the engine weight. With this addition the 
Genet would exceed 170 lbs., and therefore be outside the limit. 

However, the concession was kindly made that if the Avian couid 
prove that the engine would start without the auxiliary, the auxiliary 
could be used as an accessory and not counted as part of the engine. 
Thus, having a perfectly good case under the literai reading of the 
rules, the Stewards were ready to hedge, whereas, in regard to their 
previous decision, which is definitely contrary to one legitimate inter- 
pretation of these rules, they seem disposed to be adamant. 

The next process conducive to elimination was that of weighing-iu. 
Some long experience of the weighing of aircraft proves that except 


THE SECOND LAP.—Two snapshots of the Avro Avian (Genet). 
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A POINTED ARGUMENT. 
with the Armstrong-Siddeley Genet engine. 


The nose of the Avro Avian 


under very unusual circumstances it is extremely difficult to obtain 
the same result from any two attempts to weigh the same aero- 
plane. ‘Thus practically all the machines were found to weigh more 
than their entrants had believed, and, consequently, several of the 
smaller-powered machines found that with the statutory minimum 
load of 340 lbs., they had not enough margin for iuel for the re 
liability trials without exceeding their permitted airworthy load. 

This matter of weights is, of course, not to be accounted to the 
credit of the eliminating offcials—the luck of the scales was with 
them, but not to a snificient extent, for it was generally found possible 
by a little readjustment to overcome the difficulty. 

The taking-off tests gave the next opportunity for carrying on the 
process. The wind was blowing from the sea. ‘To take-off into the 
wind means climbing up the very distinct hill on the aerodrome. The 
sticks were fixed at the statutcry 25 ft. above ground level alongside 
the 2s. enclosure. The starting point 300 yards back was at least 
another 20 ft. below ground level at the sticks, so that competitors 
were asked to clear an obstacle 45 ft. at least over their starting 
point, and to suffer the loss in acceleration of taxying up 4a 
noticeable gradient . 

Concerted protest led to a drop of 5 ft. in the level of the sticks. 
But even so those not eliminated have cleared 35 and not 25 ft. at 
the required distance and that under very disadvantageous take-off 
conditions. True there was a little more wind than the regulations 
lay down, but nothing lixe enough to compensate for the effects of 
hill-climbing. ‘ 

The various measuring, weighing, and inspecting operations occupied 
the whole morning and continued for some considerable part of the 
afternoon 

Mr. Bulman on the Hawker Cygnet got through this section of the 
proceedings frst and made the first official flight—a demonstration of 
dual control--at some time after noon and was followed at intervals 
by the other competitors Naturally, no one failed at this. 

Tater, round about 4 p.m., various machines came out to attempt 
the get-off and pull-up tests. M-:. Bulman on the Cygnet was the first 
to clear the sticks, and he was followed by Mr. Courtney on Pixie Ili, 
Wing Cdr. Sholto Douglas on the Avro Avis, Mr. Broad on the Genet 
Moth, Sq. Ldr. Longton on the Bluebird, and Mr. Uwins on the 
Brownie. Messrs. Uwins and Courtney and Wing Cdr. Douglas also 
succeeded in the landing test, the last’s landing being a particularly 
fine piece of piloting 

The landing test evidently worried most of the competitors con- 
siderably, for only by crossing the barrier practically stalled and more 
or less dropping out of the sky could the pull-up be affected. And 
carrying their maximum load, some of them were not anxious to test 
their undercarriages too far. 

Flt. Lt. Comper, on the Cranwz2ll, on his first attempt to clear 
the sticks, failed by some covple of feet, which was a good deal better 
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than most first attempts. On landing, one of the Vees of his under- 
Carriage failed at the apex of the V due to a defect in the tube. 
The Stewards having refused to sanction replacement, the Cranweil 
entry was effectively eliminated. Thus the very sporting effort of the 
private light aeroplane clubs at this Meeting has been very effectively 
squashed, the R.A.R, Club’s Cygnet, presented by Messrs. Sopwith 
and Sigrist being the only one of their entries left. 

The day closed With the passing of the Eliminating Tests by three 
entries which conld thereafter only be eliminated by the rashness 
of their pilot or entrant. ‘There is, of course, a possibility that this 
may occur, and all the remainder Were still at the disposal of the 
Stewards at the end of the day. 

That the Meeting will serve admirably to cony 
the light aeroplane is totally unit 
2,000 miles in a week seems entirely 
Club and its officials that this result 
Saturday, Sept. 11, 

Barring the Satellite, the Bluebird, the Cranwell C.L.A.4, and the 
non-arrivals, all machines entered thwarted the Stewards’ thirst for 
elimination. Consequently, ds related in the first article in THE 
AEROPLANE this week, nine good and hearty aeroplanes out of the 
Original sixteen entries were entitled to start, and did so, on the 
Sunday morning. —c. G.Gs 
Sunday, Sept. 12, 

Fuel consumption figures are 
unofficial, and, except in the 
Cygnet, unreliable, Mr. 


ince the public that 
at present to attempt to cover 
probable, and it is to the Aero 
vill be due.—w. uw. Ss. 


not available except those which are 
case of Mr. Bulman on the Hawker 
Bulman had his petrol measured, and has 
done his 3r2 miles on a bare 6 gallons—s2 m D.g. Avros have also 
measured theirs but do not give the figures. They admit that Mr. 
Bulman has Heaten them on the fizure of merit (the weight-to-con- 
Sumption ratio), which means that they have used about twice as 
much—as they are carrying nearly twice the load 

Mr. Broad on the Moth is evidently using about 
Hinkler, and the other entrants 
Woodpigeon, used 
about the saine. 

The Sopwith-Sigrist Cygnet and the Avi 
two in the swim for the day’s marks th 
them to tell the bookies who they were 
figures were deduced from the various c 
their position. 

The only cfficial figures that can be obtained are total fuel issued— 
and these do not in the least show real consumptions—they are not 
filling up to any set level, and at least one of them has now over 
his airworthy load up from having taken in too much. 

Mr. Bulman’s competitors console themselves with the idea that his 
valves must burn out as he is running his petrol very weak and making 
his engine very hot. However, he knows most of his way about. 


the same as 
» Brownie, R.A.B. Cygnet, Pixie and 
9 to 10 gallons for the 312 miles, the Avis being 


an were so obviously the only 
at the officials only measured 
to pay out on, and the other 
oMipetiters’ own estimates of 


| | : | | 5 [ 
i | Weight | | Weight Average 
Nos MACHINE, Empty | Load. | Loaded | Speed. 
| | Ibs. lbs. | Ibs. | MPH. 
2 | D.H. Moth (Genet) Batol) HE! 701 1,550 66.34 
3 | Bristol Brownie =) GOS" ssa | 1,000 54.6 
| (Cherub) 
4/R.A.E. Club Cygnet) 430 | 340 850 | 53.3 
(Cherub) | 
6 | Hawker Cygnet ss 420 e429) 6900: || G16 
(Cherub) | 
7 | Supermarine — 340 | Retired a 
' | Sparrow IL (Cherub) | aon 
| first lap 
9 | Avro Avian (Genet) 1) 695 | 827 1,600 | 68.76 
10 |-Avro Avis (Thrush) 4) 609 |) 349 || 1,009 | 51.2 
14 | Parnall Pixie III __ | 523 | 340 924 | 50.44 
(Cherub) 
16 | Seven Club Westland) 569 | 346 985 | 54.2 
Woodpigeon | | 
(Cherub) 


PERFORMANCE FIGURES :—Above are particulars of the nine starters in 
The Daily Mail Competition. The speed given is the average for three 
laps of the Lympne-Brighton-and-back course, a total distance of 312 miles, 
The weather was bad, including one very heavy rain-storm, and a wind 


which varied between 20 m.p.hr. and 30 or m_re m.p.hr., so higher speeds 
may well be made later in the Competition 


Monday, Sept. 13. 
Monday morning was fine anc 
West wind blowing. 
Before the actual start Mr. 


1 clear and there was a slight Sout} 


i- 


Biard flew back on the Sparrow fron 


THE DAY’S WORK DONE.—-Mr. Uwins’ 
work. Mr. Broad’s Moth and Wing Cdr, 
their last lap, when their pilots jud 


Sholto-Douglas 


Bristol Browaie 


ged that the wind hag dropped enough to improve t 
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COMPETENT AUTHORITIES.—Mr. F, N. St. Barbe 
and Mr. C. C. Walker of the De Havilland Co. ‘“ and 
friend’? at Lympne. 


Beachy Head. One tyre had burst on landing and so he took the 
other one off to match and flew back without it. 

The first of the competitors away was Mr. Bulman on the Hawker 
Cygnet and the other seven machines went off in quick succession. Mr. 


Broad had a certain amount of difficulty in starting his Genet, owing 
probably to the cold. 


The course to-day was to Eastbourne and back to I.ympne and, with- 
out landing, on to Hastings and then back again to Lympne. 

Several people had difficulty in getting over the Hastings Hiils 
Owing to the down-draught caused by the S.W. wind. Everyone agreed 


that the turning point at the Castle was about as dangerous as it 
could be. 


The first casualty was a broken petrol pipe 
on the R.A-K. Cygnet. The Stewards ruled that 
be replaced or repaired and the Club took th 
wheels may be changed at any time. The deia 
Mr. Ragg was in the air again in a few 


Then a question arose owing to a certain amount of condensation 
in the intake pipe of the Avian. The Stewards here ruled that no altera- 
tions might be made. Owing to the very serious tone in which the 
Stewards gave their decisions it was suggested that they should be 
given a black cap €ach, or perhaps a black beret, to ,put on when 
delivering an adverse verdict. 

One competitor, on coming in, said that he was afraid he was going 
to be disqualified because he had mistaken one of the officials for 
the gas works and had turned round him instead of the regulation 
turning point. One of the Stewards ruled that this was quite a justiii- 
able error as it was so difficult to distinguish between the two 
objects concerned, especially when within hearing distance. 

During the morning there was some fine exhibition flying by three 
Grebes from No. 25 Squadron. One wishes that pilots doing exhibition 
flying would remember that they can be seen so much better if 
they do not perform right over the heads of the crowd. 


and a punctured tyre 
the pipe could either 
e latter course, and 


y was very short and 
minutes. 


being wheeled to the sheds at the end of its first day’s 
’ Avro Avis are seen on the right, ready to start on 
heir speed. 
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SUPREMACY 


24 HOURS’ 
BRITISH BUILT 


DENTLEY RECORD 


made on 


PRATTS 


DUKE -OF YORK:S 


TROPHY 
(Motor Boats) 
won on 


PRATTS 


KING’S CUP 


AIR RACE 


Won on 


yall 


by De Havilland (Moth) 27/60 h.p. 
“Cirrus” engine, piloted by Capt. 
H. S. Broad, entered by Sir Charles 
Wakefield, Bart. 


York Aero 
Challenge Cup 


Won on Pratts at the Leeds Aerial 
Pageant by Mr. J. Parkinson, flying 
a D.H. Moth (27/60. h.p: Cirrus 
engine), entered by the Newcastle 
Aero Club, in the Pilot Instructors’ 
Race for the York Aero Challenge 
Cup. 


Pratts—Best on Test 
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Wing Cdr. Sholto Douglas was a victim of the day. When on his 
second circuit on the way to Hastings, the Thrush suddenly stopped 
dead and Wing Cdr. Douglas put the machine down as best he could. 
He landed all right in a small field and trickled slowly into a ditcn 
and the undercarriage was damaged sufficiently to put the machine 
out of the Competition. 

During the afternoon Sq. Ldr. Longton on the Blackburn Bluebird 
and Flt. Lt. Comper on the C.L.A.4 did some very pretty flying and 
also carried numerous passengers in a friendly way. 

G. L. P. Hendersoti was hard at it on his Avro taking joy-riders 
from morning till night. Though he must have made dozens of lana- 
ings one never saw him do a landing which was other than perfect. 

The Avro Avian came in after its second circuit with the tank 
leaking at the rate of about two drops a second. ‘The Stewards ruled 
that the tank might be taken out for repair but that it might not be 
replaced. This tank is an aluminium one made to save a few pounds 
weight and it seems quite likely that this saving may be the un- 
doing of the Avian. 

The tank was talen out and rushed down to Hythe where a man 
was found who could weld aluminium, but it was 5.45 p.m. before 
Mr. Hinkler was able to start and the tank was still found to 
be leaking slightly at the top. He therefore put quite a small quantity 
of petrol into the tank, just enough to get to Eastbourne and back and 
started off. 

Meanwhile, Flt. Lt. Chick, who was then flying the R.A.H. Cygnet, 
returned, again with a punctured tyre. Evidently the air-road between 
Lympne and Hastings is very bad. 

While waiting for Mr. Hinkler to return, G. L. P. Henderson took 
up an R.A.F. officer and oneself for a joy-ride in the Avro. he 
visibility was wonderful and Eastbourne and Hastings could be clearly 
seen so that all the pilots had to do was to aim straight at them. 

At 6.45 p.m. Mr. Hinkler came in with the tank still leaking, but 
he filled up and went off to Hastings, arriving back at 7.40 in semu- 
darkness. He was of course renamed Mr. Sprinkler. 

Mr. Uwins on the Bristol Brownie again to-day was the first to 
finish his laps and at the end of the day the position of the Hawker 
Cygnet, the Avro Avian and the R.A.F. Cygnet were unchanged, but 
minor alterations were made among the others, Mr. Uwins having 
picked up a place. 

Tuesday, Sept. 14. 

Tuesday morning was somewhat dull, and visibility near the North 
Foreland was said to be only two miles Nevertheless, by 8a a.m. 
six of the remaining seven machines were on the starting line. ‘The 
first off was Mr. Bulman, followed a few seconds later by Mr. Uwins 
and five minutes later by Mr. Frank Courtney. The course to-day is 
six circuits of the Dover—Margate—Herne Bay course. 

The Avian had had its tank taken cut to be re-welded and by 38.70 
a.m. it was back at the aerodrome and almost in position. 

A race for those eliminated or not having coinpleted se per cent. 
of the ccurse has been arraneed .fer next Friday. A prize of £5 
was subscribed by various people on the aerodrome yesterday through 
the efforts of Mr Goodman Crouch. The remaindez of today’s pro- 
ceedings will be described next week. 


THE DOMINION CONFERENCE. 

The Air Ministry announces that arrangements are being 
made, as in 1923, to give an air demonstration at the Air 
Port of London, Croydon, for the Dominion Prime Ministers 
and other representatives of the Dominions who will visit 
this country in October for the Imperial Conference. 

The display will take place on the afternoon of Saturday, 
Oct. 23, and both Royal Air Force and civil aircraft will 
participate. 


METAL CONSTRUCTION. 


A number of Vickers-Wibault all-metal monoplanes with Jupiter engines in course 


MR. COBHAM’S RETURN JOURNEY. 


Mr. Alan Cobham, who, with Sjt. Ward, R.A.F., and Mr- 
Capel, is attempting to fly from Melbourne to London, arrived 
at Penang from Singapore on Sept. 7. 

A Reuter message from Penang on Sept. 7 stated that the 
engine and machine were in perfect order and the crew well. 

Mr. Cobham left Penang at daybreak on Sept. 8. 

On Sept. 9 the Port Officer at Rangoon received the follow- 
ing telegram from Mr. Cobham :—‘‘ Forced down by bad 
weather at Puket. Will continue at first opportunity and try 
to arrive to-day.”’ 

Puket is a small town on an island off the Malay coast 
and is 550 miles from Rangoon. 

No further news had been received from Mr. Cobham up: 
to the time of going to press on Tuesday afternoon. 

The authorities at Rangoon consider that heavy head winds 
may have forced Mr. Cobham to land near Victoria Point, 
which does not possess either a wireless or a telegraph station. 


THE U.S. SCHNEIDER CUP TEAM. 


Lieut. Comm. Homer C. Wick, U.S.N., commanding officer 
of the Naval Air Station, Anacostia, D.C., has been appointed 
as officer in charge of the U.S. Navy’s Schneider Trophy 
racing team. 

The following officers have been ordered to report to him 
for duty :—Lieut. G. T. Cuddihy, U.S.N., Lieut. F. H. Comaieg 
U.S.N., Lieut. J. J. Glenhart, U.S.N., Lieut. W. C. Tomine 
son, U.S.N., and ist Lieut. Hi. J. Norton} U.S Meee 

The 1926 Schneider Trophy Competition will be held at Nor- 
folk, Virginia, on Oct. 24. 


SPEEDING UP THE AUSTRALIAN MAIL. 


The Australian Postal Department is examining proposals 
designed to expedite the incoming and outgoing English 
mails. The proposals provide for an air mail service linking 
up the eastern commercial centres with Perth. 

It is estimated that four days would be saved in the re- 
ceipt of English letters and two days saved on outward miails 
(id est a full working week), if the business community would 
guarantee 25,000 letters each trip on a basis of a 3d. sur- 
charge per ounce, and if the additional revenue in passenger 
fares afforded sufficient encouragement in the inital stages. 
A oes and night speed of 90 m.p.h. would have to be main- 
tained. f 


SCIENTIFIC RESEARCH. 


The Secretary of the Department of Scientific and Industrial 
Research announces that Professor Vernon Herbert Black- 
man, Sc.D., F.R.S., Professor Frederick George Donnan, 
C.B.B.;-D:Sc., LLy.D., F.R.S., and Professor Frederick Alexe 
ander Lindemann, Ph.D., F.R.S., have been appointed by 
Order of Council dated Aug. 20, to be members of the Ad- 
visory Council to the Committee of the Privy Council for 
Scientific and Industrial Research, in the place of members 
who have retired on the completion of their terms of office. 


of construction at the Weybridge Works of Vickers Ltd. 
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THE ROYAL AIR FORCE. 


The London Gazette. 
Sept, -10. 

GENERAL DUTIES BRANCH.—The following are granted S.S. comns. as 
Plt. Offs. on probation, with effect from and with seniority of, 
Sept. 1:—l,. T. Carruthers, ‘I. H. Downes, J. G. Elton, D. L. Maclean, 
J. F. Moir, R S. Munday, L. Newcombe, G. J. Powell, G. A. Robinson, 
A. D. Vigors H. N C. Williams. 

The following are granted temp. comns. as Flg. Offs. on attach- 
ment for four years’ duty with the R.A.F. ‘:-—Liruts., R.N.—L M. N. 
Mudie, C. A. R. Gibb, G. M. Pares, BH. H.-P. Slessor, R. P. Garnett, 
F. W. N. Bassett, J.. W. Hale, R. F. G: Salmond, H. A. Traill, A. M. 
McKillop (Sept. 1). Sus-Lrruts., R.N.—J. EK. Fenton, R. H. Barrett, 
C. W. Phillips (Sept. 1). 

The following Plt. Offs. are promoted to the rank of Flg. Off. :— 
ES. Homersham, D.C:Me 9 MIM. (Attic. 6) eee. Ac Bell (Aue wea 
BK. Addis (Aug. 17); C. H. Noble (Aug. 21). 

Fit. Lt. A. W. Symington, M.C., is placed on half-pay, Scale ~B. 
(Sept. 5). The following Fle. Offs. are transferred to the Reserve, 
Class A:—H. C. E. C. Pe Dalrymple, J. M. Darroch, H. V. Michell, 
W.-H. Phillips, C. J. Pocley; W. Jes. Rodwelly By Et Shaw, -Al ib. 
Stewart, W PLP. Wiltshire (Sept. 2); F. R. Offord (I.t., R.A.R.O.) (Sept. €) 

ACCOUNTANT BRANCH.—Fly. Off. R. W. Freeman is granted a pern. 
comn. in this rank (Sept. 8) The following Flg. Offs. are trans- 
ferred) to the “Reserve, Class © (Sept. 5) :==A. (© Pitehard, Fy if. 
Wood 

MEDICAL BRANCH.—Flg Off F. L. White is granted a perm. comn. in 
this rank (Sept. 8). 

The following are granted S.S. comns. as Flg. Offs. for three years 
on the active list, with effect from and with seniority of the dates 
indicated :—H. A. Rice, M.B. (Aug. 16); C. W. Coffey (Aug. 24). 
302627 S-M. D. Breen is granted a perm. comn. as a Medical Quarter- 
master and Flg. Off. (Sept. 1). 

Sq. Ldr. C. L. Colbran is promoted to the rank of Wing Cdr. (Dental) 
on promotion to Lt. Col. in the Army Dental Corps (July 1). 

RESERVE OF AIR FORCE OFFICERS.—V. P. Field is granted a comn. in 
Class A, General Duties branch, as a Plt. Off. on probation (Sept. 7); 
Flg. Off. E. C. Hoar is confirmed in rank (Sept. 2); Flt. Lt. S. HH. 
Gaskell is transferred from Class C to Class A (June 10); Flg. Off. 
W. H. Whitlock is transferred from Class A to Class B (June 109). 

The following Flg. Offs. are transferred from Class A to Class C :— 
J. M. Leach (May 29); “A. B. Cree (Aug. 13), 

Fit. Lt. Pp. A. de Fontenay, D.F.C., ceases to be employed with the 
Regular Air Force (Sept. 7). The comn. of Plt. Off. on probation 
J. Kennagh is termirated on cessation of duty (Aug. 18). 

AUXILIARY AIR FORCE.--GENERAY DUTIES BrANCH,—The following 
to be Plt. Off:—No 600 City of LONDON (BOMBING) SQDN.—W. R. 
Massey (Aug. 28). 


Appointments. 
Week ending Sept. 13. 

GENERAL DUTIES BRANCH.—Wing Commander H. R. Nicholl, O.B.E., 
to No. 7o Sqdn., Iraq, pending taking over command, 3/9. 

Flying Officers &. 4. Fielden, to Station H.Q., Duxford, TH Os. Ba Ae 
Davy, to R.A.F. Depot, Uxbridge, on transfer to Home Estab., 20/3. 
J, W. Mercer, to R.A.F. Depot, Uxbridge, on transfer to Home Estab., 
1/9. F. V. Beamish, to C.F.S., Upavon, on transfer io Home Estab., 
14/9. 

Pilot Otficers.—The undermentioned Pilot Officers are all posted on 
appointment to S.S. Comns (on probation) with effect from 1/9/26:— 
IL. T. Carruthers, T. H. Downes and A. D. Vigors, to No. 9 Sadu., 
Manston. J. G. Elton and I.. Newcombe, to No. 11 Sqdn., Nether- 
avon. D. L. Maclean, G. J. Powell and H. N. C. Williams, to No. 53 
Sadn., Worthy Down. J. F. Moir, RK. S. Munday and G. A. Robinson, 
all to No. 99 Sqdn., Bircham Newton. 


Fatal Accidents. 

The Air Ministry regrets to announce that as the result 
of an accident to an Avro Bison of No. 421 Flight while land- 
ing on the deck of H.M.S. Furious at sea off Nab Tower, 
near Bembridge, Isle of Wight, on Sept. 6, No. J.48913 Lead- 
ing Telegraphist James William Haddow, R.N., was killed. 
Flg. Off. Sylvanus George Connolly, the pilot of the aircraft,, 


and No. 347436 L-AC. George Frederick Wyborn sustained 
only slight injuries. 

The Times report of the inquest which was held at Gosport 
on Sept. 9 gives the name of the victim as Hadden. It states : 

Surgeon-Commauder John Bourdas, R.N., who saw the body after 
it had been recovered, expressed the opinion that Hadden was. 
drowned as a consequeice of his having been stunned when the 
machine fell. 

Wing Cdr. Henry Richard Busteed, R.A.F., who saw the accident, 
said that the machine made a normal landing on the deck of the 
Furious, and then went over the side and fell into the water on its 
back. The pilot and the mechanic escaped, and the witness felt sure 
that Hadden could have escaped, too, had he not been stunned. 
No cause could be assigned for the accident, of which there was 
always a risk, but it was the first fatality that had occurred in the 
Furious, though she had done more work than any other seaplane 
currier. Accidents had been very few, in fact, they had averaved 
only one in every 200 of the landings on her deck. 

The Air Ministry regrets to announce that as the result of 
an accident at Tilshead, Wiltshire, to a Bristol Fighter of 
No. 2 Squadron, Manston, on Sept. 10, Flg. Off. Reginald 
Richard Reedman, the pilot of the aircraft, was killed, and 
Major Oliver Birkbeck, 108th (Suffolk and Norfolk Yeomanry) 
Field Brigade, Royal Artillery, (A.A.), was seriously injured. 

The Times account of the accident states :— 

The machine was one of several which have been co-operating with 
ground troops in the neighbourhood of West Down Camp during 
training period. ‘lhe accident occurred when the machine was land- 
ing after having performed certain exercises. The pilot tried to land 
but ascended again, and it was while a second attempt was being 
made that the machine crashed. 


The Staff College, 1928. 


The examination for the Staff College course starting in 
January, 1928, will be held in February-March, 1927. 

The Army Council will offer about 21 vacancies to be filled 
by nomination from the British Army, the Indian Army, the 
Royal Navy, and the R.A.F. 


R.A.F. Cadetships. 


The Air Ministry announces that the next examination of 
candidates for entry as flight cadets to the R.A.F. Cadet 
College next January will begin on Noy. 16. Forms of entry 
may be obtained from the Secretary, Civil Service Commis- 
sion, Burlington Gardens, W.1, and must be returned by 
SEDE2O: 

Full details as to entry into Cranwell are contained in Air Pub- 
lication 121 and more general information is provided in an official 
handbook entitled The Royal Air Force as a Career, price 3s., from 
H.M. Stationery Office, Kingsway, W.C.2. : 

The Air Ministry points out that the total cost to.a parent of 
putting his son in the k.A.F. through Cranwell is about £250 and 
that after the two years at the Cadet College an officer should have 
no difficulty in living on his pay. 


The War in. China. 


A Reuter message from Malta in The Times of Sept. 13 
states :— 

H.M. aircraft carrier Hermes has been detached from the fleet 
in the Afgean Sea and is due to arrive here this afternoon. After 
fuelling and taking on board other stores she will leave forthwith 
for Hong-kong. 


The Service Coastal Cruise. 


The R.A.F. Flight of Supermarine Southampton flying- 
boats (two Napier Lion engines), under Sq. Ldr. A. Durston, 
A.F.C., which started at Cromer on Sept. 6, arrived at 
Southend on Sept. 8, Ramsgate on Sept. 9, and the Isle of 
Wight on Sept. 13, according to plan. 


EMERGENCY TRANSPORT IN 
KURDISTAN.—The incident illustrated 
was described by Air Marshal Sir Jom 
Salmond, A.O.C. Iraq, in his Dispatch 
from Kurdistan dated May 22, 1923. 
Describing the evacuation by air of 200 
sick troops from Girde Tilleh, 60 miles 
from Arbil and 200 miles from Baghdad, 
the report stated :—‘‘ One Vernon while 
carrying sick made a forced landing in 
the most difficult country. A Medical 
Officer was skilfully landed at the 
machine by a Bristol Fighter which also 
removed three of the serious cases.” 
The bundle on the top of the fuselage is 
one of them, and not a corpse. 
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ROLLS: ROYCE 


WATER-COOLED AERO ENGINES 


AMads) GEV EAE CAUNEDY FYE SIE TUN) 
THE WORLD 


SEVEN YEARS AGO _ Rolls-Royce Aero Engines in a Handley- 
Page Aeroplane flew from ENGLAND 
to INDIA (Karachi), (5,556 miles). 

SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 

Vimy Aeroplane flew the NORTH AT- 
LANTIC (1,890 miles non-stop). 

SIX YEARS. AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew from ENGLAND 
to AUSTRALIA (11,500 miles). 

Ske Ahm CrC) Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew from ENGLAND 
to SOUTH) ABRICA (6.287 miles), 

FOUR YEARS AGO _ Rolls-Royce Aero Engines in a Fairey 
Seaplane flew across the SOUTH AT- 
LANTIC (3,800 miles). 

TWO YEARS AGO Rolls-Royce Aero Engines in a Fairey 
Seaplane flew ROUND AUSTRALIA 
(9,800 miles). 

TWO YEARS AGO A Rolls-Royce Aero Engine in a Fokker 
Aeroplane flew from HOLLAND to the 
EAST INDIES (10,000 miles). 

ONE YEAR AGO A Rolls-Royce Aero Engine in a Handley- 
Page Aeroplane flew from BRUSSELS to 
the BELGIAN CONGO (5,084 miles). 


Re@ui lish @ Y GEE Nel ier 


14/15 CONDUIT STREET, LONDON, W.1 


Telegrams: Rolhead, Piccy, London Telephone: Mayfair 6040 (4 lines) 
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Wilful Waste. 


The continuous stream of communiqués pointing out the 
beauty and economy of life in the commissioned ranks of 
the Royal Air Force points to a certain shortage of appli- 
cants for these delights. Candidates are wanted for Cranwell, 
for Short Service Commissions, for the Stores and Account- 
ing Branches, for the Reserve and Auxiliary Branches and 
for the Medical Branch. 

It can hardly be believed that the supply of candidates does 
not meet the demand. The obvious deduction is that either 
the Selection or Medical Boards are defeating by a super- 
fluity of efficiency whatever Department it is that issues these 
piteous appeals. 

Now this is a true story. Two young men came to London 
to join the R.A.F. ‘‘A’’ was a doctor who enlisted in a 
Highland Regiment at the age of 16 and served from 1914-18 
in France, when he was demobilised and duly qualified as a 
doctor with the idea of getting into the R.A.F. M.S. He 
passed the Selection Board and was turned down by the 
Medical Board as being unfit for overseas service. Fit for 
the trenches from 1914-18, but unfit for the R.A.F. M.S. 

““B” came straight from a Scottish public school famous 
for its Rugger, and went up for the Auxiliary Air Force. 
He passed both Boards, but a member of the Medical Board 
suggested that he should try and get a Short Service Com- 
mission. ‘'B’’ was full-out for this, but was turned down 
by the Short Service Commission Medical Board as having 
a defective heart. He went straight to a famous heart 
specialist and was pronounced to have a perfectly sound 
heart. He has gone to Madras (which is an unhealthy area) 
aud the R.A.F. has lost a keen officer (complete with first- 
class heart) and a fine Rugger player. 

One has known of numerous cases in which men who would 
have been a credit to the R.A.F. in every way have been 
turned down while the Boards have passed others who give 
one to wonder how they were ever accepted. 


Apologies to the Navy. 


There was once an examiner who, when an examinee de- 
scribed a crab as ‘a red fish which walks backwards,’ re- 
marked that it was an excellent description but for the facts 
that a crab is not a fish, is not red and does not walk back- 
wards. A description of somewhat similar excellence was 
attached to a photograph of H.M.S. Hermes at Singapore 
which was published in THr AEROPLANE on Sept. 1. The de- 
scription reads as follows :— 

At Singapore.—H.M.S. Hermes, the ugliest ship afloat and the first 
vessel speccially designed by the Admiralty as an aircraft carricr. 
She has a displicement of 10,950 tons and her complement includes 
130 R.A.F. personnel and 20 aircraft. She has one long flying deck 
with single funnel, tripod mast and all superstructure carried right 
over on her starboard beam. She has been at Singapore for a long 
time while her aircraft have been doing photographic surveys of the 
country round for our Naval Base. 

People who know her say that the lines of her hull are 
quite handsome when once one has become accustomed to the 
island site on the port beam which carries the funnel, mast 
and superstructure. The statement as to her tonnage was 
taken from Jane’s Fighting Ships, but that also is disputed, 
as are the statements about her personnel and aircraft 
matériel. Furthermore it was the Pegasus and not the 
Hermes which was at Singapore for a long time while her 
aircraft did photographic surveys. Otherwise it is admitted 
that the description is correct. 
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The Luck of the Navy. 


The Naval Correspondent of The Morning Post of Sept. 11 
states :—- 

Instructions have been issued by the Admiralty that in future all 
officers and men of the Royal Navy and Royal Marines may be ordered 
to take casual flights in aircraft as necessary in the course of their 
ordinary duties. 

No extra pay or allowance will be granted in such circumstances. 

This order indicates that aircraft has now reached the status of 
being a part of the routine life in his Majesty’s Service at sea. 

One need not look far ahead to the time when every ship of auy 
size will be equipped with ae1oplanes which will be used by her own 
crew for ship’s duties, in much the same way as the ship’s boats are 
now used. 

[It will be remembered that similar instructions were issued 
to the Indian Army last May.—ED. ] 


The Auxiliary Air Force. 

In connection with the annual training of the Auxiliary Air 
Force, No. 600 (City of London) Squadron, under the com- 
mand: of Sq. Ldr. H.“W. H. James, 3G arrived at the 
R.A.F. Station, Manston, on Aug. 28. 

The Squadron is equipped with two D.H.gas and three Avro 
training machines, and has a strength of nine officers and 43 
other ranks. - 

The training at Manston included flying, navigation, 
aerial gunnery, bombing and photography. 

As Manston is the School of Technical Training (Men) 
for the regular Air Force there are excellent workshop facili- 
ties for the practical work of the Auxiliary Units. 


An Error of Judgment ? 

If anybody wanted to ask a pertinent question in the House 
one might be framed somewhat as follows :— 

Whether the Avro Ava bombing biplane which caused so much 
interest at the R.A.F. Display has been wrecked; if so, when and 
how; whether a Court of Inquiry has been held on the subject; 
whether the accident was attributable to an error of judgment; and 
if so, whose was the error? 


The R.A.F. Swimming Association. 


The first Championship Meeting of the R.A.F. Swimming 
Association will be held on Sept. 24, at 8 p.m., at the Holborn 
Baths, Endell Street, London. 

The Band of the R.A.F. will play during the Meeting. 

Admission will be 1s. 6d. and 2s. 6d. 

The following events will be decided :— 

50 Yards Individual Championship. 

too Yards Individual Championship. 

Plunging, Diving. 

Inter-tnit Relay Race. 

Inter-Unit Water Polo. 

Inter-Services Relay Race. 

Open Invitation Relay Race. 


No. 28 Squadron (R.A.F.) Old Boys’ Association. 
The Annual Supper of the Association will be held on 
Oct. 2, at the White Horse, Holborn, at 6 o’clock for 6.30. 
Tickets, 3s. 6d. each, may be obtained from the hon. secre- 
tary, C. T. Hodges, 102, Camden Street, N.W.1. 


ITALIAN SUCCESS. 


The first Italian commercial air line, which started opera- 
tions at the beginning of last April, has been most success- 
ful so far. ‘The service runs daily between Turin and Trieste, 
a four-and-a-half-hour journey, and during its first three 
months has carried 386 passengers, 2,961 Ibs, of goods and 329 
Ibs. of mail. 
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ALL-METAL.—The first of the production Vickers-Wibault single-seat fighters (425 


h.p. Bristol Jupiter VI 


engine) built at the Weybridge Works of Vickers Ltd. 
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THEORY AND PRACTICE. 


The Guggenheim Fund for the Promotion of Aeronautics 
announces that two grants amounting together to about 
600,000 dollars have been authorised by the Trustees of the 
Fund. One of these grants, of 300,000 dollars, has been 
awarded to the Leland Stanford University, California, for 
the financing of experiments and study in aviation and aero- 
nautics. The work will be organised under three heads: (rz) 
Aerodynamics, (2) Structural Design and Construction, and 
(3) Laboratory Research. 

The men in charge of the first two divisions have not yet 
been appointed. The laboratory will be under Professor E. P. 
Lesley, who for ten years has been associated with Doctor 
W. F. Durand, and has spent a year in the Aerodynamic 
Laboratory at Langley Field, in which Dr. Durand is 
interested as a member of the U.S. National Advisory Com- 
mittee for Aeronautics. Dr. Durand will be remembered in 
this country as having spoken quite a good deal on the sub- 
ject of aviation during the latter part of the War 1914-18. 

The second grant, of 200,000 dollars, has been awarded to 
the California Institute of Technology at Pasadena. The sum 
is to be expended (1) In extending the theoretical course in 
aerodynamics with the underlying mathematics and mechanics 
taught by Professors Harry Bateman, Edward T. Bell, and 
Paul 5. Epstein. (2) In initiating practical courses in co- 
operation with the engineering side of the Douglas Airplane 
Company. (3) A research programme on airplane and motor 
design. (4) The perfection of ‘‘ a new stagger-decalage, tail- 
less airplane recently developed at the Institute, primarily 
by A. A. Merrill ”—whatever that may be. (5) The estab- 
lishment of research fellowships in aeronautics, and (6) The 
planning and manning of a school to include building and 
testing not only of models but of full-sized experimental 
gliders and power-driven machines. 

The remaining 100,000 dollars is to be allocated at the rate 
of 10,000 dollars per annum for 10 years for research work. 

All that sounds very nice and it means spending quite a 
lot of money on aeronautics. But when one considers these 
gifts, and the gifts to the so-called scientists of New York 
University, one cannot help thinking that Mr. Harry F. 
Guggenheim and the Trustees of the Daniel Guggenheim 
Fund have allowed themselves to be “‘ got at’? by X-chasers 
and slide-rule merchants when they might be doing very much 
better work in financing practical experiments in improved 
aircraft. 

_ The Trustees of the Fund would do well to remember that 
in all branches of engineering the only service which 
mzthematicians and so-called scientists have ever done is to 
explain to the practical man why his apparatus works after 
he has made it work. When the scientist has given these 
explanations the practical man occasionally derives from them 
some pointer towards a new track om which he can make 
practical experiments—or as Mr. Lloyd George would say, 
some new avenue which he might explore. But no engineer- 
ing structure, so far as one has ever been able to discover, 
has ever been produced from theoretical calculations. 

_So far as the Science of Aeronautics is concerned, it prac- 
tically does not exist. Hitherto everything has been done 
by plain rule-of-thumb mechanics. ‘The nearest approach to 
science has been made by what scientists call empirical re- 
search, or what a practical engineer would call rule-of-thumb 
experiments, in wind tunnels. 

The Curtiss people, tor example, and also the people. at 
Langley Field and McCook Field, have got together a vast 
amount of figures as the result of careful experiment in wind 
tunnels which tally with results on fuil-sized machines. And 
one believes that from a wind tunnel experiment they can 
prophesy fairly accurately what a full-sized machine built to 
the same design will do. 

If the Trustees of the Guggenheim Fund want to accom- 
plish their proclaimed purpose, namely, to assure safetv in 
flying, they will never get much nearer to it by financing 
hgure-shifters who pose as experts in a science which does 
not exist. They will do very much better by spending their 
mioney on practical experiments with things like slotted wings 
and trailing-edge flaps, and new varieties of wing curves, and 
elevator and rudder controls and so forth, 

Years ago Mr. G. H. Handasyde, whose ideas on aircraft 
design were so far in advance that machines which he built 
in 1918 are even to-day faster than machines built in 1926, 
when fitted with the same engines, always used to say that 
an aeroplane had some chance of being successful so long as 
the construction of the machine was at least three weeks in 
front of the drawing office: but if the drawing office once 
overtook the workshops the machine was bound to be a 
failure. Of course that was mostly Clydeside humour, but 
there is an element of truth in it of which the Trustees of 
the Guggenheim Fund should not lose sight.—c. G..c. 


GERMANY’S FREEDOM IN THE AIR. 

The Conference of Ambassadors has notified the German 
Government that the Inter-Allied Aeronautical Guarantee 
Committee ceased its activities as from Sept. 1 in accord with 
an agreement made at the Paris Conference in May last. This 
agreement, which was a sequel to negotiations begun at 
Locarno, removed all the restrictions, known as the Nine 
Rules, which prevented the Germans from building civil air- 
craft of any value. 

In spite of the removal of these restrictions the German 
Government is still prevented from building or importing 
aircraft suitable for war purposes. It may not even possess. 
aeroplanes designed so that machine guns, torpedoes or 
bombs may be fitted, nor may it have aircraft with armoured 
shields. And even racing aeroplanes may only be constructed 
or imported under special license from the Government. 

The training of pilots is still held down under equally 
absurd regulations. Not more than 36 officers of the German 
Army and Navy may become pilots at their own expense. 
For six years to come only six members of the Army or Nayy 
may be trained annually to fly at the nation’s expense. All 
instruction in military aeronautics is verboten. 

Fifty members of the police force may be trained as pilots. 
German constructors are forbidden to build aircraft to be con- 
trolled by wireless and without pilots. 

And outside regular commercial air lines no aeronautical 
undertaking may -be subsidised out of public funds. 

According to The Times of Sept. 3 :— 

The German Government has undertaken to compile complete lists. 
of factories, aircraft, and. engines, pilots, pwpils, traffic companies, 
and other owners of aircraft. Th¢se lists are to be given tothe League 
of Nations, into whose hands the control is soon to pass. 

The Inter-Allied Aeronautical Guarantee Committee, which 
now ceases to exist, was the successor of the Aeronautical 
Inter-Allied Commission of Control which expired in May, 
1922. ‘his latter Committee had the job of seeing that all 
aeronautical matériel of the German Army and Navy was 
surrendered and that it was made unusable. It also had to 
see that no further aircraft were built in Germany until per- 
mitted by the Allies. : 

Both the Commission and the Committee were notoriously 
French in sympathy, so everything possible was done not 
only to destroy German aviation but to humiliate the German 
aeronautical community. The English members of the Inter- 
Allied Commission did their best to do their duty with as 
little offence as possible and it is largely due to their tact 
and good nature that those concerned with aviation in Ger- 
many and in England are so friendly as they are to-day. 

Although Germany’s freedom in the air is not fully attained 
the latest alteration in the restrictions will at any rate leave 
Germany free to build commercial and sporting aircraft, and 
aero-engines for all purposes. One hopes in consequence that 
German scientists and German engineers in combination will 
soon produce aeroplanes showing so much improvement on 
anything which exists to-day that they will spur on our own 
designers and constructors to move more rapidly along the 
path of progress.—c. G. G. 


THE PHILADELPHIA—WASHINGTON AIR LINE. 


The Philadelphia—Washington air line, which was opened 
on July 6, on which Fokker F.VII3m. three-engined mono- 
planes are exclusively used, has proved to be a complete 
success. 

During the first month, over 1,000 passengers have been 
carried, which means that each machine has started with 
full complement of passengers. For the moment the Phila- 
delphia Rapid Transit Co. cannot satisfy all the demands. 
owing to lack of machines. Approximately 400 seats have 
been booked in advance. 

As soon as the first series of ten aircraft has been delivered,. 
the service, which is now being run twice a day in each 
direction, will be considerably expanded. Also communica- 
tions with other towns will be established after completion 
of the second series of ten machines. The American Fokker 
factory is working day and night to carry out the orders for 
commercial planes which are coming in from all parts of the 
States. 

THE COVENTRY BRANCH OF THE R.Ae.S. 


The Coventry branch of the Royal Aeronautical Society recently 
paid a visit to Whitley Acrodrome and the works of Sir W. G. 
Armstrong-Wnitworth Aircraft I.td. A special ’bus was ordered at 
the expense of the branch to convey the members and their friends. 
to the aerodrome and to take them back at 6 p.m. 

The visitors were received at the Officers’ Mess, and groups of tem 
were allocated to guides who conducted them round the works. 
The Foreman of each Department was present and explained special 
points in connection with the various stages of manufacture. Mr. 
Hiscocks had kindly arranged to run the special machinery which 
produces- steel. spars, ribs, etc., and this part of the visit proved 
extremely interesting. 

A single-seater fighter was flown and a demonstration of the 
flexibility: of the Jaguar engine was given. The visitors were enter- 
tained to .tea at -the.aerod:ome 
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AIRCRAFT DESIGNERS & CONSTRUCTORS. 9 ("*°71*£8" 28/8708 


Designers and Constructors of all types of aircraft including the 


BUXTE, (EIGHT @AEROPEANE, 


The Parnall Pixie Light Aeroplane. 


London Office: EVELYN HOUSE, 62, Oxford Street, W.1. 
Telephone: Museum 4375. 


Experimental Works and Test Station: Yate Aerodrome, Gloucestershire. 
Telephone: Chipp:ng Sodbury 50. 


FACTORIES 


DESIGNERS & MANUFACTURERS OF COLISEUM WORKS Soa ape an 
ALL TYPES OF MODERN AIRCRAFT PARK ROW ; 
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THE FORD COMMERCIAL RELIABILITY TOUR. 


On Aug. 7 the second annual Commercial Aeroplane Re- 
liability “our for the Ford Trophy began at the Kord Air- 
port, Dearborn, Mich. On the day before, however, all com- 
peting aircraft had to carry out landing and take-off tests for 
embodiment in the formula chosen to determine the winner of 
the Your. 

This formula was as follows :— 

Contest loadxspeed (m.p.h.) 50 
Stick time + Unstick time Engine displacement 


‘c ” 


where ‘‘ stick time ’’ means the time in seconds between 
the wheels touching and the aircraft finally coming to rest 
and the contrary in taking-off for ‘‘ unstick time.” 

The actual Tour, which began on the 7th, was spread over 
a period of two weeks, and covered the following route :— 
Detroit—Kalamazoo (120 miles), Kalamazoo—Chicago (130 
miles), Chicago—Milwaukee (60 miles), Milwaukee—St. Paul 
(300 miles), St. Paul—Des Moines (240 miles), Des Moines 
Lincoln (165 miles), Lincoln—Wichita (220 miles), Wichita 
Kansas City (170 miles), Kansas City—Moline (280 miles), 
Moline—Indianapolis (250 miles), Indianapolis—Cincinatti 
(roo miles), Cincinatti—Cleveland (200 miles), Cleveland— 
Fort Wayne (180 miles), and Fort Wayne—Detroit (140 miles). 
Total distance covered : 2,555 miles. 

The following is the list of entries that actually started 
on the Tour, and it is interesting to note that with but one or 
two exceptions, all the machines are products of the past 
twelve months : 

(x) Buhl-Verville ‘‘ Airster ’? (200 h.p. Wright Whirlwind(, 
Louis Meister. 

(2) Travel-Ain (200 h.p. Wright Whirlwind), Walter Beech. 

(3) Travel-Air (150 h.p. Hispano-Suiza), C. E. Clark. 

_ (5) Alexander ‘“‘ Kaglerock ”’ (90 h.p. Curtiss O.X.5), R. B. 
Rolands. 

(6) Alexander ‘‘ Kaglerock ’’ (90 h.p. Curtiss O.X.5), J. R. 
Williams. ars 

(7) Ford-Stout ‘‘ Transport ” (three 200 h.p. Whirlwind), 
R. W. Schroeder. 

(8) Ford-Stont )s Pullman (Goo. hp. Liberty), ) leroy 
Manning. ; , 

(ro) Curtiss ‘* Oriole-Racer ’’? (160 h.p. Curtiss C.6), Casey 
Jones. : 

(rr), Mercury “Arrow 
Mummert. 

(19) Sharrchild Ca. (oo hsp. Curtiss OD 5) Ras Depew: 

(13) Woodson ‘‘ Sport ’’? (260 h.p. Salmson), Russell Hosler. 

(14)' Woodson) *“ Hxpress ~~ (260° bp. Salmson),, 2. EL: 
Doones. 

_ (15) Woodson ‘‘ Express’ (260 h.p. Salmson), H. EG 
Gallup. 

(16) Hess ‘‘ Blue Bird ” (90 h.p. Curtiss O.X.5), W. Munn. 

(17) Waco 9 (160 h.p. Curtiss C.6), J. W. Livingstone. 

(18) Waco g (160 h.p. Curtiss C.6), E. G. Knapp. 

a sieeve We leMlesiayhaves <” (Geos) later, (Clune (CxO, ji (e 
Ray. 

(20) Pitcairn “‘ Orowing ” (90 h.p. Curtiss O.X.5), H. F. 
Pitcairn. x 

(21) Super-Swallow (go h.p. Curtiss O.X.5), C. M. Sterling. 


7A) (Gc Mniton Conse MCX, dah, te 


(22) Babcock ‘ Teal ”? (160 h.p. Curtiss C.6), A. F. Everett. 
(23) Ryan M.1 (200 h.p. Wright Whirlwind), V. Breese. 
(24) Driggs ‘‘ Dart’ (34 h.p. Wright-Morehouse), J. Laas. 
(25) Travel-Air (90 h.p. Curtiss O.X.5), C. S. Irvine. 
(26) Waco 9 (159 h.p. Hispano-Suiza), J. P. Riddle. 
one Stinson ‘‘ Detroiter ’’ (200 h.p. Wright Whirlwind), E. 
‘ nson. 


in 
here were three non-starters, a Sperry Messenger, and two 
new machines, one built by the Superior Aircraft Co. of 


Detroit, and the other by the Cole Airplane Co. of Cleve- 
land. 

In the landing and take-off tests, the best times were put 
up by No. 2€ Waco, take-off 6.8 secs., landing 11 secs. No. 
2 Travel-Air, take-off 8.4 secs., landing 8 secs., and No. 17 
Waco, take-off 8.4 secs., landing 11 secs. 

The first half of the Tour, as far as Wichita (1,250 miles), 
eliminated five out of the twenty-five starters, and one more 
dropped out on the latter half. 

‘The order of finishing was as follows :—(1) No. 2 Travel- 
Air (4,043.3 pts.); (2) No. 1 Buhl-Verville (3972.1 pts.) (ae 
No. 27 Stinson Detroiter (2,737.5 pts.). 

(4) No. #7 Waco (2,672.3 pts.); (5) No. 26 Waco (2,587.1 
pts.); (6) No. 18 Waco (2,287 pts.). 

(7) No. 3 Ait-Travel, (2,230.5 pts); (8) No. 23 Ryan M1 
(1,906.3 pts.); (9) No. 5 Alexander Eaglerock (1,949.9 pts.). 

(10) No. 19 Pitcairn Fleetwing (1,779.6 pts.); (11) No. 10 
Curtiss Oriole (1,708 pts.); (12) No. 20 Pitcairn Orowing (1,685 
pts.). 

(13) No. 21 Super-Swallow (1,414.2 pts.)5 (14) No. 25 -Travel- 
Air (1,318.7 pts.) ; (15) No.6 Alexander Eaglerock (1,306.2 pts.). 

(16) No. 14 Woodson (1,273.9 pts.); (17) No. 8 Ford-Stout 
Transport (1,055.5 pts.); (18) No. 12 Fairchild (1,020.2 pts.) ; 
(19) No. 16 Hess Blue Bird (818 pts.). 

Of the six to retire, four, No. 15 Woodson, No. 24 Driggs 
Dart, No. 22 Babcock Teal, and No. 13 Woodson, had engine 
trouble. 

The three-engined Ford-Stout monoplane (No. 7), had air- 
screw trouble on the Cincinatti-Cleveland leg, half the metal 
blade of the right wing airscrew came out of the hub. The 
resultant vibration was so terrific that fhe engine fell off 
together with the right side of the undercarriage, which was 
connected with the engine by a vertical strut. 

The pilot, Major Schroeder, continued to fly on two en- 
gines, but soon the left engine was found to be vibrating also 
owing to airscrew trouble. 

The pilot headed for a suitable landing field and 
ust before landing the left engine fell off carrying with it 
practically all of the remaining half of the landing gear. 
With no undercarriage, Major Schroeder made a wonderful 
landing on the belly of the fuselage, without any injury to 
himself or the cabinful of passengers. 

The Mereury Arrow, which was lying third for more than 
half the Tour, in making a swish-tail landing at Cleveland 
buckled a wheel and turned over onto its back. 

The winner of the Ford Trophy, the Travel-Air biplane 
(200 h.p. Wright Whirlwind engine), was entered by the 
Pioneer Instrument Co. ‘The machine is used by that com- 
pany as a ‘‘ flying showcase,” and is completely equipped with 
a full range of Pioneer instruments. It was flown by Walter 
Reech and carried as passenger Mr. B. Goldsborough, of the 
Pioneer Instrument Co. 

From the above very brief resumé it would appear that the 
whole ‘Tour was a success.. Out of 28 entries, 25 started and 
19 finished the complete tour of over 2,500 miles. The 
majority of the aircraft were produced within the previous 
twelve months, although seven were fitted with the well- 
known Curtiss O.X.5 engine, and seven with the Curtiss C.6 
engine, both of fairly old design. 

Five were fitted with the 200 h.p. Wright’ Whirl 
wind, and with the exception of the unfortunate fate of two 
of these in the three-engined Ford monoplane, as recounted 
above, machines fitted with these engines finished first, 
second, third and eighth. Up to the time of the accident the 
Ford-Stout three-engined monoplane lay third as regards 
number of points, although it was flying Jiors concours. 

The ‘four aroused considerable enthusiasm throughout its 
itinerary, and practically every town through which it passed 
provided free accommodation and 
amusement for all competitors, put up 
special prizes, and made it possible for 
competing pilots and crews to tour 
without any serious expense. 
Se 


RUSSIANS IN ROME.—Here is seen 
the interesting all-metal biplane de- 
signed by the Russian’ engineer, 
A. N. Toupolefi and fitted with 
one 450 h.p. Lion engine, on which 
MM. Gramoff and Radewitch flew from 
Moscow to Berlin, Paris, Rome, Vienna 
and back to Moscow. They left Moscow 
o1 Aug. 31 and in three consecutive 
days covered 4,350 miles in 34 hrs. 22 
mins.’ flying time. Their average speed 
was 114.6 m.p.h. 
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THE FLYING CLUBS. 
The London Aeroplane Club. 

Report for week ending Sept. 12. 

Total flying time 52 hrs. 

The following members had flying instruction :—Lady Bailey, C. Hi. 
Gould, E. G. Richardson, G. C. Bonner, M. D. Hamilton, A. Lire IBN 
Petty, kK. A. St. John, J. C. Parkinson, G. Black, F. Clarkson, Sir 
John Rhodes, F. W. R. Martino, F. S. Boult, E. K. Blyth, Lady M. 
Douglas-Hamilton, A. J. Richardson, D. Usher, J. A. R. Stevenson, 
J. Barros, R. L. Portway, H. Solomon, K. N. Pearson, B. B. Tucker, 
©. H. Best, Meee, Susman, (Ce Ho wrutt, Boks Presland,” VW. Ei.) Doree; 
Cc. EB. Murrell, G. M Hall, E. A. Lingard. 

The following members flew solo:—N. J. Hulbert, L. J. C. Mitchell, 
Major Beaumont, E. G. Richardson, G. H. Craig, M. L. Bramson, 
Miss O’Brien, E. S. Brough, N. Jones, J. A. R. Stevenson, O. J. Tapper, 
A. H. M. Lees, H. Petre, E. D Moss, R. C. Presland, K. N. Pearson, 
B. B. Tucker, R. Malcolm, W. Hay, EK. E. Stammers. 

The following had joy-rides:—Miss Wilson, Miss Morris, Mrs. 
Stammers, Major Maxwell, C. E. Burrows, Miss Gibson, Miss Terr 
Ro HH. O. ubbsy Bo) Kans, Bo Vie staminenrs: 


The Lancashire Aero Club. 

Report for week ending Sept. 12. 

Total time flown 35 hrs. ro mins. 

On two days owing to bad weather flying has been impossible. 
Machines in use L-R and M-Q (Moths), Q-K (Avro). 

Mr. Stack gave instruction to:—Messrs. Costa 6 hrs. 50 mins, 
Gerrard 2 hrs. 35 mins., Anderson rx hr. 4o mins., Hughes 1 hr. 30 mins., 
Heys 35 mins., Newton 35 mins., Gattrell 35 mins., Dyson 30 mins., 
Leigh 30 mins., Moss 30 mins., Nelson 30 mins., Newton 30 mins., 
Fallon 25 mins., Collinson 25 mins., Hert 25 mins., Pattieuex 20 mins., 
Goodyear 15 mins. 

Mr. Scholes gave instruction to:—Messrs. Benson 35 mins., Fray 
35 mins., Gattrell 25 mins. 

Tests took z hr. 30 mins. 

Solo flights by Messrs. Goodfellow 3 hrs. 5 mins., Parker 2 hrs. 
15 mins., Leeming 2 hrs. 5 mins., Pitman 1 hr. 15 mins,, Agar 1 hr., 
vacayo 1 hr., Michelson 45 mins., Williams 45 mins., Marsland 25 mins. 
The following had joy-rides with Messrs. Goodfellow, Leeming and 
Stack :—J. English 25 mins., A. Nelson 15 mins., H. Southern 15 mins., 
Mrs. Southern 15 mins., Mrs. Mills 315 mins., A. Berry Io mins., 
F. Scholes 10 mins., A. Smith 10 mins. 

Those visiting Woodford for the Display on Sept. 26 are advised to 
book rooms at The Queen’s Hotel, Alderley Edge. Alderley Edge is 
within four miles of Woodford Aerodrome, and is on the main 
Euston-Manchester L.M.S. line. It is also on the main, Manchester to 
Coventry road, it is the most convenient village to the Aerodrome, 
which has excellent rail, ’bus and motoring facilities. The Queen's 
Hotel is recommended. 

THe SECOND AIR PAGEANT.—The Club will hold their second Pageaut 
at Woodford Aerodrome on Sunday, Sept. 26, beginning at 2.30 p.m 
Besides the displays of stunting, crazy flying, Bomb dropping, Air 
lighting and Picking-up Messages, there will be races, in fact the 
Display will be rather a Race Meeting than a Pageant. 

The various Clubs will compete in the races and a keen struggle is 
expected between London, Lancashire, Yorkshire and Newcastle Clubs. 
Two of the races are open to any types of machine and in these races 
the various manufacturers are competing with their latést types ef 
aircraft. Manufacturers from all over thé country are sending machines 
and some of the most modern of British racing aeroplanes will be 
at Woodford. 

The Royal Air Force are sending a formation of Bristol Fighters, a 
Sopwith Snipe. and a D.H.53. These will give exhibitions of picking 
up messages, attacking trenches, bombing a mine layer, and aerial 
fighting. 

Some of the World’s best pilots, both civil and R.A.F., have arranged 
to be present. ‘These include Messrs. Broad, Courtney and Hinkler. 

At the previous Display, in April, 15,000 people were admitted and 
great public interest was shown, the roads for some miles round 
being lined with spectators. It is honed therefore that the Press 
will make a special point of attending as nothing of this kind has 
ever been seen in the North. The Clerk of the Course, Mr. John 
leeming, will attend to their requirements. 

The prizes will be presented by Air Vice-Marshal Sir Sefton Brancker, 
Director of Civil Aviation, at the conclusion of the programme. 

The following are the Competition Events :— 

Inter Club Team Race.—Clib Moths only. Open to one team of four 
Pilot Members of each Club. (N.B.—There will be no turning of 
machines on the ground during this race.) 

Inter Club Members’ Race.—Standard Club Moths only. Open to 
ab initio Club trained members only. Competitors will be started at 
30 seconds intervals. 

Bomb Dropping Competition.—Club Moths only. Open to Pilot 
Members with a limit of two entries per Club. Pilots will fly solo, 
and drop three 2 lb. bombs on to a target from a height of not less 
than 100 feet. 

Landing Competition—Club Moths only. Open to bona-fide Club 
Members only (excluding paid Pilot Instructors) and with a limit of 
two entries per Club In this event pilots will land over a line, 
points being awarded equally for style of landing, and distance from 
line upon coming to rest. 
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Open Handicap Race.——Open to any Standard British Machine. 
Handicapping will be by Formula 

Open Speed Trial.—Open to any type of machine with an engine not 
exceeding 180 lbs. weight. 

N.B.—In the two Open Races substantial Money Prizes will be offered 
in addition to a Cup. 


The Newcastle-upon-Tyne Aero Club. 

Report for week ending Sept. 12. 

Total flying time 38 hrs. 59 mins. Dual instruction with Mr. 
Parkinson 29 hrs. 25 mins. Solo 8 hrs. Passenger 1 hr. 15 mins. 

All flying on G-EBLX. T.Y being overhauled for C. of A. 

The following members had instruction:—Sir Jos Reed, Messrs. 
E. C. Kennedy, Stobie, Whitfield, Leete, Harrison, Irving, H. Ellis, 
3ruce, Bell, Wardill, Craig, Thirlwell, J. M. Kennedy, Turnbull, 
Gilmore, Charlton, Mrs. Marcks, Matthews, | Carr. 

Solo :—Mr. Baxter #llis, with passengers—Mr. Waller, Mr. H. Ellis 
and Wtrs. Baxter. Ellis. Mr. L. Smith. Mr. G@. Tbompson. May 
F. H. Phillips with Miss Ellis. Dr. Dixon with passengers—Mr, 
Davidson, Mr. Grey, Mr. Gibson, Mr. A. Bell, Mr. Charlton, Mr, 
Grundy. Mr. N. S. Todd, Mr. Shales and Miss Little. 

Passengers with Mr. Parkinson:—Mrs. Wilson, Messrs. Murray, 
JTemaistre and Boulton. 

The Club’s First Flying Meeting, as reported last week, was a cori- 
plete success, from every point of view. The weather was excellent 
and the various forms of advertising used proved effective and drew 
spectators from all parts of the three Northern Counties. 

It is very gratifying indeed to find, in an area not considered to 
be very deeply interested in flving, that such evolutions as slow flying 
and down-wind loops were fully appreciated by a large proportion 
of those present 

The thanks of this Club are extended to Air Commodore J. G. Weir 
and the Jwndon Aeroplane Club and Yorkshire Aeroplane Club, who 
so sportingly entered machines. Members of both these Clubs attended, 
in spite of the distance they had to travel. 

It was unfortunate that the football match, between teams mounted 
on motor-cycles, resulted in the spectators invading the Aerodrome, but 
they readily returned to the barriers when the imatch was over. 

Two events which were not reported in last week’s issue resulted 
as follows :— 

OreN HanpicaP.—1,’ A. N. Kingwill; 2, H. S. Broad; 3, J. D. Parkinson, 

LANDING CUMPETITION.—1z,..A.. M. West (Yorks.); 2, R. Kenworthy 
(Yorks.). 

The latter Competition was flown on the morning of the 5th 
(Sunday). 4 

On Sunday afternoon the members of the Newcastle Club competed 
for the Cup presented by Mr. Thos. Todd. All the pilots who hold 
licences took part, and Mr. R. N. Thompson’s win was exceedinzly 
popular. Dr. Dixon a close second. 


The Yorkshire Aero Club. 

Report for weck ending Sept, 12. 

The following members had dual instruction :—Messrs. Armitage, 
Leetham, Watson, Mann, Swift, Brown and Barnes. i 

The following flew solo:—Messrs. Wood, Norway, Fielden and Carter, 

Total hours flying, 8 hrs. 30 mins., consisting of 5 hrs. 45 mins. 
dual, 2 hrs. 25 mins. solo, 2c mins. tests. 

Mr. I.eetham was ready for his first solo on Friday, but the weather 
unfortunately was too misty for him to fly. 

There are five members ready to pass their certificate tests as soon 
as we get ‘a  barograph. 

We had a ‘great timegat Newcastle, and thoroughly enjoyed our- 
seives, winning two fitéts and two seconds. 

We were also very well entertained at the ‘‘ Turk’s Head,’’ where 
Messrs. Fielden and West were in great form. 

We are flying at Manchester shortly, and lope to bring back 
those silver tankards-—R Ww. K. 


The Hampshire Aeroplane Club. 


Report for week ending Sept. 9. 

Total flying time, 17 hrs. Instruction flying, 12 hrs. Passenger 
flying, 5 hrs 

The following members received instruction :—-Miss Home 1 hr. 
32 mins., Messrs. Fry 2 hrs., Bumble zr hr. 15 mins., Perfect suet 
ro mins., Bound 50 mins., Bishor 40 mins., Heathcote 30 mins., Dobsen 
25 mins., Bowen 20 mniins., Kerry 20 mins., Courtney 25 mins» 
Nicholson 20 mins., Heathcote 20 mins, Everett 20 mins., Henderson 
20 mins., Carnell 18 mins., Dartnall 15 mins., Wing Cdr. Wyllié 
10 mins., Morley 10 mins., FJt. Lt Crawford 10 mins., Stokes 8 mins. 

On Sept. 4 the Club received a visit from Air Vice-Marshal Sir 
Sefton RBrancker, C.M.G, D.S.0. He was met at Southampton by 
Mr. O. 14. Simmonds, Chairman of the Committee, and Mr. R. V. 
Perfect, Hon. Assistant Secretary. Sir Sefton spent the afternoon on 
the Aerodrome watching the Moths and, after tea in the Club House, 
he was flown to Beaulieu by Mr ‘Thomson. 

On Monday, Sept. 6, Mr. Thomson flew to Beaulieu, where he picked 
up Sir Sefton Brancker and conveyed him to ILympne ‘The journey 
from Beaulieu to Lympne was done in 1 hr. 30 mins. in spite of very 
poor visibility, which forced the piiot to fly within 50 feet of the water 
for long stretches Mr. Thomson flew back to Hamble again on 
Monday afternoon. 
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Mr. Cobham 
and the 


Well-Balanced Petrol 


In the great flight Mr. Alan Cobham is now making from 
England to Australia and return he used Shell Petrol from 
Singapore to Melbourne and back to Singapore. 


It is significant that, for the most hazardous part of his 
journey, Mr. Cobham chose Shell, the well-balanced 
petrol, and that this Shell Petrol was not mixed with a single 
drop of any other fuel. 


The Wallebalanced Patrol a 
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COMMERCIAL AERONAUTICS. 
The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 

rips per Day.—Monday, 24; Tuesday, 27; Wednesday, 19; Thursday, 
11 Friday, 0; Saturday, 26; Sunday, 14. 

IMPERIAL AIRWAYS LID. : 

London—Paris—Zurich ; London—Ostend—Brussels—Cologne ; London 

~Rotterdam—Amsterdam—Berlin : Machines 46, passengers 44;, 

freight 18 tons. 
AIR UNION ; 

Paris—London: Machines 26, passengers 87, freight 10; tons 
KIL.M:; 

Amsterdam-—Rotterdam—London: Machines 32, passengers 81, freight 

6,606 lbs. 

SABENA : 
Machines 311, passengers 4I. 
DEUTSCHE LUITHANSA AG.: 

Berlin—-Iondon : Machines 3, passengers 12. 
PRIVATE : 

Machines 1, passengers 3. 

Total nusnber of trips by British Machines, 46, carrying 448 pas- 
sengers. Foreign Machines, 120, carrying 209 passengers. : 
Comparative Figures ‘ 

Week ‘ending Sept. 12: 

Machines, 167; Passengers, 657; Crews, 193; Total personnel, 850. 
Corresponding week, 1925. 

Machines, 136; Passengers, 607; Crews, 184; Total personnel, 761. 
Corresponding week, 1924: 

Machines, 137; Passengers, 572; Crews, 165; Total personnel, 737. 
Corresponding week, 1923 - 

Machines, 138; Passengers, 540; Crews, 223. Total personnel, 772. 
Corresponding week, 1922 ° 

Machines, 121; Passengers, 411; Crews, 215, Total personnel, 626. 
Corresbonding week, 1921: 

Machines, 96; Passengers, 224; Crews, 120; Total personnel, 344. 
Corresponding week, 1920: 

Machines, 115; Passengers, 285; Crews, 142; Total personnel, 427. 


Croydon Notes. 

Owing to Lympne there is not very much Croydon this 
week. There was another completely blank day owing to 
the weather. Imperial Airways have now got a second 
Argosy. It is the one which appeared at the Pageant. 

The Argosy is so well liked that it definitely comes into 
the class which entitles’ it to be called, in current slang, a 
‘‘ wizard kite,’? to denote its excellence. Ever since the 
original one arrived it has never been off. service. In fact, 
it is the only air-liner which one remembers which has come 
onto regular service without having to be altered ‘radically 
before it was right. It is only fair to recall that it was de- 
signed exactly to Imperial Airways’ specifications. ts 

The Lowenstein Air Service is continuing its work. There 
has been a constant interchange of machines, erstwhile under 
the control of Imperial Airways, between Spain, France, and 
Croydon : 

One understands that Lt.-Col. Minchin has been loaned. to 
Mr. Lowenstein for four months, and that he will fly a Fokker 
F.VIla (Jupiter) which Mr. Léwenstein’ has acquired. It 
was flown down to Barcelona last week.—G. D. 

The latest good story is told by Mr. MacIntosh. Flying from 
3arcelona to Pau on a D.H.so0 against a strong wind he 
ran out of petrol at 12,000 feet over the Pyrenees. Gliding 
down he landed in a field miles from anywhere among the 
foot-hills on the French side. Two women came out to the 
machine and one said to him, ‘‘Is there anything we can 
do for you? And where do you come from ?’’—Mr. Mac- 
Intosh replied, ‘‘I come from Croydon.’”? The lady said 
“So do I! My father is the Mayor of Croydon.’’—It sounds 
like stretching the long arm of coincidence, or pulling its 
leg, rather hard: 


THE GUBERNATORIAL TOUR. 

The Perth (Australia) correspondent of The Daily Telegraph 
in a message dated Sept. 6, states :— 

Lord and J.ady Stonehaven arrived here after remarkable journeys 
by aeroplane over the greater part of North Queensland, the Northern 
Territory, and the north-west of Western Australia. Lord Stone- 
haven has thus seen larger areas of little-known Australia than any 
previous Governor-General. The intimate acquaintance .obtained of 
actual conditions in a country presenting difficulties’ but also possess- 
ing great possibilities, will be a most valuable experience, which 
doubtless will be placed at the disposal Loth of thé Conimonwealth 
and the Imperial Government. ‘ 

The stimulus afforded to aviation in Australia by Lord Stonehaveun’s 
enthusiasm in this direction is already considerable. In an inter- 
view the Governor-General said that he,.had travelled over the 
three best aviation systems in the world. The absence of accidents 
was due to efficient organisation. The chief impression he had 
gained had: been of the vast area-of. Australia. Each Australian 
town appeared to have a_ character. essentially its, own, but, one 
quality all had in commeoen--splendid loyalty to the Empire. " 

Lord Stonehaven’s tour has created-~ a most favourable’ impression, 
the influence of which will be incalculable in promoting respect .and 
admiration for the King’s representative and his evident desire 0 
secure practical and detailed personal knowledge of the Commoin- 
wealth during his term of office. 


Lord Stonehaven’s machine is a De Havilland 50 with a 
Siddeley Puma engine. 


Use 
Cellon 


for 
Durability 


The following notable performances 
have recently been carried out by 
machines successfully completing 
recent Endurance Tests were 


DOPED 
with | 
CELLON 


BRISTOL BLOODHOUND _ (Jupiter 
Engine) 
Record flight London—Cairo 
in 504 hours and 25,000 miles 
endurance flight. 


FAIREY 111D (Napier Lion Engine) 


4. machines completed flight 
Cairo—Cape—England a dis- 
tanceof 14,000 milesto Schedule 


SUPERMARINE “SOUTHAMPTON ” 


(Napier Lion Engines) 


2 machines completed round 
flight to Egypt and Cyprus a 
distance of 7,000 miles to 
Schedule. 


HEINKEL H.E.5 (Napier Lion Engine) 


Winner of German Seaplane 
tests, the only machine to go 


through these — strenuous 
contests without repair or 
penalisation. 


CELLON arichmond Ltd. 


Cellon Works, Petersham Road, Richmond. 


Telegrams: ~~ Telephone: 
AJAWB, Richmond, Surrey. ”’ Richmond 2213 (3 lines) 
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WARSAW—TOKYO—WARSAW. Thomas, of Knighton, Radnorshire, and Miss O. L. (Betty) Payne, 
younger daughter of the late Frederick Gillies Payne and Mrs. Payne, 
ss, Manchester Street, W.1, and granddaughter of the late Sir Salisbur 
Payne, Bt., Blunham, Beds. : 


Lieut. Orlinsky, of the Polish Army Air Force, who has 
flown from Warsaw to Tokyo, via Siberia, on a Breguet XIX 
biplane, left Tokyo on Sept. 11 on his return journey. He 
was forced to land at Okayama by stormy weather, but left 
on Sept. 12 to fly to Mukden. 


MARRIAGES. 

CRECGOR—JAMES.—At Lyon, France, on Aug. 28, Fit. Lt. J. B. 

Gregor, R.A.F. M.S., son of Dr. A. Gregor and Mrs. Gregor, late of 
A SOUTH AMERICAN ACCIDENT. Falmouth, Cornwall, and Evelyn Rose, daughter of Mr. and Mrs. 

A Junkers seaplane belonging to the Sociedad Colombo- A. H, James, cof -Maverzardyest,) Sour) 7a : 
Alemana de ‘Transportes Rereos tS C.A.D.T.A.) crashed into STRATFORD-TUKE—JOUNSTONE.—( yn. Sept. 1 very quietly, at the 
‘ ee eran ea Sere FN ha Reba ee Church of Our Lady and St. Benedict, Birchington, Flg. Off. Athol G 
the top of the Dona Juana Mountain near Honda, in the  Stratford-T'uke, only son of Col. G. F. Stratiord-Tuke, DiS.0., R.A, 
Province of Tolmia, Columbia, South America. The pilot and and Mrs. Tuke, to Betty, elder daughter of Mr. and Mrs. Yuile 
several passengers were killed. This is, so far as one can Johnstone, of Westgate-on-Sea, Kent. 
trace, the first fatal accident on the Scadta Service. BIrtus. 
SETA FS A ST ESE SS PHILLIPS.—On Sept. 6, at Breage, Helston, Cornwall, to Stephanie, 

E. H. BARKSDALE. are. of Po A. w P. Phillips, ee daughter. 

- : < ar ; PUMPHREY.--On Sept. 9, at Mayfield, Sinderland, to Muriel, wife 
_On Aug. II Lieut. Eugene H. Barksdale, U.S. Army Air of #. Alan Pumphrey, R.A.F.—a daughter. 
Corps, was killed at McCook Field, Dayton, Ohio. TRENCHARD.—On Sept. 6, at Dancers Hill House, Barnet, to the 

He was demonstrating before some visitors when his wife of Air Chief Marshal Sir Hugh Trenchard, Bart., G.C.B., D.S.O., 
nachine stalled and spun. He left it by parachute, but the etce—a daughter (stillborn). 
apparatus fouled the tail and at the same time he was 
struck by a wing. The parachute eventually got clear, but 
too late to break the fall. 

Lieut. Barksdale learnt to fly in England and proceeded 


overseas with the R.F.C. in the spring of 1918 and joined 
No. 41 Squadron. He was officially credited with four, and 'p) 
unofficially with seven, enemy aircraft before he was shot 
down himself. He fell on the German side of the lines, set 


fire to his machine and was buried by a bursting shell. He 
eventually dug himself out and was picked up by a British 


infantry patrol and brought back to our lines. 

After the War he became one of America’s foremost test 
pilots. He devised many new methods of flight-testing ex- 
perimental aircraft and on two occasions he owed his life 


to the parachute, once when a tail plane collapsed and a THE WHITE CROSS AVIATION INSURANCE A= 


3 ° Subscribed b di i loyd's. 
second time when a wing broke away. ee re ee 


It is to such men as Barksdale that America owes her re- UNION INSURANCE SOCIETY of CANTON, LTD. 


2 ee z 4 ae INCORPORATED. IN HONG KONG. ESTABLISHED § 
markable progress in military aviation. That he should have ort 


been killed in a mere demonstration flight shows how unfair UU i 
or eae NION BUILDING 


A close friend has written :—‘‘ Not only has the Army lost 


one of its best pilots and one of its best testers, but one 78:79-8O, CORNEHILL, 


of the few men in the Air Corps who has any personal 


knowledge of bullets.’’ hone DON: E-C-3- 
SES elepfore .- Avenue 866264lines) 
PERSONAL NOTICES. Jelegrams & Cables.- Unionist london 


DEATHS. 
REEDMAN.—On Sept. xo, at Tilshead, Wiltshire, as the result of a 
flying accident, Reginald Richard Reedman, Fig. Off., No. 2 (Army 
Co-operation) Sqdr., R.A.1I*. 
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at Andover. | He was promoted to the rank of lg, Of in Tune, 15 gos. & ONLY ORE eee 
DEVOTED ENTIRELY 
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Mr. Reedman played Rugby football for the Cadet College in 1923. 


FORTHCOMING MARRIAGES. 
BREAKEY—MAIN.—The engagement is announced between Flt 
Lt. J. Denis Breakey, D.F.C., only son of Mr. and Mrs. J. EH. Breakey, 
of Abbeydale Hall, Dore, Sheffield, and Meta McNiven Main (Bobbie), 
youngest daughter of the late Alexander McNiven and of Mrs. J. A. 


Main, of Langhurst, Chiddingfold, Surrey. C Li 

IRWIN—TEACHER—The marriage arranged between Fit. It L iM Ai TO 
H. Carmichael Irwin, A.F.C., R.A.F., and Miss Olivia Teacher, will 

take place at Holy Trinity Church, Fareham, on Sept. 23, at 2.30. |wy4| FF = E x< FEED 


JENNINGS—JACOB.—The engagement is announced between Flg 


Off. Godfrey Jennings, R.A.F, eldest son of Mr. and Mrs. F. S. 
Jennings, of Bedford Park, London, and Kathleen, only daughter of 
Mr. and Mrs. Harold Jacob, of Stamford Brook, Tondon. » 


THOMAS—PAYNE —The engagement is announced between Sq. Ldr. 
M. Thomas, D.F.C., A.F.C., R.A.F., second son of Mr. and Mrs. M. 


HIGH-PRESSURE LUBRICATION. a 


To grease your undercarriage, controls, rudder post, ailerons, etc., use— 


Quick, Simple,Clean, EFFicienF 
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Avro, 

Boulton & Paul, 
Curtiss, 

De Ilavilland, 
Fairey, 
Handley-Page, 
Hawker, 
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BRITISH ey a: 6 Supermarine, 
? Mr. ALAN COBHAM 
Contractors to the 10, Little Portland Street (Oxford Circus), LONDON, W.1. : Cairo-Capetown Flight 


MANUFACTURE. a Vickers, Etc., 
: used successfully by 
TECALEMIT, LTD., also by Commander 
: PULFORD in RA.F. 
AIR MINISTRY. 
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Registered at the G.P.O. 
as a Newspaper. 
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Able i?) Ties = 
“WHERE SUCH A LIGHT AFFLICTION CAN WIN SO ‘GREAT! A PRIZE” (A. &M.) 
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“THE UGLY DUCKLING” (Vide Hans Andersen) :—By winning the ‘‘ Daily Mail’s” £3,000 prize the Cygnet has 
developed into the Swan of the Light Aeroplane movement. Let us hope that this may not be the swan-song of the 
type. With the machine may be seen Mr. J. C. C. Taylor, of B.P. Spirit, inspecting the tank, and Mr. H. K. Jones, 


of the Hawker Co., giving an eye to the engine. 
: ; PA 


THE PIONEERS OF THE CORD TYRE INDUSTRY. 


SEE PAGE 391 FOR PALMER LANDING WHEEL8 AND TYRES (236) 


ORIGINAL NON-POISONOUS ~ 


Telephones: TITANINE-EMAILLITE, LTD., Telegrams : 


5 1 231 ; 2 : Tetrafree, Piccy, London 
oven yet Cons Empire House, 175, Piccadil!y, London, W.1. Godesialn Ge sthindnu: 


Works :—London and New York, and Bentleys. 
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HE AVRO “GOSPORF”™ daal 

control training aeroplane is -ex- 

pressly designed for military training 

purposes. It embodies all the 

principal flying characteristics of 
the high-powered scout, using an econo- 
mical power unit of only 100 h.p. This is 
made possible by the extreme lightness of 
the machine, while its exceptionally robust 
construction allows it to perform every 
aerobatic manceuvre known to the scout 
type. It can be flown equally well and 
landed with equal facility from either 
cockpit. 

A pupil properly instructed on this 
machine by the ‘‘Gosport”’ method of instruc- 
tion is able to pilot safely all types of 
aeroplanes, including war machines, without 
the necessity for instruction on an inter- 
mediate type of advanced training machine. 


a 


‘GOSPORT: 


“Plight’’ Bhotograph. 


The engine is the new Monosoupape, 
109 h.p., with “Y” metal pistons. The light 
weight of this engine and its low weight per 
horse power allow the design of a light 
and strong machine as in the case of the 
“GOSPORT” with the corresponding advan- 
tages to performance and manceuvrability. 
Another point is that its simplicity ensures 
ease of maintenance. 

The rotary or radial types of engine alone 
permit the close approximation of the centres 
of gravity and pressure, so essential for the 
ease of manceuvre required in an efficient 
training machine. 

The Avro ‘‘GOSPORT,”’ therefore, with 
this engine is strong yet light, low-powered 
yet with an exceptionally good performance, 
and possesses all those flying characteristics 
to which a pupil must become accustomed 
before he can safely fly any war machine. 


DETAILS FROM: 


A. V. ROE & CO., LTD., Avro Works, Newton Heath, Manchester. 


London Office: 166, PICCADILLY, W.1. 
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mercial undertaking for the manufacture of aircraft. The 


petition prove anything they seem to show that we produced 
better two-seater light aeroplanes and engines in 31924 than 
we produce to-day. Which is misleading. 

The first two machines in the Competition were Hawker 
Cygnets produced in 1924 by the Sopwith-Sigrist combina- 
tion which produced the famous Sopwith “ Tabloid ” in rgr3, 
and has been in the habit of producing at intervals ever since 
aeroplanes which in their own particular class have been 
the best in the World. The direct successor to the Tabloid 
was the machine on which Mr. Pixton won the Schneider 
Trophy in rgrq4. From that descended the Sopwith 
“Schneider ’’? seaplane, which was the best single-seater of 
the R.N.A.S. right through the War, and the Sopwith ‘ Pup,” 
which was the Army’s best single-seater till it was succeeded 
by the Sopwith “ Camel,” which in its turn was succeeded 
by the Sopwith “ Snipe ” which is still in service jin Iraq— 
to the shame of the Air Ministry. And closely related to it 
was the famous Sopwith one-and-a-half-strutter which practi- 
cally saved the Royal Flying Corps from the Fokker scourge 
in 1916-17. 

Various and sundry highly technical designers from time 
to time have had a hand in producing Sopwith and Hawker 
machines, but somehow the machines haye all had a family 
likeness to one another, and the Cygnet is quite unmistak- 
ably the descendant of the Tabloid. This continuity of the 
family characteristics is undoubtedly due to the fact that all 
the generations have been under the constructional control 
of Mr. Fred Sigrist, ever since the days when the only draw- 
ings for the Sopwith machines were done in chalk on the 
floor of a skating rink. One believes that the actual draw- 
ing office design for the Cygnet was done by Mr. Carter, to 
whom due credit should be given for his aerodynamic know- 
ledge. But the Sopwith-Sigrist family likeness remains, and 
various constructional modifications were made recently so 
that the load could be increased while still qualifying for a 
Certificate of Airworthiness. J 

The third machine, the Bristol Brownie, is also the product 
of a pioneer firm and a pioneer designer. The Bristol Com- 
pany was the first firm in the World to be formed as a com- 


SECOND TO NONE.—The 
Fit, Lt. Chick, is seen on the right. 


R.A.E, Cygnet being re-fuelled at Lympne. 
by her twin sister, the Sopwith-Sigrist Cygnet, she can claim to be second only to herself. 
With him is Mr. Peters, 


Brownie was designed in 1924 by Mr. Frank Barnwell more o1 
less as a sideline between the serious work of designing war 
machines and carrying on progressive experimental work. 
Yet on a formula designed by the brightest brains of the 
Aeronautical Community in the year 1926 it proved itself to 
be the third best light aeroplane in England. 

THE CHERUB ‘TRIUMPHANT. 

All the four machines which finished had Bristol Cherub 
Mark III engines. And, so far as one has been able to dis- 
cover, not one of them had any work done on it, other than 
changing sparking plugs, right through the Competition. 

The result is another triumph for the Bristol Aeroplane 
Co. Ltd. and Mr. Roy Fedden. If ever a firm and its de- 
siger deserved success they are that combination. 

Mr. Fedden first became known as the designer and the 
driver of the Straker-Squire racing cars which made a very 
fine name for themselves before the War 1914-18. During the 
War he started making radial aero-engines under the name of 
the Cosmos Engineering Company. These engines showed 
great promise, but in those days nobody knew very much 
about radials and they were not developed to the point of 
real airworthiness before the firm came to the end of its 
financial resources. 

With courage and foresight the Bristol Company took over 
the moribund Cosmos business, with the result that to-day 
they have in the Jupiter the World’s premier high-power 
radial engine and in the Cherub they have the most success- 
ful light engine for aeroplanes. 

THE Dorr PIONEER. 

Another pioneer who should come in for his share of credit 
is Mr. A. J. A. Wallace Barr of the Cellon Company, for the 
first three machines were all doped with Cellon. And, in- 
cidentally, they have not been re-doped since they were built 
more than two years ago. 

Mr. Barr is historically the person who first introduced 
Cellulose dope for aircraft fabric in this country. He started 
his business in the days before the War and imported his 
material from Germany. And in some ingenious way he 


Having been beaten by a small margin 
One of her two pilots, 
the Secretary of the R.A.E. Club, who flew as 
‘Passenger on several days ef the Competition. 
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continued to get it in the early days of the War until home- 
made supplies were available. 

Since the outbreak of Peace he has stoutly maintained 
Cellon’s place in the business sun. And to-day the firm is 
in a highly flourishing condition. 

REMARKABLE ATRCRAFY. 

Of those machines which put up good performances but 
failed to stay the course the D.H. Moth and the Avro Avian 
proved themselves to be truly remarkable aircraft. 

With its 6o-horse Armstrong-Siddeley Genet engine the 
Avian was carrying 130 lbs. more than its own weight in 
the form of useful load and was doing an average of about 
7o miles an hour over the ground in spite of the filthiest 
weather imaginable. 

The Moth also with a Genet was carrying almost its own 
weight in useful load and was only a few miles an hour 
slower. Although on paper figures they were beaten by the 
older machines, they proved themselves to be thoroughly 
practicable passenger-carrying aeroplanes which can be used 
for really long-distance touring. And when fitted with a 
different airscrew, to give speed regardless of petrol consump- 
tion, the Avian, with her full Competition load, was covering 
the 123-miles Grosvenor Cup course at something well over 
700 miles an hour. 

The Parnall Pixie III, another of the 1924 vintage, and still 
one of the prettiest of light aeroplanes, put up a really fine 
performance. One only hopes that Mr. George Parnall will 
set Mr. Harold Bolas to work to produce another light aero- 
plane according to his latest ideas. 

The Westland Woodpigeon never had a chance from the 
start of the Competition. But the way in which she flew with 
an airscrew which did not suit her, and the way she handled 
in the worst. of weather, show that Mr. Bruce has at the 
Westland Aircraft Works people who can also produce light 
aeroplanes which are able to hold their own against any 
u ympetition. 

THE SUFFERING HEROKS. 

For the pilots no praise can be too high. Not only had they 
io contend on certain days with some of the worst weather 
imaginable, but whatever might be the weather they had to 
fly keeping in mind all the time the need for economising 
their petrol. 

It is no joke at any time to fly a small machine carrying 
the limiting load allowed by its airworthiness certificate and 
to have to think whether one is using a few ounces more 
petrol than one might. But to have to do that and surmount 
or circumnavigate the Sussex’ Downs in the face of a gale 
and heavy rain straight off the Channel calls for skill and 
judgment and endurance in the highest degree. 


Ss oe 


Mr. Bulman, who piloted the winning machine through- 
out, is, in one’s own judgment, the finest demonstration 
pilot one has eyer seen. And he is the coolest and most im- 
perturbable of aviators. 

Flt. Lt. Chick and Flg. Off. Ragg, who piloted the R.A.E. 
Cygnet in turn, are both test pilots at Farnborough, and, 
because the test pilots are chosen for their skill, they are 
necessarily among the pick of the R.A.F. pilots. Flt. Lt. 
Chick is an experienced war pilot who won a Military Cross 
during the War and an A.F.C. since the War. Mr. Ragg is 
a post-war product, but has seen a considerable amount of 
active service in Iraq. ‘The combination of the old and new 
generation of pilots was interesting, and demonstrated that 
there was nothing to choose between them. 

Mr. Uwins is also a war-time pilot, and has been the Bristol 
Company’s chief test and demonstration and experimental 
pilot for a number of years. Whether he is flying the 
biggest or the smallest machine he shows just the same 
steadiness and reliability. 

Mr. Frank Courtney, the solitary ‘ also ran,’’ is too well- 
known for one to say anything about him, One need 
only say that whenever he was not in the air his views on 
the Competition and those who ran it were as concise and 
informative as are his opinions on the aeroplanes which he 
tests in such numbers. 

AS TO THE FUTURE. 

The ‘question now arises as to what is going to be the 
result of this Competition. For those who have eyes: to see, 
there is no doubt that there is going to be an enormous 
market. for light aeroplanes.. There is already a market of 
a sort for aeroplanes which cost £800 or so. And eyen at that 
price sales are only just beginning. 

One is not among those who believe that aeroplanes are 
ever going to be as popular as motor-cars. Heaven forbid 
that the air should ever be as thick with aireraft as our 
abominable roads are with motor-cars. But one does believe 
that aircraft in what is commonly called the “ light aero- 
plane ”’ class will be sold in thousands and not in half- 
dozens. 

If anybody could put on the market a machine with the 
capacity and performance of the Moth or the Avian at about 
£500 one believes that between fifty and a hundred would be 
sold in the first year, probably three or four hundred in the 
second year and something like a thousand the third year. 
And after that the maker, if he were wise, would cut his 
price to £350 and make a big fortune. 

I{NGINE PRICES AND PERFORMANCES. 

But, the price of the aeroplane depends on the price of 

the engine. And with engines at anything between £250 and 
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“TO WHOM THE VICTORY.’’—Mr. Roy Fedden, the centre of the picture here and at Lympne, is the 
designer-constructor of the Bristol Cherub engines which carried all the four machines which finished the 1,994- 


mile course right through without trouble of any kind. 


On the right is Mrs. Fedden, pleased. with her husband’s 


triumph. On the left is Mr. UWins, the veteran Bristol pilot. In the background may be seen, with :soft; hat 
and dark suit, Mr. Morris, the well-known representative of Palmers, who mever misses a flying meeting, Mr. 
Jones of the Hawker Co., in overcoat,—and one ‘ G. D.’’. in cap and ‘‘ minus fourteens.”’ 
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4O other engine can ‘be depended upon to such an extent 
5, as the Napier. i ye . 
Eight years’ continuous development and improvement 
has brought it to a stage of efficiency unapproached by 
any other aero engine of any type. 


For all putposes—defence, commercial and racing—the Napier has 
proved over and over again its remarkable reliability. 


Napier successes ate consistent. It is not 2 case of one engine— 
specially selected—achieving a remarkable performance, but a number 
of standard engines, taken from stock. 


In the last seven months the Royal Air Force have carried out two 
service exercises—Cairo to Cape Town and back to England, and 
Plymouth to Alexandria and back—for which they selected Napier 
engines, and covered in all 83,600 engine flying miles. 


Major Franco flew from Spain to Buenos Aires in a Napiet-engined 
Dornier Wal flying boat, covering 12,518 engine flying miles. 
Again, the First Prize in a competition to discover the best German 
commercial seaplane, was won by the only Napier-engined machine 
competing, the Heinkel-Napier. 


For high efficiency and absolute 


reliability follow the lead of the 
Royal Air Force and select the 
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The Finest Aero Engine in the World 
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The Cherub ‘“ Custom.” 


After the close of the Competition at Lympne a 
congratulatory enthusiast enquired :—‘‘After the 
1924 competitions you stated in your advertise- 
ments: ‘The “‘ Bristol’ Cherub sweeps the board.’ 
In 1925 it was altered to ‘The “‘ Bristol’ Cherub 
again sweeps the board.’ How is the phrase to 
be turned this year?’’ On receiving a reply that 

we did not contemplate using the expression at’ 
all, the remark was:—‘No doubt you're right 

After all, one advertises a novelty, not a custom.” 


JOME FURTHER SUCCESSES IN 1926 


WITH THE 


66 
: Lobe 


CHERUB ENGINE. 


\perr 

4] 

Pa 

At Lympne. et 

Of the subsidiary events held in connection with the main com- ear 

petition at Lympne the other Cherub successes included first, Coes 
second and third in the Lympne Open Handicap, second and y 

- third in the Grosvenor Cup Race, first and third in the Stewards’ fd) 

Consolation Race, and second in the race for the prize offered mii! 

by the S.M.M.T. In this last race the Cherubs were the only wt 
engines taking part which had already flown for 2,000 miles # 

during the Competition. at 


In America. 


At the National Air Races in Philadelphia the Heath Tomboy aid 

Monoplane, fitted with a “Bristol” Cherub engine, won the cnt 

trophy for light aircraft offered by the ‘‘ Dayton Daily News.”’ fad 

This follows upon last year’s successes at New York, when the ae 

Powell Cherub Racer won every event for light aircraft. Hey 

heal 

In Germany. i 


At the recent meeting at Mannheim, a Messerschmitt Monoplane 
fitted with a ‘Bristol’? Cherub engine and piloted by Herr 
Eberhard von Conti, won the performance competition with 
results 25 per cent. better than those of the second competitor. 
More recently this machine is stated to have attained to an 
altitude of 5,000 metres in 60 minutes; a descent was made at this 
point as the limits of the recording barograph had been reached. 


: : FILTON, BRISTOL. 
rodrome. Telephone: 3906 Bristol. 
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THE HUMAN ELEMENT.—Mr. P. W. S. Bulman, the 

pilot of the Sopwith-Sigrist Cygnet which won ‘‘ The 

Daily Mail ’’ £3,000 Prize. He flew the machine through- 

out the Competition and never showed a sign of making 
a mistake. 


#400 apiece there is no hope of getting a cheap aeroplane. 
And so the first thing to do is for someone to concentrate 
on producing a cheap engine. 

The Cherub has proved itself to be about the most reliable 
thing in the way of internal combustion motors yet pro- 
duced. But two cylinders are not enough, no matter how 
much power they give. 

One would like to see Mr. Fedden’s genius, and his un- 
approachable experience, turned onto the problem of  pro- 
ducing a really cheap five-cylinder engine giving between 80 
and 100 horse power. ‘There is no necessity to tie the weight 
down to 170 lbs. It might well weigh between 250 and 300 
Ibs. and still fulfil its purpose, as the excellent Cirrus en- 
gine has proved. But it should certainly not cost more than 
£150. 

The Genet has proved itself to be an excellent engine giv- 
ing plenty of power for low weight. It is beautifully made 
and has a very pleasant note. At present the price is neces- 
sarily high and that alone makes it impossible for any aero- 
plane which is going to be sold to the ordinary private 
owner. And owing to the fact that it is so beautifully made 
one doubts whether it could ever be got down to the £150 
class even if produced in quantities. 

At its present price it might be sold to the Air Ministry 
for small training machines. But if it could ever be got 
down low enough in price it would be a great help to the 
development of light aeroplanes. 

In all trades there is a kind of slogan indicating the aim 
of designers or producers... People wanted the sixty-mile-an- 
hour car, and they are getting 80 m.p.hr. People tried to 
do ten seconds for the hundred yards on their flat feet, and 
the record is down to a fraction over nine. In one’s youth 
people wanted a £10 bicycle, and now a good one can be 
got for £7 Ios. or so. ‘Fifteen years ago people wanted a 
#250 car, and now one gets a fully-equipped vehicle for some- 
thing between £100 and £150. And thus the apparently un- 
attainable is attained. 

One suggests that the aim of the Motor Industry—or that 
part of it which has the intelligence to be interested in air- 
craft—should be to produce an aero-engine giving 100 h.p. 
weighing. too lbs., and costing £100. It sounds impossible 
at the moment, but it can be done.. And it will be done some 
day. ; 

In the meantime if we can have an engine giving Ioo h.p., 
weighing 200 Ibs. and costing £150, we shall be a good way 
towards getting a really saleable light aeroplane. 

MORE COMPETITION WANTED. 

As to the aeroplanes themselves, the De Havilland Com- 

pany are the only firm who at the moment are taking the 
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light aeroplane business seriously. One hopes to see com- 
petition arise in this line of business. Competition is al- 
ways good for trade and, so far from wishing to see any- 
body else cut into the De Havilland Company’s business, one 
wants to see other firms come along and increase the total 
field of business, so that the De Havilland output will be in- 
creased. 
NOBLESSE OBLIGE. 

On the results of The Daily Mail Competition it is obvious 
that the people who ought to come into the business seri- 
ously are the Sopwith-Sigrist combination, and the Avro 
Company. 

The Baby Avro, built immediately after the War, was 
really the first of all light aeroplanes, and the Avian shows 
that the firm can build a very much better light aeroplane 
to-day. The success of the Cygnet proves also that the 
Hawker Company can produce what is wanted. 

Having been responsible for winning £4,500 of The Daily 
Mail’s good money, with the two Cygnets—and having there- 
by acquired advertisement for the Cygnet which must be 
worth at least as much money taking the World over—Messtrs. 
Sopwith and Sigrist cannot in common decency retire to the 
commercial manufacture of Horsleys and Hornbills and things 
of that sort. They have done’so much pioneering in the past, 
and they have done so much in one unconventional way or 
another to push on the progress of British aircraft, that they 
really must sacrifice their own desires to lead a_ peaceful 
commercial life and must come out and do some more spade- 
work for this new phase of flying. 

A PERSONAL SUGGESTION. 

Naturally a firm like the Hawker Engineering Co. Ltd., 
cannot be bothered building light aeroplanes in a produc- 
tion factory which is busy on war machines. But one would 
suggest to the good sportsmen at the head of the firm that 
they should start building half-a-dozen or a dozen light aero- 
planes in a shed at Brooklands. 

Let them go back and try and recapture something of the old 
srooklands spirit. Let them rig up a drawing office in a 
corner of the shed and let them turn on a couple of bright 
young men with original, but not too original, ideas, to pro- 
duce something like a Cygnet with a heavier undercarriage 
and a more powerful engine. 

Let them turn over half-a-dozen really good workmen to do 
the building. Let them capitalise this little sideline quite 
separately from the Hawker Company. And let them take 
a sporting gamble on the future of light aeroplanes. 

That is the only way to produce light aeroplanes cheaply. 
They cannot stand big overhead expenses for drawing offices 
and factory rents and heavy charges on machinery and so 
forth. They have got to go back to the old shed-on-an-aero- 
drome method of construction. That is to say, they have got 
to go right back to bed-rock again and start from the be- 
ginning 

In fact light aeroplanes have got to do what most of us 


OLD RELIABILITY.—Mr. C. F. Uwins, who flew so 
pluckily into third place, indicates his satisfaction with 
the good old Bristol-Brownie-Cherub combination. 


<r 
4 


Bia 
| | iy 
1 


380 The Aeroplane 


SEPTEMBER 22, 1926 


would like to do if somebody would perform the miracle 
for us. That is to say, they have got to start from baby- 
hood, with all the worldly experience of a grown-up man 
already at their disposal. Probably if most of us had that 
opportunity we should make much the same kind of fools 
of ourselves that we have done in the course of our past 
lives, but we should do it quicker and we should probably 
get more fun out of it. 

In much the same way the people who start to make light 
aeroplanes on those lines will also make mistakes. But they 
will make the mistakes more quickly and they will make 
faster progress. And anyhow it would be very much better 
than leaving light aeroplanes to develop as a somewhat 
neglected sideline to a war machine factory. 


The Daily Mail Competition has undoubtedly stirred up a 
vast amount of interest in the type of aeroplane which can 
be run by a private owner or by efficiently-conducted flying 
clubs. Every youngster to-day wants to fly just as every 
youngster used to want to drive a motor-car, and before that 
used to want to drive a locomotive. 

The psychological momentum exists. What remains now 
is for somebody to take advantage of that momentum at the 
present moment of time. Whoever does it, and gives the 
Public what the Public wants, will make a fortune within the 
next ten years. And when he does he will have to thank 
The Daily Mail, at any rate to a considerable extent, for hay- 
ing made his opportunity for him.—c. G. G. 


COMPETITION ARGUMENTS AT LYMPNE. 


The arguments at Lympne during the actual competition 
were even worse than those caused by the Eliminating Trials. 
One of the most virulent raged again round the Westland 
Woodpigeon. This machine, piloted by Flt. Lt. Park, had 
a forced landing out in the country, owing to a rocker-arm 
seizing on the Scorpion engine on the Dover—Manston course 
on Tuesday. 

Assistance from Lympne managed to free the seized-up bear- 
ing, which, of course, was quite a simple job, and the pilot 
and passenger flew back to the aerodrome. There they were 
held up from starting on the last lap for a quarter of an hour 
while the Stewards argued whether unseizing a rocker was 
a major or a minor repair. Therefore the machine went off 
on the last lap a quarter of an hour later than it need have 
done. 

The result was that it was dark before the machine was in 
sight of the aerodrome on its homeward journey. One of the 
Aero Club officials, in the interests of the safety of the pilot 
and passenger, proposed to send up rockets to show the direc- 
tion of the aerodrome, which would only have been right 
and proper. 3ut. the Civil Air Traffic officials. of the Air 
Ministry refused to supply rockets for the purpose, arguing 
that these rockets were only intended for the use of regular 
air line machines and not for private aircraft like those in 
the Competition. They even refused to sell the rockets at 
the Air Ministry’s own price. 

The result of it all was that, what with the quarter of an 
hour’s delay on the part of the Stewards and the difficulty of 
finding the aerodrome in the dark, Flt. Lt. Park flew over 
the line just 48 seconds too late, and so the Seven Club were 
put out of the Competition after all their gallant sporting 
efforts. 

There is no doubt that the ruling of the Stewards in this 
matter was utterly wrong. The machine was held up by 
them and not through any fault of its own, and the quarter 
of an hour’s argument ought to have been “ taken out of the 
time ’’ just as the time occupied bv incidents on the football 
feld is taken out of the time. 

The anxiety of the sportsmen who were running the machine 
and of the entirely sympathetic spectators, mostly concerned 
with other competitors, was described on a newspaper poster 
next morning as ‘‘ Air Thrills at Lympne.”’ The poster might 
more correctly have read “‘ Air Frills at Lympne,” in view of 
the way in which the Air Ministry officials put on frills in 
the most lordly official manner in the matter of the rockets, 
and in view of the haughty dismissal by the Aero Club officials 
of the plea that their argumentativeness should be taken out 
of the time. 


CouRT-MARTIAL OR APOLOGY? 


Unfortunately the sequel to this affair was still more un- 
pleasant. Some person or persons unknown either started a 
rumour or definitely lodged a complaint with the Stewards 
that the trouble with the Scorpion was not a seized rocker- 
arm, but a broken rocker-arm, and that the said rocker-arm 
was actually replaced by a new one before the machine was 
flown back to the Aerodrome after its forced landing on the 
Tuesday. Which amounts to a charge of fraud against Fit. 
Lt. W. H. Park, M.C.,_D.F.C., Fit. [to As Popeater sry 
Fit. Lt. A. L. A. Perry-Keene, and Flg. Off. G. H. F. Boyes, 
who were in charge of the machine, not to mention Sq. Ldr. 
A. G. Weir, another member of the Seven Club who was on 
the spot, and Sq. Ldr. the Lord Edward Grosyenor, the Presi- 
dent of the Club. 

Apparently as the result of this story the Stewards sent 
word to the Seven Club that they wanted to inspect the 
engine, on Wednesday. The engine was left untouched until 
after midday on Wednesday, and, as the Stewards did not 
go to inspect it, and as the A.B.C. people, the makers of the 
Scorpion, wanted to tune the engine up for the Grosvenor Cup 
Race on the Saturday, one of the officials of the A.B.C. Com- 
pany proceeded to take the cylinders off the engine to have 
a look at its inside. 

For doing this before the engine had been inspected by the 
Stewards the machine was disqualified from taking part in 
all further competitions at the Lympne Meeting. 

Now this is a matter that has got to be fought to a finish. 
For the honour of the Royal Air Force and for the cleanness 
of the Sport of Flying, the affair cannot be allowed to rest 
where it is. 

The Woodpigeon had already been disqualified from The 
Daily Mail Competition, and unjustly disqualified, for being 
48 seconds late, as told hereinbefore. When once it was dis- 
qualified it was out of the Competition and the Stewards had 
no more concern in it so far as that Competition was con- 
cerned, unless the Seven Club wished to enter it for the 
S.M.M. and T. race for competitors who had covered half 
the Competition distance, in which race the machines were 
supposed to, fly in precisely the condition in which they 
finished their flying in the Competition—though as a matter 
of fact there is nothing in the Rules to say so. 

So far as the Rules are concerned there is nothing to show 
that the machines even had to carry their full Competition 
weights. The rule merely says ‘‘ This race will be open to, 
aeroplanes taking part in the Light Aeroplane Competition 
which have accomplished at least 50 per cent. of the course 
in the Competition.’?. According to that a machine which 


A LOOK-OVER.—Mechanics of the 
Parnall team examining Mr. Courtney’s 
Parnall Pixie, and its Cherub engine, 
which made such a gallant bid for third 
place, and was the only unplaced 
machine to finish. The photograph 
shows clearly the simple undercarriage 
of the Pixie, which a designer has 
described as ‘‘ the supreme piece of 
sauce in the Aircraft Industry.’’ The 
idea of using two straight pieces of steel 
tube, without any staying whatever, and 
fixing them to an unstayed and un- 
sprung cross-axle was bad enough in the 
eyes of the scientists. But to go and 
turn the tubes into sprung telescopes 
appeared to be outside the pale of 
decency. Nevertheless it works per- 
fectly, and the originality of Mr. Bolas 
is justified. 
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Avoid overcrowded roads & re capture 
the joy of travel 


by owWnINE a 


MOTH 


TWO-SEATER LIGHT 
AEROPLANE 


“ 


Using a light aeroplane costs little more than, 
running a fair sized car-a de Havilland "Moth 
for instance, with its air-cooled Girrus engine- 
can do about twenty miles tothe gallon of 
ordinary petrol and a small quantity of 
f ordinary oil. And it can do these twenty miles 
at about 80 miles anhour so that for week.~ 


EeRKS ending and touring, ag the Master of Sempill 
DY TO FLY has shown, the" Moth’can beat the car”... 


AWAY Special correspondent to the Morning Post ina 
Series of articles on “LYING FOR ALL 
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"Plight Photo. 
THE “HORSLEY.” 


The Hawker Horsley was selected, after exhaustive tests, as 
the R.A.F. Standard Day Bomber, once again demonstrating 


the efficiency of Hawker design and _ construction. 


THE H. G. 
HAWKER ENGINEERING CO, LTD. 


KINGSTON. SBACL BROOKLANDS. 
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LIGHT °*PLANE 
COMPETITIONS, 1926. 


FIRST - “Hawker Cygnet.” ‘‘ Cherub ” Engine. 


Eilot—- PF lts-Lt Ps Wass GULMAN, M.Ci, AlLF.C: 


SECOND “Hawker Cygnet.” “Cherub” Engine 


Puts Uitte). GieC Hick oC nA. hCG: 
PleeOim. oR Io RAGG. 


Aeroplane” photograph taken 


ith Kodak Illa 
(BRISTOL CHERUB). 


THE HAWKER CYGNET 


Another Wonderful Achievement for Hawker 

Design and Construction. Two Machines 

Entered, Gaining First and Second Places in 
the Reliability Competition. 


100 per cent. EFFICIENCY. 


Inde dak (6, 
HAWKER ENGINEERING Co., LTD. 


KINGSTON. BROOKLANDS. 
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LYMPNE 


LIGHT AEROPLANE RACES 


September 18th, 1926. 


) 


- SIDDELEY 


65-75 h.p. GENET ° Aircooled Engine 
sweeps the board. 


S.M.M.T. HANDICAP 


Anything up to 175 lbs. 


ST RD Fastest 
Time 


Mr. Hinkler Capt. Broad Ca Broad 


(Avro Avion). (D.H. Moth-Genet). (GB) et ae Genet). 
Speed: 90.2 m.p.h. 


GROSVENOR 
CHALLENGE CUP HANDICAP 


Engines up to 275 lbs. 
co) 


1° 4™ 5” TH 
9 8 9 


The winner was a B'ackburn Bluebird, piloted by 
Squadron Leader W. H. Longton. 


Speed: 84.95 m p.h. 


and Fastest Time 


Major L. P. Openshaw (Westland Widgeon) 


OUT OF 21 ENTRIES. 


ARMSTRONG SIDDELEY MOTORS LIMITED. 
(Allied with Sir W. G. Armstrong-Whitworth & Co., Ltd ) 
Works and Aerodrome : COVENTRY. 

London : 10, Old Bond Street, W.1. 
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had finished fifty per cent. of the course and then crashed 
might have been rebuilt and still be eligible for the S.M.M. 
and T. Race. 

However, that did not enter into the question. The Seven 
Club were merely going to tune the engine up for the Gros- 
venor Cup Race and fit its own airscrew, which they had been 
prevented from using by what appears to one personally to be 
a singularly stupid ruling by the Stewards. 

Be that as it may, when these officials were informed that 
the cylinders had been taken off the Scorpion, they disquali- 
fied the machine from all further competition at the Meeting. 

The only possible inference to be drawn from the desire 
of the Stewards to inspect the engine was that they suspected 
that certain members of the Seven Club had changed the 
rocker-arm instead of merely freeing it from its seized-up 
condition. Before disqualifying the machine they ought to 
have proved their suspicions. If those suspicions were proven 
then it would have been the duty of the Air Ministry to have 
court-martialled the officers concerned and to have cashiered 
them for conduct unbecoming officers and gentlemen. 

Changing a part of an engine and pretending that it was 
not changed is perfectly plain fraud. In various sports per- 
sons found guilty of similar action have been prosecuted for 
endeavouring to obtain money or goods (in the form of prizes) 
under false pretences. 

As the affair stands at present, the Seven Club are under 
suspicion of having perpetrated just such a fraud. And, as 
officers of the Royal Air Force, they cannot rest under that 
suspicion. They have got to clear their good name and they 
have got to clear it in public at the expense of the Royal 
Aero Club. 

After the disqualification was announced a member of the 
staff of TH ARROPLANE asked two of the Stewards for an 
official reason for the disqualification. The Stewards defi- 
nitely declined to give any reason. Such a refusal was quite 
justifiable, on the grounds that official announcements could 
not be made to one newspaper. But no public announcement 
has since been made, and a public explanation is necessary 
to the honour of the Royal Air Force. 

WHAT IS A MAJOR REPAIR ? 

Another cause of argument arose over the amount of work 
which was done on Mr. Broad’s Genet engine. On Monday 
night, when the oil filter was being examined, a broken 
circlip—which is a kind of spring ring which holds a gudgeon 
pin in position—was found in the oil filter. So the cylinders 
were taken off one by one until the gudgeon pin was found 
from which the circlip was missing. ; 

Now taking an engine to pieces to see whether it is all 
right inside is an examination, it is not a major repair. But 
it would be fair to argue that if, in the course of that ex- 
amination, something vital to the running of the engine has 
to be replaced, then the whole operation is a major repair. 

In this particular instance, if the bits of the circlip had not 
found their way into the oil filter, there would have been no 
indication that there was anything wrong and the engine 
would have been run next day until the gudgeon worked 
loose, scored the walls of the cylinder, and seized up—and 
probably wrecked the engine. Or, as one competitor put it, 
nothing would have been known about it until a connecting- 
rod came out for a breath of air. 

On Wednesday, the Moth was down again with a sheared 
magneto drive. Then, of course, arguments started all the 
way round as to whether, if the driving gear of the magneto 
had gone wrong, the replacement of a gear wheel could be 
regarded as a minor repair. The rules permit the changing 
of magnetos. But a gear wheel would be an integral part of 
the engine and not of the magneto. 

However, it turned out that what had happened was that 
the magneto shaft itself, which is made of an aluminium 
alloy to save an ounce or two in weight, had fractured. So 
that brought the repair within the regulations. A new 
magneto was fitted where the machine had come down, and 
Mr. Broad flew home only to be put out next day because 
some of his ballast had been stolen while on the ground. 

WHOLE OR PART? 

Yet another argument arose over Mr. Courtney’s machine, 
the Pixie III. One of the four lugs which hold, the engine 
to the tubular engine-bearers showed signs of cracking. It 
is just an ordinary steel lug pinned and sweated to the end 
of a tube. 

The Stewards ruled that if a new lug were fitted it would 
be a major repair and would put the machine ont of the 
Competition. But they decreed that, instead of removing the 
old lug and fitting a new one, a part of the old lug might 
be removed and that a minor repair might be effected by 
pinning and soldering another lug on top of the remains of 
the old one—so long as it did not go all the way round the 
tube and thus constitute an entirely new Iug. 

For sheer ingeniousness in humbugging one’s own con- 
science, this decision will take a lot of beating. 

ALUMINIUM WARE. 

Then there was the matter of the petrol tank in the Avro 

Avian, which is made of aluminium. This sprung a leak and 
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THE DOPE FIENDS.—Mr. D. T. Hutchinson of 
Titanine Dope (left) and Mr. A. J. A. Wallace Barr of 

Cellon Dope (right) as friendly rivals at Lympne. 
the Stewards allowed the Avro people to take out the tank 
and send it into Hythe on Monday to be rewelded, as related 
last week. Although removing a tank and welding the seams 
strike one as being in the nature of a major repair, the 

Stewards could not very well refuse to allow the Avro people 

to have it done because, unfortunately, on the Saturday be- 

fore the Competition began they had allowed the Supermarine 
people to re-solder a leaking joint in the tank of ‘the Sparrow. 

It seems that it is impossible to draw a hard and fast line 
between soldering and welding, although a soldering-iron and 
blow-lamp may well be part of the equipment of a private 
owner’s workshop, whereas an acetylene welding plant would 
scarcely exist outside of a garage or an engineer’s shop. 

Another nice point arose out of this affair. Mr. Hinkler 
finished his last lap on Monday at 7.40 p.m. The Avian’s 
tank, which was still leaking, and was only made petrol- 
tight by packing the leaking joint with soap, was taken out, 
sent into Hythe to be done, and was back on the aerodrome 
by 8.30 next morning (Tuesday). Now, according to the 
rules, work was allowed on the competing machines at any 
time between 7 a.m. and 9 p.m.—that is to say, an hour be- 
fore flying started until an hour after flying finished. If a part 
of the mechanism was taken out of the machine and sent 
away to have a job done on it, might that job be done away 
from the aerodrome after 9 p.m. or before 7 a.m. ? 

If Mr. Hinkler only got his*machine into the shed just be- 
fore 8.0 p.m. on Monday night, it must have taken pretty 
well up to 9.0 p.m. to get the tank out of the machine, so 
presumably the second repair job was done after 9.0 p.m. 
Therefore the question arises as to whether the Avian ought 
to have been disqualified because work was done on its tank 
outside the official hours,—the whole idea in this 7.0 a.m. 
and 9.0 p.m. rule being to prevent firms from re-building 
their machines and engines during the night. 

In passing, one may relate that when the soap-stopped tank 
was being taken out, someone said that he supposed that Mr. 
Hinkler was running on 80 per cent. Sunlight and 20 per cent. 
Vinolia,—a reference to the 80 per cent. Shell spirit and 20 
per cent. Benzol used inside the tanks of the majority of 
machines. But one would like to know how the A.I.D. 
officials allowed the machine to fly with a leaking tank? 

THE SPINNER TROUBLE. 

Then there was an argument on Wednesday about the 
Avian’s ‘“ spinner.’’ Earlier in the week, the rim of the 
spinner had cracked and the Stewards had allowed the firm 
to replace the spinner as it was considered to be part of the 
airscrew—which might be changed, according to rule. On his 
second lap of the Brighton course on Wednesday, Mr. Hinkler 
came in without the spinner, which had fallen off about ten 
miles from home. 

At first the Stewards wanted to disallow that lap because 
the machine did not finish in the condition in which it was 
presented on the previous Friday. After a lot of argument 
they agreed to allow the lap, but said that he must fit an- 
other spinner. They would not allow him to go on through 
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the Competition without a spinner, although the speed of the 
machine would have been slightly handicapped by not having 
a spinner 

Unfortunately, only two spinners had been brought down 
for the Avian, one on the machine, which had already cracked, 
and the spare one, which had just been lost. So Mr. 
Hinkler set to work with the help of some frightfully enthusi- 
astic young aircraftsmen of the R.A.F., one of whom was as 
clever a sheet metal worker as one has seen, and faked up 
the original cracked spinner to go onto the machine. 

Unfortunately all thisenergy was wasted because the machine 
came down with magneto trouble later in the day and was 
put out of the Competition. It was distinctly hard luck, be- 
cause, although Mr. Bulinan’s Cygnet was beating the Avian 
on petrol consumption, the machine was putting up a very 
fine performance indeed. 

THE CARBURATION TROULELE. 

Incidentally, the petrol consumption trouble, which was 
mentioned last week, turned out not to be grit in the car- 
burettor after all, although the grit was undoubtedly there. 
Apparently what was happening was that owing to the 
position of the air intake pipe of the corburettor, water from 
the outside air was condensing in it, dripping down and some- 
how getting into the carburettor itself and upsetting the 
mixture. 

The only way of getting rid of the condensed water was 
by juggling with the throttle and the altitude control. The 
other Genet machines in the Competition gave no trouble in 
this respect, because they had heater-muffs on the cylinders 
so that they sucked in hot air instead of cold. 

SPORTSMEN 

The Avro people, as usual, were thoroughly sportsmanlike 
in all their troubles, and the Avian certainly is a very fine 
machine. Now that they have found out the various causes 
of trouble, which could not be discovered sooner because 
there-was no time between the delivery of the engine and the 
Competition in which to do all the test flying which is neces- 
sary to make such discoveries, it might be a good thing, 
after the Competition is over, to put the Avian through a 
distance and duration test. 

The Aero Club issues Performance Certificates even when 
no actual records are broken, and one imagines that if the 
Avian were loaded up with extra petrol tanks, instead of 
carrying a passenger and all the ballast for the Competition, 
she might put up a very remarkable duration record. 

Mr. Hinkler is fond of these long solitary flights, as wit- 
ness his London—Turin flight of 700 miles and his Sydney— 
3undaberg flight of 800 miles on the original Babv Avro with 
the little Green engine. So a few thousand miles non-stop 
would be rather in his line of business. 


THE MISSEL-THRUSH. 
An interesting event on Wednesday, when one happened to 


be at Lympne, was the return of the Missel-Thrush from Wey- 
bridge, where her damage had been repaired in about four 
days. ‘he front of the machine, from the engine bearers to 
the cockpit, which had been badly buckled when ‘she stood 
on her head on the Thursday, was rebuilt, the starboard 
front lower spar, a box structure which was badly crushed, 
had a completely new piece spliced into it, and the crashed 
undercarriage had been rebuilt. 

Mr. Bewsher, the A.N.E.C. designer, really does deserve 
to be congratulated on the machine. She is quite the cleanest 
job in aircraft construction that one has seen, outside the 
American racing machines and the Fairey Fox and Firefly. 

With the little three-cylinder Burney and Blackburne 
Thrush engine she has quite a good turn of speed. And with 
a bigger engine she ought to be just about as fast as a 
fighting machine. The wing-folding arrangements are in- 
genious and yet utterly simple. 

One only hopes that Mr. Bewsher will be given further 
opportunities of proving his ability, both as a designer and 
as a constructor. Like sundry other young men whom one 
knows, some of them hidden away in subordinate positions 
in the design departments of big firms, he has imagination, 
and also he has ideas which, if developed, may do quite a 
great deal to help that progress in British aircraft design 
which we seem to need so badly at present. 

THE STEWARDS. 

Apropos the unfortunate Stewards, one wishes once more to 
emphasise the fact that they are all doing their best accord- 
ing to their lights. One at least of them said that he would 
willingly pay some hundreds of pounds to be quit of his job. 
A job like this is a thankless task at any time and it is very 
much more so to an official who is keenly interested in his 
subject but is tied down by rules which have to be interpreted 
in the light of his own knowledge, or lack of it. 

One has discovered that last week one did a grave injustice 
to one of the Stewards, to wit, Major H. R. Mayo. One said 
then that he had not been doing much flying of late—which 
remark cone made by way of .explaining to one’s own satis- 
faction the apparent lack of sympathy with the competitors 
from the pilot’s point of view. One has been informed 
definitely that Major Mayo is an officer of the R.A.F. Reserve, 
and has done all his regular flying training as such. He had 
in fact been flying only a day or two before the beginning 
of the Lympne Meeting. 

So all one can say is that one wishes that he had not so 
much of the, scientist in his constitution, for then he might 
not be so much inclined to look at things as unalterable 
formule, and might be a littie more flexible in his interpre- 
tation of the rules ; 

Some budding epigrammatist said of the Stewards that two 
of them knew too little and one of them knew too much. 
Which is unkind but not untrue. Anyhow, they were im- 
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LYMPNE NOTES. 
By Atl Hanns. 


Tuesday. Sept. 14. 

After a somewhat clouded morning the day became quite pleasant 
with fair visibility and a moderate breeze. The course being 
Lympne—Dover—-Manston—-North Foreland—Herne Bay—I.ympne {66 
miles per lap, to be flown six times) competitors appeared at the 
aerodrome with greater frequency than heretofore. With the short 
lap it was possible to go round twice without refuelling, consequentiv 
every other one of the prescribed landings at Iympne was a mere 
touching of the ground and a stop and an immediate take-off. 

Before starting on the day’s work, the Genet of the Moth was dis- 
mantled to discover the origin of a ‘‘circlip” found in the oil when 
the tank was drained, and to find out how much damage it had done 


in coming out. Fortunately, little or no damage was done and the 
Stewards permitted a new one to be fitted to the gudgeon-pin from 
which it had disappeared. Certain competitors were distinctly wroth 
with the Stewards’ decision in this case, for however minor the part, 
a good deal of work is involved in the replacement, and so high has 
feeling run over this matter of permitted repairs that it was alleged 
that the de Havilland staff had in fact surreptitiously replaced other 
components than the Stewards had nermitted. 

A definite denial by the de Havilland staff however fairly com- 
pletely answered that suggestion. 

The Avian later provided occasion for more discontent, for it landed 
vot only with the tank still leaking, but with a loose airscrew boss 


“THE DAILY MAIL’’: COMPETITION. 
oe AVERAGE SPEEDS. 


NG Machi Sunday | Monday Tuesday | Wednesday Thursday Friday Overall average 
fed Machine. (312 miles) | (366 miles) | (396 miles) | (312 miles: | (396 miles) | (204 miles) (1994 miles) 
m.p.h. Viejo else | wteelaio) Jol: m.p.h. m.p.h, m. a he m.p.h. 
2 Moth 66.34 75.05 | 77.56 (30,79*) = (55.84*/or 1386 miles) 
(Genet) 
3 Brownie 54.60 67.36 61.69 55.80 59.63 62.33 59.71 
(Cherub ITI) 
4 Cygnet (R.A.E.) 53.30 | 57,92 58.96 48.05 56.59 56.15 55.68 
| (Cherub ITI) 
6 Cygnet 61.93 66.68 67.98 56.33 67.69 38.36 64.98 
(Cherub IIT) 
9 Avian 68.76 | 78.60 78.63 — = — T2574 
(Genet) | 
10 Avis 51.25 | = | ae on — — — 
(Thrush) 
14 | Pixie III 50.44 | 58.79 62.05 53.86 64.0 63.46 58.94 
(Cherub III) | | 
16 Wood Pigeon 53.43 57 12; (40.45%) = — — (48.73*) 
(Scorpion) | 


Oe 


* Note.—Speeds in brackets are low as the result of delay in the course of one or more circuits, and are no measure 


of the real mean flying speed attained. 
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Baly. Wail’ Light 


Aeroplane Competition 


Flite os Chicky MCS ACEC, 
Fit.-Lt. P. W. S, Bulman, M.C., A.F.C. & He =Offe Ral, Ragg. 
nN R.A.E. Hawker “‘ Cygnet,”” Bristol 
S Hawker “‘ Cygnet,” Bristol ‘ Cherub I11.” “Cherub III.” 
Mr. C. F. Uwins. Bristol “ Brownie,” Bristol “‘ Cherub III. 
3 rd —all used CASTROL! 


Sr GoVENOR CUP 
RACE 


ST. Squad.-Ldr. W. H. Longton, DE Cy ACE.G; ND Mr. F. T. Court ey. 
Blackburn * B'ue Bird.”’ _ Armstrong- Siddeley Parnall “ Pixie Ill," Bristol 
“Gent.” ‘Cherub III 


Am Flight-Lt. J. S. Chick, M.C., A.F.C. 
R.A.E, “ Hurricane,’’ Bristol “ Cherub,’’ 


LYMPNE HANDICAP 


ST Flying Officer R. L. Ragg. ND Mr. T. Courtney, ; 
Sirocco Monoplane, Bristol “ Cherub III.” Paraall Pee ie Brist | 
Se VieViol HANDICAP 
ST Mr. H. Jar. Hinkler. ND Mr, C. F. Uwins 
| Avro * * Avian,” Armstrong- Siddeley 2 Bristol *‘* Brownie,” _, Bristol 
* Genet.’ “Cherub III. 


All used— 
WAKEFIELD 


MOTOR O/L 
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C. C. WAKEFIELD & CO., LTD., Wakefield House, Cheapside, London, E.C.2. 
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Westland Weasel 2-seater Fighter. 
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Westland Widgeon. 
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te Westland Rolls Falcon Limousine. 


WESTLAND AIRCRAFT. 


For eleven years we have been designing and building Aeroplanes, and during that 
time we have also built up a reputation for sound design and first-class workmanship. 

We are supplying numbers of machines to the Royal Air Force, both at home and 
abroad. We have our own 4-foot Wind Channel for scientifically testing models of all 
our designs before manufacturing, and our Aerodrome is situated by the side of the 
Works, for testing the finished machines. 
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Westland Wagtail Single-seater Scou 


The Yeovil Day Bomber. 
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Westland Seaplane N.17. 


ie situation of Yeovil 
tie borders of Somerset 
d Dorset with arterial 
ads passing through it to 
2 West Country makes 
a most important centre 
communications—a fact 
at was clearly shown 
ting the General Strike 
1en newspapers were 
ought here by car from 
ymouth and distributed 
m the Westland Aero- 
ome by air to places as 
' apart as Cardiff and 
rwich, Birmingham and 
urnemouth. 


Westland Wood Pigeon. 


yy Me: Me 


Westland Napier Limousine. Westland Hispano Suiza Limousine. 


We are designers and builders of all types of Aeroplanes from the private Single- 
seater to the large Twin-engined Bombing Machine. 


Our latest Military Machines are the Yeovil Day Bomber, which has been 
supplied to the Royal Air Force, and the Westbury, which is at present on its trials. 


WESTLAND AIRCRAFT WORKS 
YEOVIL (Branch of Petters Limited.) ENGLAND. 
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and a cracked spinner. It was feared that the boss would need to be 
replaced, but fortunately it proved merely a matter of tightening the 
bolts securing the boss to the crankshaft, and the Stewards permitted 
this adjustment and replacement of the spinner. 

Whilst these operations were being carried through the tank was 
again welded and was put back with a liheral plaster of soap over 
the troublesome area. Whether it was the last weld or the soap 
is pot known but the tank leaked no more this day. 

The Woodpigeon provided the next outbreak of feeling A message 
was received that it had landed with engine trouble. This message 
suggested that a rocker arm had broken. Application to replace it 
was refused and the machine was marked “ Retired’? on the score- 
board ; 

After a considerable delay the machine returned, and it was 
announced that the offending rocker arm had only seized and had been 
freed, which was a permitted repair. The machine was allowed to 
continue in an endeavour to put in the required mileage. 

On average speed for the completed laps it was obvious that she 
had but a fighting chance of getting through in time. Actually she 
failed, crossing the finishing line after dark, and 48 seconds after 
the official closing hour, and was therefore disqualified. 

In the meantime, however, it is understood that an official protest 
had been lodged with the Stewards on the ground that the rocker 
had in fact broken and been replaced and that the reported seizure 
and subsequent freeing thereof was a deliberate deception on the 
part of the Seven Club. 

Never befcre in a long experience of British flying meetings has 
one encountered a feeling among competitors which would rendcr 
conceivable the accusations and counter-accusations which were now 
being made, and for the sake of the sport of fying it is to be hoped 
that the Aero Club will in future take particular care to avoid all 
possibility of a recurrence of this state of affairs. Exasperation with 
the conduct of the meeting was no real excuse for some of to-day’s 
incidents, but there ought to be no excuse for such exasperation. 

The day erded with Bulman on the Sopwith-Sigrist Cygnet still 
leading, and the Avian a little further behind than on Monday night, 
and the R.A.E. Club’s Cyznet a good third. Properly to estimate the 
uselessness of the contest as an incentive to the production of useful 
reliable and economical two-seaters it is necessary to take account 
of the fact that up to the moment the D.H. Mcth appeared to be last 
but one of the uneliminated. 

Apart from the Competition there was much—but not enough—good 
fiying. Soon after ro o’clock Sq. Ldr. Longton began a demonstration 
of the reliability of the Blackburn Bluebird which consisted of a 
series of laps of the original 12} mile I.ympne course broken only 
for fuel replenishment at three hour intervals. 

Air Commodore Borton, Commandant of the R.A.F. Cadet College, 
Cranwell, arrived on a D.H.ga in the morning and took the air in 
the Cranwell Club’s machine. 

A Fairey Vlycatcher from Martlesham put up an excellent display 
of aerobatics, and then proceeded to park itself just outside the rails 
of the public enclosure. Her Service equipment includes a number of 
those deadly secrets known to everyone but ourselves, and she was 
arranged with her secretest secret nearest the rails, where it must 
obviously have become a prominent feature in numerous amateur 
snapshots. 

Various Grebes, including the regular formation of three, threw 
their stunts in their usual perfect manner and so did.a Woodcock- 
Grebe combination. A formation of three D.H.9as did a makee-look- 
see at Lympne, and late in the afternoon Air Commodore Longmore 
arrived on a Bristol, whose luggage accommodation for aerial tourists 
is decidedly superior to that of any of the competing machines. — 

Weck: 
Wednesday, Sept. 15. 

There was no Locarno spirit at Lympne, but fortunately there seemed 

to be a good supply of the kind that mingles so well with ‘ Italian.” 


In the course of a variety of conversations I gathered that ‘‘ They ” 
(apparently conspirators from the Air Ministry, Research Dept., aided 
and abetted by other conspirators from the Royal Aero Club and 
The Daily Mail) were expected to enter the sheds in the dead of 
any night and eliminate all uneliminated craft with a few cans of 
petrol and a match. 

This, I believe, is known as ‘“ nobbling the favourite,” or words 
to that effect. But if it turned out to be a mere matter of ‘ packing 
down and heeling out,” I was prepared to back the uneliminated crews 
against the officials even giving the officials a numerical superiority 
of about five to one. 

On Wednesday, Sept. 15, a gusty wind prevailed over the whole battle 
area, rising from 28 m.p.h. near the floor to 40 m.p.h. at 2,000 ft. 
This favoured the ground forces and the enemy was reduced by one 
machine, the Avro Avian, which failed to return from its last recon- 
naissance, having been forced to land at Hailsham through magneto 
trouble. Everyhody will sympathise with Mr. Hinkler, who has had 
persistent bad luck. 

The machines still in action on Wednesday night were :—Hawker 
Cygnet (Bristol Cherub III), P. W. S. Bulman; R.A.E. Cygnet (Bristol 
Cherub TIZ), Fit. It. Chick and Flg. Off. Ragg; Bristol Brownie (Bris- 
tol Chernb ITI), C. F. Uwins; Parnall Pixie III (Bristol Cherub IID), 
F. ‘f. Courtney, and the DH. Moth (Armstrong-Siddeley Genet), H. S. 
Broad. All in the above order of merit. 

The R.A.E. Cygnet machine made a forced landing in a field near 
Battle, with a broken flying wire. Mr. Ragg, who was the pilot 
on this lap, repaired the wire and carried on with only twenty 
minutes lest, a very good show indeed. 

All the pilots reported difficult flying weather, with bad bumps and 
down-currents in the neighbourhood of Itford Hill. This was not 
made a specific charge against the ground forces. 

Apart from the Competition itself there were occasional bursts of 
aviation to be seen. The A.N.E.C. Missel Thrush, which had been 
counted out earlier in the hostilities, reappeared from Brooklands and 
was stowed away in the sheds to await the Grosvenor Cup Race. She 
was very much admired both technically and non-technically--her gory 
colour-scheme describes the feelings of all parties in the contest. 

Two Pristol Fighters belonging to the R.A.F. spent the day at 
Lympne learning new methods in the art of war, and a Vickers Vir- 
ginia from No. 9 Squadron at Manston drifted leisurely home to lunch 
with a fine contempt for the miserable little toy aeroplanes being 
tossed about in a mere breeze of 30 m.p.h. or so. 

Neither of the members of the general public demanded their money 
back. The fact that they were allowed to stroke the warriors in their 
sheds seemed to compensate for the lack of the advertised entertain- 
ment of flying. 

For those who managed to weather the space between lunch and 
tea by sitting in other people’s limousines, there was some very pretty 
flying by Captain de Havilland in a Moth. 

The arrival from Stag Lane of the King’s Cup Moth, piloted by 
Major Hereward de Havilland, carrying a2 ‘‘ useful load” of some 150 
copies of THE AEROPLANE, put renewed kick into the proceedings. 

Knives which had been lurking in sleeves, stockings, and other 
accessible positions, were produced for the peaceful purpose of cutting 
the string of the parcels. Friend and foe leaned against each other 
to share the first copies. The Armistice lasted at least 20 minutes 
while all arms rushed through the war news and admired their photo- 
graphs—fore and aft views—in its pages. 

Unfortunately THe AEROPLANE is not exactly a peace propaganda 
pamphlet, and when once the first hundred copies had been distri- 
buted, the combatants retired into their several trenches with an 1n- 
creased thirst for each other’s blood. 

Another interesting arrival was the Short ‘ Mussel,” fitted with a 
land undercarriage which is entered for the Grosvenor Challenge Cup 
as a Low-Wing Monoplane (27/60 h.p. Cirrus engine). The machine 
was piloted by Mr. J. ILankester Parker. j 


“THE DAILY MAIL” COMPETITION. 


RESULT. : 
Weights. | | 
Machi & gy 4 2 Total | Fuel *Figure of Overall 
No Bieta Pilot.) TS wie Cees: : ind a le Mei Average 
Engine. Sapaa)| os Mileage. | =e. ad Speed. 
SS Stoel eae | 
Sm} sis | PH 
3 cal ; ? | lus.) ibecal. ie. = | lbs. Pip 
Me | Moth Broad | 7342 | 1550 | 7003 1386 | 592.23 | (1641) (55 84 Disqualified on Wednesday. 
(Genet) i | 
| ene | 
Sy Brownie | Uwins 623 1000 340 1994. | 402.09 | 1687 aie) Al 3rd Prize. 
| (Cherub III) | 
48 Cygnet Chick & | 430 340 | 850 1994 | 398.88 1808 55.68 2nd Prize. 
| (CherubIII) | Ragg | 
6 | Cygnet Bulman | 420 429 900 1994 388.83 2203 64 98 Ist Prize. 
(Cherub III) | 
9 sci Hinkler | 695 8273) 1600 1282 507 (2092) | (72.71) Disqualified on Wednesday. 
(Genet | | 
10 Avis Douglas | 609 3404} 1000 508 | 108 (1600) = Disqualified on Monday. 
(Thrush) > | 
14 Pixie III Courtney | 523 340 | 924 1994 439.87 1541 58.94 4th 
(Cherub IIT) 
16 Woodpigeon Boyes & | 569 3463) 985 1008 334 (1046) 48.73) Disqualifiee on Tuesday, 
(Scorpion) Ritchie | 


me NoTrr.—The “Figure of Merit’’ is Lbs. Useful Load x Miles Flown + Lbs. of Fuel Used. That is, it is lb. miles per 
lb. of fuel. The figures in brackets for figure of merit are computed in the same way for machines which did not complete the 
course, but they are not necessarily directly comparable with these for the four machines which finished, for those machines 


which retired may have flown more miles than have been officially credited, as parts of uncompleted circuits have not been 


taken into account. 


In a similar way overall average speeds for the disqualified machines usually include times spent otherwise than in flying. 


SEPTEMBER 22, 1926 The Aero plane 391 


LANDING 
WHEELS 


ayes 
So 
“ae 
oh) 
STANDARD SIZES. nm 
Tyre Wheel he : Track Tyre Wheel | a Track Tyre !Wheel ___Hub __| Track | ens 
Size ne: Length Bore Line Size No, | Length | Bore | Line Size | No | Length) Bore | Line :” 
m/m m/m ; m/m mjm | m/m m/m | m/m | m/m m/m od 
375 X55 /168 | 111.12 | 25.4 | Central] 700x100 (112 | 150. | 38-09 | Centra’ | 1000 x 180 /210 | 185. | 60.32) Central ail 
30060 | 16 | 111.12 | 25.4 | Central Hy ie aa Sscecliisniie 1000 x 180 148 | 220. | 80. | Central wo 
45060 | 30 89. 31.75 | Central a Lis es “3 1149 | 185, | 55. Central a 
; 172 | 130. | 38.09 | Centec]| 650X125 |119 | 178. | 55. | 139/46 i" }155 | 220. | 66.67 | Central raid} 
. t 147 | 178. | 55, | Central n 166 | 185. | 55. | 125/60 rae, 
575 X 60 160, 28. | Central - 188 | 120. | 34.92) Central | | e o) 
4 150. 38.09| 104/46 | | 900X230 }107 | 185. | 55. | Centra > pea 
» 186 | 120, | 34.92 Central] 750% 125 | 77 | He Raga | ae : 08 | 185, 55, | 125/60 1 
» 90 | 150, | 38.09) Central| » | 92) 185. | 55. | 135/50 i 128 | 220, | 66.67 | Central ar) 
| i 95 / 185. | 55. | Central 137 | 250. | 80. | Central ‘| 
ede | 44.45) 13246) “(90 178. | 38.89] isgae] ” fee | pect | 2 Central any 
” 79 178, 44.45 | Central “4 M12 150. 38.09 | Central Ed 185. 60.32 | Central aa 
» {100} 178. | 38.09] 132/46 ‘ 1176 | 178. | 44.45| Central : aes eae Alp 
»  |101 | 178. | 31.75] 132 46 : 179 | 178. | 55, | 132/46 }1100x220 |134 | 290. | 66.67 | Central “tne 
600X75 | 21 | 160. | 28. | Central} g90x 150 161*| 185. | 55. | 135/50 ” 136 | 250. | 80. | Central tl 
fee pce | 28.09) 304;46 | got! 185. 55, bCentral | | | ie 
” 186 120, 34.92 Central ‘ 163°! 185. | 66 67 135/50 975 X 225 192 185, 60.32 Central 
700X75 | 78 | 178. | 44.45) 132/46 is [177 | 185. | 55. | 135/50 [1250 250 |133 | 250. | 80. Central 
‘ Tt 17S 44.45 | Central ” 1183 | 185. | 55. Central ” (154 | 304.8 101.6 | Central 
é 100 | 178. | % 211*| 185. | 60.32! 135/50 
a ae 7 mal Fete ‘ 1500 X 300 \115 | 304.8, 101,6 | Central 
Be 100 - 4 1000 x 150 |167 | 185. | 55. | 125160 A 126 | 304.8) 152.4 Central 
- 45 132/ 1174 | 250, | | | 
Per cece * —-(174:) 250: [80 obGenteall ya co5 leag¢) ang. | 150.4 [Central 
185. 55. | 135/50 a 182 | 185. | 55. | Central iGi eseo Meindl Contral 
r 25} 185. | 55, |Central] ., [187 | 290. | 66.67|/Central] oe Sgena 
99 |. 178. 38.89 132/46 > 201 | 185. | 60.32) 125,60 |1750x35£0 193 | 400. | 125. | Central 
| | 
*Wheels Nos. 161, 162, 163 and 211 are of stronger type than the other wheels for 800 x 150 tyres. tWheel No. 169 is fitted with Ball Beartngs. 


Grease gun equipment is now a standard fitting on all wheels. 


THE PALMER TYRE LIMITED, 


Contractors to the Admiralty, the War Office, and the Air Ministry, 


ee 100-106, CANNON STREET, LONDON, | Or eae els 


“Tyricord, Cannon, London.” City 1477 (Two Lines). 
D/ND PARIS: 31, Rue la Boétie. (365) 
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The Blackburn Bluebird caused intermittent excitement by pass- 
ine backwards and forwards over the G.H.Q. of the ground forces all 
day, but as she showed no signs of hostile intent the Stewards 
emerged from their dug-outs and lunched with an air of reckless 
bravado. 

This brutal harrier of the ground forces was later discovered to pe 
Sq.’ Ldr. I.ongton, fortified with chocolate, flying 490 miles a day 
for the second day in succession on a machine which had. been * um- 
pired out” of the Competition, as unworthy to compete, though certi- 
fied. airworthy by A.I.D. and Stress Department alike. 

The Stewards were on this day interned, for their own safety, in a 
tent on the aerodrome, where they were less accessible to injury than 
in their office in the shed which also houses the machines of the air 
forces. 

The exact number of casualties among the belligerents is at present 
unknown, but one of the handicappers seems to have put his foot 
in it.—C. M. McA. 

Thursday, Sept. 16, 

Thursday was a beautiful day like Tuesday and the circuit was the 
same as. that of Tuesday, namely, Lympne, Dover, Margate, Herne 
Bay, Lympne, 66 miles flown six times, making a total for the one 
day of 396 miles, bringing the total for the Competition up to 1,782 
miles by the end of the day. 

The previcus day, Wednesday, had, unfortunately, proved to be the 
last day of the Genet engines. The previous night Mr. Hinkler, 
who was due in at 7.20 p.m., had not appeared. The aluminium-alloy 
shaft of his magneto sheared and as he was so late in starting, 
owing to his tank and spinner troubles, there was no hope of replacing 
the magneto in time to finish. There was a very anxious wait until 
§ o’clock and, as he had not appeared, he was disqualified. 

A rumour had gone round late in the Wednesday afternoon that 
Mr. Broad’s Moth-Genet had been weighed and found wanting by 
about 12 lbs. This rumour was, unhappily, confirmed in the morning. 

It will be remembered that Mr. Broad had been compelled to land 


in a small field near Lewes and in moving his machine to another 


field he gave some small boys his lead weights to carry. Evidently 
one of the small boys had kept a 12-lb. weight as a souvenir and 
thus, ou Thursday morning, the Stewards had another victim. 

Everyone was sorry to see the Genets go out of the Competition, as 
they are extremely interesting engines and of a type which can be de 
veloped to a very useful end. ‘The four survivors were all fitted 
with Bristol Cherub engines. 

The day passed almost entirely without incident. The four machines 
went round the course with clockwork regularity and were all in 
by 5 o’clock, so that, for the first time, we were able to leave the 
aerodrome in reasonable time. 

It was suggested on this day that as one or two of the machines 
had completed their course previously late in the evening without 
any lights, the Stewards should have disqualified them for infringing 
the Air Navigation Act. This caused people to say that the Stewards 
were not really trying. Others said that they were,—very. 

Those who had now been eliminated from the Contest spoke of these 


officials as the “Unjust Stewards,’ while those who were left in 
referred to them as the “‘ Three Just Men.’’—-G. D. 


As usual the few spectators present relied on the R.A.F. to liven 
up the otherwise extremely dull proceedings A Woodcock and 
two Gamecocks arrived in the morning in very tight formation and 
eave a short demonstration. Also a Vickers Virginia and a Vimy 
caine over from Manston and throughout the day various Grebes and 
Woodeocks from 25 and 17 Squadrons, Hawkinge, flew over and gave 
exhibitions of very pretty flying —u. B. 

Friday, Sept. 17. 

On this, the last day of the Competition, misty clouds hung over 
the hills in the morning and the competitors delayed their start in 
the hope that the weather would clear. During the morning the 
spectators were almost entirely those connected with the Competition, 
but more people arrived later on and about two hundred, including 
the bar tenders, gatekeepers, etc., and about 50 motor-cars witnessed 
the finish of the Great Competition. 

The mist continued to hang about and Mr. Courtney on Pixie III 
decided to start soon after 10 o’clock. He was reported at Croydon at 
11.20, and landed at Lympne on the completion of his first lap at 
12.10. In the meantime the other three competitors decided to fly 
the course together to avoid risk of collision in the fog. 

Mr. Bulinan on the Hawker Cygnet, Flt. Lt. Chick and Flg. Off. 
Rage together on the R.A.E. Cygnet (because neither of them could 
bear to let it out of his sight), ancl Mr. Uwins on the Bristol Brownie 
started simultaneously for Croydon at 11.30, and all finished their 
first lap without trouble. After they had got away some of the 
machines entered for the Handicap Race to be held in the afternoon 
for those eliminated went up for tests, and Mr. Broad on the Genet 
Moth did some pretty loops and rolls in spite of the low clouds. 

Mr. Courtney was the first away on the second lap of the course, 
and landed at Lympne at 14.30, thus being the first competitor to 
fulfil the conditions of the Competition. Mr. Bulman and Mr. Uwins 
started off next, and passed over Croydon at 14.24 and 14.27 respectively. 

Mr. Bulman finished the course at 15.10 and thereby qualified for 
the First Prize of £3,000. He was greeted with loud hoots from the 


horns of all 50 cars present, and on landing was congratulated by 
Sir Sefton Brancker and others of the gallant 200. 

Mr. Uwins Janded at 15.15, which meant that, if Flt. Lt. Chick and 
Mr. Ragg failed to complete the course, the Brownie would take 
second place. 

The R.A.E. Cygnet, piloted by Fit. Lt. Chick with Mr. Ragg, who 
had piloted the machine alternately with him, as passenger, started 
a little later than the others, and having passed Croydon at 14.49 was 
expected back at Lympne about a quarter to four. The well-meaning 
megaphone announced that “ No. 4 was in sight,” and when every body 
had recognised the incoming machine as Dr. Whitehead Reid’s S.H.5 
the megaphone owned up to being wrong. This false alarm mace 
spectators quite tense and when finally, eight minutes after scheduled 
time, a speck in the distance grew large enough to be recognised 
unmistakably as the Cygnet, there was a general sigh of relief. 

The reason for their late arrival was that the pressure in their oil 
gauge had gone down and thinking that there was a leakage Mr 
Chick landed at Biggin Hill only to discover that it was merely the 
gauge which was broken. 

Pending the final decision of the Aero Club this definitely allotted 
the Sopwith-Sigrist Cygnet the First Prize, the R.A.E. Cygnet Second 
Prize, the Bristol Brownie Third Prize, and the Parnall Pixie the 
honour of being the only other competitor to fulfil the conditions of 
the Competition. 

All four of these machines were fitted with the Bristol Cherub If? 
engines, and none of these engines had been repaired or adjusted in 
the smallest detail throughout the Competition. This is a very great 
triumph for Mr. Roy Fedden, the designer of all the Bristol engines. 

A Handicap Race for those machines eliminated during the Com- 
petition had been arranged by Mr. Goodman Crouch to start at 16.90 
hours. The.race was over two circuits of a course totalling 25 miles 
over Lympne, Postling, Hastingleigh and Lympne. The First Prize 
was £50, the Second £25, and the Third £ro. 

Five machines took part in this race. The first away was the 
Cranwell C.I,.A.4 (Bristol Cherub), piloted by Flt Lt. Comper. The 
Supermarine Sparrow (Bristol Cherub), piloted by Mr. Biard started 
second, followed by the Avro Avis (Blackburne Thrush), piloted by 
Wing Cdr. Sholto Douglas, and the A.N.E.C. Missel-thrush (Black- 
burne Thrush), piloted by T,t.-Col. Henderson. After a slightly longer 
interval the Blackburn Bluebird (Armstrong-Siddeley Genet), piloted 
by Sq. Ldr. Longton, started from scratch. 

When they. rounded the Lympne turning point after their first lap 
C..A.4 was well in front, with the Sparrow second and the Avis 
and Bluebird a close third and fourth. The Bluebird passed the Avis 
a moment or two later. The Missel-thrush landed with plug trouble. 

C.L.A.4 was an easy winner, with the Bluebird second and the 
Sparrow third. Col. Henderson, having changed the faulty plug, flew 
the Missel-thrush back and landed just after the finish. 

While C.L.A.4 was circling round waiting for the other machines 
to land after the race its engine suddenly cut out, and it landed in 
a field the other side of the road and below the ridge. The ambulance, 
which had placed itself in a prominent position at the turning point 
on the aerodrome during this race, started off with alacrity towards 
the scene of a possible accident. Halfway en route its own engine 
cut out, probably in sympathy with its patient, so it trotted quietly 
home and ieft Fit. Lt. Comper to whatever fate might have befallen 
him. 

However, it was later ascertained that luckily the C.L.A.4 had 
landed quite safely. The cause of the trouble was found to be a 
bluebottle which had entered by the air intake. Had it made its 
presence felt a few seconds earlier it would have cost the Cranwell 
Club £50. 

By the end of the last race all the mist had cleared away, leaving 
a clear sky which promised fine weather for the Saturday’s pro- 
ceedings -—M. H. 


Spending the £3,000. 

Within a few seconds of the arrival of the winning machine in 
The Daily Mail Competition at Lympne, Mr. Peattie of the Hawker 
Company started issuing invitations to a number of people to attend 
an informal dinner which the Company suddenly decided to hold to 
celebrate the result. Accordingly, at 8 o’clock some fifty or sixty 
people foregathered for one of the most entertaining impromptu func- 
tions one has ever known. ‘The Hawker Company all through the 
Meeting had shown themselves to be wonders for organisation and 
certainly this hurriedly arranged dinner increased that reputation. 

So informal was the gathering that Mr. Sigrist, who presided, 
instead of being Mister Sigrist, became Uncle Fred for the evening 
and the rest of the party were his nephews and nieces. Uncle Fred’s 
first and only announcement was to the efiect that there were to be 
no speeches and so it. came to pass that those who had anything 
to say, chanted it im unison. 

The long table was divided into sides, one half of which was pr 
sided over by Uncle Fred, and the other end by Mr. Peattie. Mr. 
Roy Fedden appeared to be the moving spirit at Uncle Fred’s end 
and Flt. Lt. Chick occupied that position at Mr. Peattie’s end. The 
remarks that were made were certainly amusing if somewhat pointed. 

There was a weather forecast given in true B.B.C. style which 
stated that ‘a high compression area from the Azores was now 


THE CUP WINNER. 


Sq. Ldr, Longton on the Blackburn Bluebird (Genet) starting and flying in the Grosvenor 
Cup Race. 
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At . 
Royal Air Force Display, 
1926. 


71 Gloster machines 

(Grebes, Gamecocks, etc.) 

took part in the Aerial 
Display. 


45 Gloster machines 
(Grebes, Gamecocks, etc.) 
in group evolutions and 


Royal Air Salute of 54 
Single Seater Fighters. 
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Winners Aerial Derby 
and Holders British Speed 
Record 192] 
1922 
1923 
Record Climb 19,500 ft. 
in 11 mins. 34 secs. 
Gloster Li Fastest 
British Machine — over 
100 and 200 kilos. 
Machines in above events fitted with 
Napier Lion Engines. 
a. THE GLOUCESTERSHIRE 
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centred over Bristol and that the very big depression that usually 
lives over Iceland has been slowly moving south during the week and 
was now stationary over Coventry.’”? Another one was an allusion 
to the fact that “two in a line are worth five in a bunch.” Though 
one doubts whether these allusions are true generally speaking, they 
were certainly true during the Competition 

After the Dinner was over Uncle Fred sent out a scout and acquired 
a very good orchestra, from Heaven knows where. At the same time, 
Captain Charles Wiison and oneself were despatched to the Grand 
Hotel to call up all and sundry of those who had any connection what- 
ever with the Meeting, an their womenfolk, and from then onwards 
until the early morning Uncle and Auntie Fred acted as host and 
hostess to a dance which went with more swing than any affair that 
cue remembers, and reminded one rather of that well-known play, 
“‘ Brewster’s Millions.” At any rate, everybody thoroughly enjoyed 
themselves and there was certainly a big inroad made into that 
$3,000.—G. D. 

“The Daily Mail’s ’’ Dinner. 

In accordance with precedent those assembled at Lympne in any- 
thing that could be considered an interested capacity were entertained 
to dinner at the Imperial Hotel on Saturday evening. The Daily 
Mail undoubtedly is a power in the land, and the dinner, and its 
service, were amazingly good, and were properly appreciated. 

[here were evidences that certain of the diners were in good spirits, 
but for an aviation banquet of this type the proceedings can only be 
described as decorous. From which it may be gathered that the 
dinner and the wines were good indeed. 

The chair was occupied by the Lord Thomson of Cardington, Chaiz- 
man of the Royal Aero Club, and Secretary of State for Air in the late 
Labour Government. He was supported on the one side by his pre- 
decessor and successor, Sir Samuel Hoare, and on the other by Mr. 


Goudie, of The Daily Mail. He showed no sign of unduly lamb-like 
sensations, so presumably agreed with the writer as to the dinner. 

After the Royal Toast, Sir Samuel Hoare expressed the official 
attitude of benevolence towards the light aeroplane, and expressed 
his appreciation of the cfforts made now and in the past by The 
Daily Mail to encourage the sport of flying. The present Competition 
had led to results of great interest, and would make easier the task 
of the Air Ministry in encouraging private mying. 

Some disappointment might be felt at the fact that all the prize- 
winners were machines two years old, but they must console them- 
selves by reflecting that 1924 was evidently a very good virtage year. 

The prizes were then presented to the fortunate entrants by the Lady 
Maud Hoare. 

Mr. Goudie, of The Daily Mail, said that the efforts of The Daily 
Mail to encourage aviation might perhaps have been exaggerated. 
(A loud ejaculation of Hear, hear, was heard.) He was afraid the 
centleman who agreed so thoroughly must be a competitor who had 
gained no prize. He could say that The Daily Mail was ready to 
continue its policy in this matter, and that any new development 
in flying that could be encouraged by them in the future could couut 
on their support. 

Sir Frank McClean gave the toast of Iord Thomson, and expressed 
the thanks of the Club to him for taking the chair. 

In reply, Lord Thomson said that he was convinced that the future 
of this country would depend on Air Power, much as its past had 
depended on sea power. He thought he could claim that none of 
those present bad noticed much change in the policy of the Air 
Ministry, either when he took over from Sir Samuel Hoare, or when 
Sir Samuel succeeded him. And he thought that in air policy party 
politics did not now enter and would not do so for a long time.— 

W. H.<S. 


THE GROSVENOR CUP RACE. 


Somehow the efforts of the Royal Aero Club remind one of 
that story of the Irishman who tried to be kind to a friend. 
“ Hogan,” said he, ‘I did a good turn for ye yisterday. 
Dempsey was blackguardin’ ye and said that ye were not fit 
to feed with the pigs.’’ ‘‘ And what did ye do?”’ asked Hogan, 
«Hit him?” ‘‘ No,’ said the friend, “I said ye were.” 

Somewhere towards the end of the Grosvenor Cup Race 
on Saturday evening, Sept. 18, when some few thousands of 
people in a good-class crowd were grumbling because they 
could not see the race, somebody remarked, ‘‘ Upon my soul, 
these Aero Club people are not fit to run a cat fight.”” And 
somebody else said ‘‘ You’re wrong. ‘That’s about what they 
are ditto. 

And when one recollected all the squabbling during the 
previous week over The Daily Mail Competition one realised 
that when the present incompetent crowd who run the Royal 
Aero Club have at last been succeeded by people who have 
some faint idea of popularising the sport of flying the present 
coterie might possibly make a living by running cat fights. 
But even if they did they would probably spoil the show by 
letting the cats fight under the judges’ table. 

The Grosvenor Cup Race on Saturday afternoon was the 
finest air race that has ever been held in this or in any other 
country. There were twenty-one starters. The handicap- 
‘ping was excellent. Although the finish was not so close as 
some finishes that one has seen, there was only a matter of 
a few minutes in 75 miles between the first half-dozen or so. 
The flying of everybody in the race was excellent. The 
cornering was supurb. And the Royal Aero Club managed 
to make the whole thing as nearly invisible as possible to 
the vast crowds of people who had been lured to Lympne 
by specious promises. 

The race started half-an-hour late. That was not very im- 
portant. It was merely due to the fact that a number of 
excellent timekeepers, with calculating machines and split- 
second chronometers and slide rules and all kinds of gadgets, 
took several hours to hand over to the hardworking handi- 
cappers the lap times of a race which had been held during 
the morning. The natural result was that the handicappers 
could not possibly work out the proper handicaps for all the 
twenty-one competitors by the official starting time for the 


race. But when they had worked them out the result was 


very good indeed. 
M1s-MANAGEMEN’T. 

The reason why the race was a complete fiasco from the 
point of view of the public enclosure was that instead of 
arranging the course so that at the end of each lap the com- 
petitors flew the whole length of the front of the enclosure 
and turned at the end of it, as any ordinary racecourse pro- 


as 


BEFORE THE START. 


prietor would have made them do, the Aero Club, with extra- 
ordinary ingenuity, placed the turning point diagonally across 
the enclosure right away in the far corner of the aerodrome 
so that the machines came into the aerodrome just as far 
from the crowd as possible, turned round the marked point 
and went out again after covering the minimum possible 
amount of aerodrome. Short of making the furthest corner 
of the aerodrome the actual turning point the race could not 
have been more skilfully concealed. 

And the finishing line was arranged to run diagonafly from 
the lowest corner of the public enclosure down to the afore- 
said turning point. The result was that in finishing, the 
machines, instead of flying along the front of the crowd to 
the top end of the aerodrome, and then turning and flying 
back along the far side to land, just shot across the lower 
half of the aerodrome to the far side and then landed ex- 
actly where there were the fewest people to see them,—so 
that they never came near the bulk of the crowd at all. 

The official excuse for this blazing imbecility was that the 
slow machines on the limit marks had such a long handicap 
that the first few of them would be finishing their first 123- 
nile lap just when the machines near the scratch mark would 
be starting. Consequently the idea was that as they came 
round on their first lap they should be able to turn where 
they would not be passing over the heads of other machines 
which were starting or just turning as the faster machines 
were getting off. 

Apparently the idea of the Aero Club officials, who are 
becoming notorious for their lack of practical knowledge of 
aviation, was that machines tuned up for racing, and carry- 
ing barely enough petrol for the 75 miles would take the 
whole up-hill length of the aerodrome to get off, and would 
just scrape over the trees which fringe the cliff at the top 
end of the aerodrome, below which lies Romney Marsh. 

As It WAS AND SHOULD HAVE BEEN. 

What actually happened, as anyone with any common- 
sense could have foreseen, was that the machines got off up 
the hill against a comfortable little breeze with a run of 100 
yards or so, and turned right round the marked turning point 
on almost exactly the same path which was flown by the long 
mark machines coming in after their first lap. Fortunately 
none of the machines that were turning happened to get in 
the way of those which were starting, but the turning point 
was placed just exactly where it would have caused such a 
mix-up if the starting and turning of two different machines 
had synchronised. 

Any such chance would have been avoided if the turning 
point had been placed, as one has said, right af the top end 
of the aerodrome. In that way the machines which were 


Sir Samuel and the Lady Maud Hoare inspecting the machines lined up for the 
Grosvenor Cup Race. 
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AIRCRAFT 
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“CIRRUS” 
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* CIRRUS” MARK II. INDUCTION SIDE. 


q The Air Ministry 100 Hours Type Test is in itself a Guarant 
of Reliability. 


BRIEF SPECIFICATION : 


Type: 4 cylinder in line Air-cooled. 
Cylinders: Cast Iron with Aluminium Heads. 
Normalibabi ra: : 75 at 1800 r.p.m. 
Maximum B.H.P.: 80 at 2000 r.p.m. 
Average Petrol Consumption during 100 Hours Type Test: .62 pts. per h.p. hour. 
, Oil Consumption during too Hours Type Test : .02 pts per h-p. hour. 
Weight, complete with Boss, and Dual Magnetos, etc. : 256 lbs. 
; 
i A. BUG e Al 
‘e REGE 
: 
i 89, KINGSW# 
Telephone: Regent 6240. WORKS & AERODRO 
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“CIRRUS” 


rmation. (Mark IT) 


lings 
Test : 


1600 r.p.m. 


re 


1900 r.p.m. 
2000 r.p.m. 
2200 r.p.m. 


“CIRRUS” MARK Ii. EXHAUST SIDE, 


The ‘Cirrus’ Mark II is an entirely new engine and does not 
supersede the ‘‘Cirrus” Mark I, which will still be manufactured. 


FEATURES oF DESIGN. 


Detachable Aluminium Cylinder Heads, to facilitate decarbonisation and valve grinding. 


Tecalemit Car Type Lubrication of overhead rocker gear through bearings to ball ends of 
push rods. 


Wet Sump Lubrication, eliminating installation of oil tanks and piping in machine. 
Accessibility of working parts for adjustments. 


Easy Starting. Magneto Impulse Starter fitted, making starting a certainty with minimum 
exertion. 


Dual Magneto Ignition, provided by two magnetos. 


mer. LTD. 
Boy W .Cez. 


JON, SURREY. Cables: ‘‘ Airdisco, London ”’ 
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taking off at the start would have turned half-way up the 
aerodrome and would have been heading out on the first leg 
of the course while the machines which were completing their 
lap would have been turning right up at the top end of the 
aerodrome where they would have been clean round and head- 
ing for the first leg of the course with a clear view in front 
and below them of any machines which might be starting. 

About the last word in foolishness came from one of the 
higher officials of the Aero Club when the start for the last 
race of the day, the Open Handicap, was being arranged. 
Apparently realising, in a dim kind of way, that the Public 
had not had value for their money, and also his brain haying 
been penetrated by the idea that the machines had not 
needed the whole length of the aerodrome to get off against 
the breeze in the Grosvenor Cup Race, he suggested that the 
starting line should be moved up the hill and laid at right 
angles to the public enclosures so as to give the crowd some- 
thing of a view of the start. 

But of course it never occurred to him that the wind had 
dropped in the meantime to almost a flat calm and that the 
machines would need quite an appreciably longer run than 
they had had in the previous race. This is the kind of 
alleged intelligence which runs these Aero Club meetings. 
And it may explain why such astonishingly silly things are 
done. 

THE NEED FOR NEW ORGANISERS. 

After the whole lamentable business was over somebody 
suggested that we shall never do any good with air racing 
or flying competitions in this country till some club sets up 
in opposition to the Aero Club. That unfortunately is impos- 
sible, although it represents the opinion of probably the 
majority of the people concerned with air racing, and certainly 
that of the majority of pilots. 

The Aero Club holds all the trump cards _ It is the repre- 
sentative of the Fédération Aéronautique Internationale, and 
therefore any pilot, or any would-be entrant of an aeroplane, 
who gets up against it merely has his racing licence can- 
celled and cannot compete in any international event and can- 
not have any records which he may set up homologated by 
the International Federation. 

There is really only one remedy, that is for an air racing 
club to be started by people who know something about other 
forms of racing. Such a club could promote air racing as a 
purely commercial proposition, if it had the pluck, and all it 
would have to do would be to apply to the Royal Aero Club 
for permission to fly its races under Royal Aero Club rules. 

So long as the people concerned with the club were re- 
spectable, so long as their money was good, and so long as 
they could show that they had reasonable knowledge of what 
was necessary for air racing, the Aero Club could not pos- 
sibly refuse to permit them to hold races under R.Ae.C. rules. 
And the Air Ministry would see to it that the aerodrome at 
which the races were to be held was fit and proper for the 
purpose 

The first necessity about such a race meeting would be 
that the arrangement of the course and the running of the 


THE FASTEST MACHINE.—Mr. L. P. Openshaw on 
the Westland Widgeon (Genet engine), who did fastest 
time in the Grosvenor Cup Race. 


Parnall Pixie III, Cherub engine (Mr. Courtney). The 


& 


THE START FOR THE GROSVENOR CUP.—The Supermarine Sparrow, Cherub engine (Mr. Biard). The 


Short Satellite, A.B.C. Scorpion II engine (FIg. Off. 


Boyes). The Avro Avian, Genet engine (Mr. Hinkler). 
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Race at Lympne 
Won on Shell 


WA 4 RACES 
* 4 FIRSTS 
2 SECONDS 
4 THIRDS 


By these sweeping triumphs at Lympne on September 18th, 
Shell Aviation Spirit once again demonstrated its supremacy. 


Grosvenor Cup Won on Shell. 


(Fourth year in succession.) 


tst. Mr. R. Blackburn’s Blackburn “ Blue Bird” (Pilot: Squad.-Leader 
Wi HeLongton, D.F.C., A.F.C.) 


Srd, Mr. P.N. G. Peters’ R.A.E. ‘ Hurricane” (Pilot: Flight-Lieut. J. S. 
Chick, M.C., A.F.C.) 


Lympne Open Handicap Won on Shell. 


dst. Mr. M. Harris’ R.A.E. Aero Club Hawker ‘Cygnet’ (Pilot; Flying 
Officer Rel» Ragg). 


3rd, Sir G. Stanley White’s Bristol Brownie (Pilot: Mr. C. T. Holmes). 


S.M.M.T. Handicap Won on Shell. 
dst. Sir William Letts’ Avro ‘‘Avian” (Pilot: Mr. B. Hinkler). 
2nd. Sir G. Stanley White’s Bristol Brownie (Pilot: Mr. C. F. Uwins). 
3rd. Mr. A.S. Butler's De Havilland ‘‘ Moth” (Pilot: Capt. H. S. Broad). 


Stewards’ Handicap Won on Shell. 
tst. Flight-Lieut. N. Comper’s C.L.A.4 (Pilot: Flight-Lieut. N. Comper). 


2nd, Mr. R. Blackburn’s ‘ Blackburn Blue Bird” (Pilot: Squad.-Leader 

Welle longton, D.F.C;A.F.C.). | 
Srd, Com. James Bird’s Supermarine ‘“ Sparrow II” (Pilot: Capt. H.C. 

Biard), 


Fill up with Shell from the sealed Shell Pump. 
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i} THE RESULTS OF THE RACES. 
dnt THE S.M.M.T. HANDICAP. THE GROSVENOR CUP. 
i [FoR MACHINES WHICH COMPLETFD HALF THE COMPETITION No. or | Machine & TA Handisactual e 
i COURSE. ] Mark. Engine. er cap. Speed. ~ “°° 
| No.| Machine & Engine. Pilot. | H’cap. | Speed. |Place. pao |euely cued 
in —_ | | 10 | Avro Avis Douglas | 24-43 | 65.2 7 
1 i | 
he if mm. Ss. | mph.) ie i, : Res 
* 3 | Bristol Brownie |. Uwitts | 16-31 | 71.5 2nd 7 Peer Biard 23-43 ae nal 
Va! (Cherub III) | | | | Cherub II 
i 14 | Parnall Pixie III ..|Courtney | 13-08 — (Cheru Ul ) 19-12 1 ond 
a (Cherub III) | | | 14 Parna Courtney = 75.18 n 
- |) | 4 |R.A.E. Cygnet jal) (eiobite Be) WiesES | se Pixie II 
‘ (Cherub IIT) Ragg | | | ; (Cherub IIT) , 
i 9 | Avro Avian (Genet) .... Hinkler | 5-28 | 90.2 | Ist 12 | Cranwell Walmsley 15-59 | 74-3 sy 
{ { 2|D.H. Moth (Genet)...) Broad |Scratch| 94.87 | 3rd | Biplane 
vl eee aa ree | Cherub III) 
\4 [Notm:—The Sopwith-Sigrist Cygnet did not compete, as the 4 Cygnet Ragg 15.59 Sal 327ols 
ae engine had been stripped on Friday, for exhibition purposes, (Cherub III) 
ta and the machines competing in this race were supposed to fly (5-EBJU | Satellite Boyes | 15-15- | 74.4 ae 
i if exactly as they flew in The Daily Mail Competition.] | (Scorpion) 
He THE LYMPNE OPEN HANDICAP. G-EBJM | Bristol Holmes. | 14-31 | 75.9 = 
ach ie 3) | Brownie 
ie No. or | Machine & Pilot Handi- need | & (Cherub ITI) | 
He ae Mark. Engine. ; CAD of) (eel eas G-EBHZ | D.H.53 Perry-Keene | 14-31 — |Crashed 
iis i —— - —|— | ——— ‘Scorpion) | | 
via ae | | ms 6: Vem. ph. 1 Blackburn Longton 13-06 | 84.95| Ist 
if i 4 R.A.E. Cygnet | Ragg U 17*408 78:21 “kst) Blue Bird | 
Aah (Cherub III) | | (Genet) 
| i 14 | Pixie III Courtney 16-46 | 75.25|'2nd) 6 |} Cygnet Bulman 13.06 | 81.3 = 
ye | (Cherub III) | (Cherub ITI) 
tine 12 (CranwellBiplane Walmsley | 16-34 | 75.1 (7th) 13 A.N.E.C. | Henderson | 13-06 — | Retiree 
bin |) (Cherub Til) | | | Missel- 
F G-EBJM Brownie Holmes 16-02 | 76.4 | (3rd) Thrush 
j | (Cherub III) | | (Thrush) 
i 6 Sopwith-Sigrist Bulman 13-09 82.1 | (6th) G-EBHS | R.A.E. Chick 11-46 | 84.79} 3rd 
f Cygnet | | Hurricane 
i | (Cherub ITI) | | (Cherub III) 
H G-EBHS|} ReARE. Chick P1E52 le Sbr3 | (5th) G-EBMJ Short Parker 9-53 — | Forced 
: | Hurricane | | Mussel landing 
(Cherub IIT) | | (Cirrus 
G-EBCA |S.E.5A(Renault)| Whitehead- | 10-10 | 84.7 |(13th) 1) ke Lae 
Reid | G-EBKT |D.H. Moth| Mrs. Eliott- 8-07 | 82.3 = 
9 | Avro Avian Hinkler 7-30 | 97.8 | (4th) | (Cirrus = | Lynn 
| (Genet) | | “Mk, 1) 
G-EBMO| D.H. Moth Sempill | 7-10 94.4 |(8th) G-EBME | D.H. Moth Hope 7-53 | 87.2 — 
| ACirrus 11) (Cirrus 
2 D.H. Moth Broad | 6-52 98.7 | 9th) Mk. I) 
| (Genet) | G-EBMC | Cranwell Comper 4-55 — | Retired 
G-EBCZ Swallow | Watt | 1-09 |114.9 | 11th) Monoplane 
(130 Clerget) (Cherub IIT)| 
G-EBPD | S.B.5A | Waghorn [Scratch 119.7 \(12th) G-EBNO | D.H. Moth] de Havilland | 4-55 — | Retired 
(Viper) (Cirrus 
G-EBPA S-E.5A | Mrs. Eliott- [Scratch |120.7 | (10th | Mk. II) 
(Viper) | Lynn | | | 9 | Avro Avian Hinkler 4-25 | 96.22 = 
races should not be touched by any single person who has |. (Genet) 2 ; 
hitherto been concerned with the mien aditeation and mal- G-EBMO: | D.H.. Moth Sempill 5281228 ~~ 
administration of competitions by the Royal Aero Club. ae 
Such a meeting might very well be held at Stag Lane by 2 age 
the feeoe ene Club. But unfortunately the London = Yaa Broad 3-00 | 98.43) — 
Aeroplane Club is to all intents and purposes merely a by- : < 
product of the Royal Aero Club. Its Soeruve side, as run G-EBJT| Westland | Openshaw (Scratch. 105.5) — 
by Mr. F. G. M. Sparks, could not be better. But its ad- Heceeny 


ministration is done from the Royal Aero Clirb’s premises 11) eee 
Clifford Street and naturally, if it tried to run a race meet- Therefore if air races or air competitions are ever to be a 
ing, the usual Aero Club coterie, which has made such an success in this country some new man will have to come 
abject failure of all the race-meetings which it has run, forward to do for the Sport of Flying what the late Richard 
would supply all the officials, with the usual result. T. Gates did for it at Hendon before the War. 


MIE PRIZE-WINNERS.—The three placed machines crossing the finishing line in the Grosvenor Cup Race. . | 
On the right—Sq. Ldr. Longton (Blackburn Bluebird, Ge net engine), First. In the middle—Mr. Courtney (Parnall | 
Pixie III, Cherub engine), Second. On the left—Fit. Lt. Chick (R.A.E. Hurricane, Cherub engine), Third. 
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LYMPNE, 1926. 


The following 5 winning machines were 
doped with 


CELLON 


The Dope of proved efficiency. 


The First Three in the “Daily Mail ” 
£5,000 Competition. 


Ist Hawker “Cygnet,” piloted by Mr. P. W. S Bulman. 
2nd Hawker “Cygnet,” piloted by Flt.-Lt. Chick and Fig.-Off. R. L. Ragg. 
3rd_ Bristol “‘ Brownie,” piloted by Mr Cee Uwins. 


The Stewards’ Handicap. 
Ist C.L.A.4, piloted by Fit.-Lt..N. Comper. 


The Lympne Open Handicap. 
Ist Hawker ‘‘ Cygnet,” piloted by Flg.-Off. R. L. Ragg. 


CELLON 


(RICHMOND) Ltd. 
Cellon Works, Richmond, Surrey, England. 


Telegrams :— Telephone :— 
AJAWB, RICHMOND. RICHMOND 2218 (3 lines). 
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THE SERVICE TOUCH.—FIlg. Off. Linton Ragg on the 
R.A.E. Cygnet, turning in the Grosvenor Cup Race. Sir 
Samuel Hoare, in white trousers, is seen by the mark. 


Perhaps the various meetings which are being held by the 
Manchester Club and the Newcastle Club and the Yorkshire 
Club will find the man, for us. But the one thing certain is 
that no such man exists in the Royal Aero Club. 

THE END OF THE MEETING. 

As for the rest of the doings on Saturday, the first race 
was that for the Prize presented by the Society of Motor 
Manufacturers and Traders Ltd. open only to machines which 
had flown half the course in The Daily Mail Competition. 
The results will be found in the table herewith. 

Of the Grosvenor Cup Race itself it is only necessary to 
congratulate Sq. Ldr. Longton on winning the Cup for the 
second time. He flew a splendidly-judged race on the attrac- 
tive little Blackburn Bluebird, proving that the machine which 
was the first to be turned down by the Stewards of the Royal 
Aero Club in The Daily Mail Competition is really a first- 
class flying machine, and that the Genet engine can give a 
fine turn of speed. The Westland Widgeon also proved the 
power of the Genet by making over too m.p.hr., and fastest 
time. 

Mr. Courtney, who was second, and Flt. Lt.. Chick, who 
was third, also flew remarkably well. And the fact that three 
such weil-tried pilots should take the first three places shows 
that there is a great deal in piloting, whatever may be the 
luck of the handicap. The various studies in cornering which 
illustrate this issue may serve to show that the skill of other 
pilots who were not placed was up to the highest standard. 

After the Grosvenor Cup Race came the Lympne Open 
Handicap which also produced some good flying. But by that 
time most people were rather bored with standing packed in a 
crowd watching a few machines flip round the far corner of 
the aerodrome. And so little interest was taken in it. 

Many of the pilots flew in all three races, and two of them, 
Mr. Uwins and Mr. Courtney, had flown right through The 


A DUET.—The Cranwell C.L.A.4—Fit. Lt. Walmsley 


RIVALS AGAIN.—FIit. Lt. Chick, this time on the 
R.A.E. Hurricane monoplane, contesting the turn with 
Mr. Bulman on the Sopwith-Sigrist Cygnet. 


Daily Mail Competition as well. Truly our pilots are hardy. 
Before, and during and after the Competitions various and 
sundry R.A.F. machines entertained the crowd. A forma- 
tion of Grebes did some very neat work. A pilot on a Wood- 
cock did some good aerobatic flying and another pilot on a 
Gloucester Gamecock did a long descent upside-down, in- 
cluding something very like a falling leaf performance, which 
was one of the best bits of upside-down flying one has segn. 

Quite a number of non-competing machines visited the 
aerodrome. Sir John Rhodes and a friend came over on his 
Moth from Stag Lane. Mr. Phillipps of the Cornwall Aviation 
Company flew over from Brighton accompanied by Mr. Her- 
man Volk and Mr. Dennis Junior of Guildford, who seems 
to take quite as much interest in aviation as he does in 
lorries. Mr. Adams, also of the Cornwall Company, came 
over from Margate. 

Altogether there were more civilian aeroplanes on the 
ground at Lympne than have ever been gathered together 
in this country before. There were in fact more aeroplanes 
on the ground than there were motor-cars to see the finish 
of The Daily Mail’s £5,000 Competition. 

When they were all strewn about higeledy-piggledy at the 
lower end of the sheds it quite reminded one of what was 
called ‘‘ Hell’s half acre’”’ at the Pulitzer Trophy Meeting 
at Dayton, Ohio, two years ago. We are almost as far ad- 
vanced in Civil Aviation as the Americans: were then. 

Altogether Saturday might have been quite an entertaining 
day at?Lympne if by some miracle the officials of the Roval 
Aero Club had been suddenly imbued with a little common 
sense.—. G. G. 


(12), and the R.A.E. Cygnet—Flg. Off. Linton Ragg (4), 
starting together in the Grosvenor Cup Race. 
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LIMITED 
THE VICKERS VIRGINIA” LONG DISTANCE BOMBER 


(Twin 450 h.p. Napier“Lior” Engines) 


Extract from ~ 


Parliamentary Debates 
HOUSE OF COMMONS. 


opr 


The SECRETARY of STATE for AIR 
(Sir Samuel Hoare): eat 
; Last year the Air Force 
carried out a series of remarkable 
long-distance flights in’ the neigh- 
bourhood of the British Isles. Here 
are one or two of them. On 24th 
September, five Vickers’ Virginias, 
from No. 9 Bombing Squadron, flew 
from Manston, in Kent, to Leuchars, 
the most northerly air station in the 
British Isles, and back to Manston 
in a day,a distance of 870 miles. A 
second flight was undertaken by 
eight Vickers’ Virginias from Worthy 
Down, in Hampshire, again to 
Leuchars, on3rd September. Although 
the weather was very bad three of the 
machines flew from Hampshire to 
Edinburgh and back without landing. 


Lieut.-Commander BURNEY: With 
full service load. 


Sir S. HOARE: Yes, with full service 
load, and as an ordinary service exer- 
cise, and not in any way as a stunt. 
They flew a distance, of about 800 
miles, spending as much as 12% hours 
continuously in the air. 


BS 


LENGTH OVERALL ... 108 ».P.u. 


APPROX. FULL SPEED .. 
MINIMUM SPEED... ... 


HEIGHT OVERALL 
SPAN (SPREAD) 


SPAN (FOLDED) 


44-3. 


Aviation Department, 


Works :- 
WEYBRIDGE, 
SURREY. 


AM Engurries to:~ 


46 m PH. 
UNLADEN WEIGHT .. 9900x335. 
USEFUL LOAD... . 6850.ns. 


( Fuel, Crew and roa) 


TOTAL LADEN WEIGHT.16,750 15s 


VICKERS HOUSE, BROADWAY, LONDON, SW]. 


Telephone: 
VICTORIA 6900. 


Telegrams: 
VICKERS, SOWEST, LONDON 
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A FAMILY AEFEFAIR.—Studies of Col. the Master oi 


Sempill and Mrs. Sempill cornering in the Grosvenor 

Cup Race on the red-and-white Moth which won the 

King’s Cup Race. The machine now has a Cirrus Mark 
II engine and a much improved performance. 


MAKING THE WINNERS WIN. 

In practically all cases the various petrols, oils, dopes, etc., 
used by the winners of the different events will be found 
in the advertisement columns of THE AFRROPLANE. However, 
to do justice to those who prefer to hide their particular form 
of light under a bushel, hereunder comes the list of acces- 
sories before and after the fact. 


CORNERING.—The Short Mussel (named after Mussel 
Manor, Isle of Sheppey, where the Short Bros. aeroplane 
business began), piloted by Mr. Lankester Parker, 
flying in the Grosvenor Cup Race. 


The winner of The Daily Mail {£3,000 prize, Mr. P. W. S. 
Bulman, used B.P. Spirit. His engine ran perfectly through- 
out the 2,000 mile contest and the subsequent races. Mr. 
J; GC; Taylor (late Captain, R.A.F.)—whoms seen onmene 
cover picture hard at work as usual—is to be congratulated 
on his first big success since he joined the B.P. Company 
this year, 

The Cherub engine was lubricated with Castrol. Every 
single runner in every single event at Lympne used Castrol 


A SPORTING EFFORT.—The Cranwell biplane, C.L.A.4 (Cherub engine) being flown by Fit. Lt. Walmsley in 
the Grosvenor Cup Race. 
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the Trouble-Proof and Trophy-Winning Magneto. 


The British Thomson-Houston Co., Ltd. 


ELECTRICAL ENGINEERS AND MANUFACTURERS 
Alma Street Coventry 


Works: Rugby; Birmingham, Willesden, Coventry and _ Chesterfield. 
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as usual, and so every other event was also won, seconded 
and thirded on Castrol. Sir Charles Wakefield therefore still 
Cheers. 

Cellon Dope was used also on Mr. Bulman’s machine, and 
on the second and third machines. 

And as usual K.U.G. plugs and Smith’s instruments were 
used. 


The second and third machines in The Daily Mail prize~ 


used Shell Spirit, as also did Sq. Ldr. Longton’s Blackburn 
Bluebird, which won the Grosvenor Cup, Flt. Lt. Comper’s 
C.L.A. 4, which won the Stewards’ Handicap, Mr. Hinkler’s 
Avro Avian, which won the S.M.M.T. race, and Flg. Off. 
Rage’s Cygnet, which won the Lympne Open Handicap. 
This fine list of wins is of course due entirely to Mr. 
Jerry Shaw and his hard-working aides, Mr. Startup, Mr. 
Thom, and Mr. Brie, to whom must be added Mr. Bennett. 
The only other man home was Mr. Courtney and he used 
Pratt’s, as also did Mr. Openshaw, who, on the Westland 
Widgeon, made the fastest time in the Grosvenor Cup‘ race. 
Pratt’s chief representatives were Mr. Henry Tegner and 
Mr. Plevins, whom many people met for the first time. All 
who met them will hope that they will continue to grace avia- 
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tion meetings with their cheerful presences. Mr. Hewlett, 
the Pratt representative at Croydon, was of course very much 
to the fore all the time, and worked in his usual energetic 
manner. 

Every winning machine so far as one could gather was 
sparked by a B.T.H. magneto, and so far as one is aware no 
cther type of magneto was worn by anyone. 

Of course, Palmer tyres were the only ones seen on the 
aerodrome. One is told that another firm is making air- 
craft tyres, but so far they have not obtruded themselves on 
one’s notice. 

Mr. Adams, of Bray, Gibb and Co., insurance brokers, 
without whom no flying meeting is complete, was constantly 
at the aerodrome to see the machines he insures. Capt. 
Lampltgh and Col. Rabaghati, of the British Insurarce 
Group, also watched the proceedings with anxious eves 
and ears, but became less tense as the proceedings wore on 
and nobody showed signs of being written off in spite of 
having been under-written. 

When one sees this list of those who assist the winner one 
realises what an amount of commercial foresight and organi- 
sation. is needed to pull off a big competition, especially when 
it is run by the Royal Aero Club.—c. D. 


LESSONS FROM “THE DAILY MAIL” COMPETITION. 


Be Woe 

The essential figures of the results achieved by all the machines 
which took an active part in The Daily Mail Competition at Lympne 
are given in this issue in tabulated form, and from these it shouid 
be possible for those interested to draw almost any number of con- 
clusions concerning the inherent merits of the machine concerned— 
or as to the value of the Competition itself as means of encouraging 
really useful economical light aeroplanes. 

One point, however, may be said to stand out very clearly, and that 
is the really amazing technical results which British aircraft and 
engine designers can produce when sufficient inducement is afforded 
them. In this instance a very strong inducement to fly with the 
minimum possible expenditure of fuel was afforded. From the private 
owner’s point of view the difference between the most economical and 
the least economical machine at this meeting in terms of cost per 
mile is probably quite immaterial, but in other types of aircratt 
fuel economy may be of very great importance and it is certainly 
of great technical interest. 

The ‘figure of merit” of 2,203 pound-miles per pound of fuel 
attained by the winuing Cygnet is the equivalent of approximately 
7x ton-miles per gallon of petrol, and this was achieved at a speed 
over all of 65 m.pji. The load carried by this machine is the 
equivalent of two heavy passengers and x4o lbs. of luggage—a good 
load for the normal two-seater car. If a two-seater car with this 
load can average 32 m.p.i. and 30 m.p.g. it will do remarkably well, 
and its ‘* figure of merit’? will then be only about 1,700. In other 
words, it will use 25 per cent. more fuel to cover the same distance 
at half the speed. 

If one translates the fuel figures into the usual motoring units of 
miles per gallon, it is found that the Cygnet made 39.2 m.p.g. overall 
—which must represent something well over 40 m.p.g. when allow- 
ance is made for distance flown in excess of the official distance - 
and for fuel used in starting and running up. Quite certainly no 
car can equal this and mairtain anything like 65 m.p.h. in com- 
parable conditions. This machine used 12.7 lbs. (x 2/3 gallons) per 
hour on the official time of flight, and therefore can scarcely have 
taken an average of more than 20 h.p. from its engine. If it is 
possible—as it obviously is—to average 65 m.p.h. in a fair sample of 
British weather with a loading of 45 lbs. per cruising b.h.p., it 
seems fairly obvious that very considerably more economical con- 
mercial aircraft than any yet produced can besmade as soon as there 
is an adequate incentive to do so. 

The figures for the winning Cygnet might perhaps be considered 
to be so abrormal that they do not represent results which can cer- 
tainly be obtained, and the fact that the R.A.E. Club’s Cygnet—which 
finished second—has a notably lower “figure of merit’? might be 
taken to confirm this view. This actually is not quite the case. 

The second Cygnet used only 10 lbs (or xr 1/3 gallons) more than 
the winner for the same distance. The drop in the “figure of 
merit” is therefore mainly due to the fact that this machine carried 
nearly go lbs. less useful load than did its sister. This difference 
is mainly accounted for by the fact that the R.A.K. Club did not 
succeed in obtaining a C. of A. for their machine at so great a 
loaded weight as did Messrs. Sopwith and Sigrist, and were not quite 
so certain as the latter concerning their fuel consumption and con- 
sequently carried rather more fuel—which does not count as usefiil 
load. Also one believes that their Fairey-Reed airscrew was a general 
purposes design and uot an economy one. 

The second Cygnet’s over-all average speed was notably less than the 
winner’s. This fact is in all probability mainly due to a difference 
in airserew characteristics, combined with similar opportunities for 
testing out machine, engine and airscrew to discover the best cruising 
speed. It is also possible that being of limited financial resources 
the R.A.E. Club felt under a compulsion to take no risk of damaging 
their engine At any rate, when they were certain of their £1,500 
of prize money the R.A.E. Cygnei was permitted to display a very 
decided turn of speed in Saturday’s races. 

The fuel consumptions of the other two machines to complete the 
course were 13 and 50 lbs. (say 1% and 6} gallons) greater than the 
winners. Thus it can be said fairly safely that there is for practical 
purposes nothing to choose between the four machines on the fuel 
consumption basis All four weigh between 850 and 1,000 lbs., averaged 
between 56 and 65 m.p.h., and covered between 4o and 35 miles per 
gallon over a week’s hard fying. Thus it may fairly be assumed 
that for machines of the same general class—of similar load capaciiy 
and with equally efficient engines of the same power—the leading 
British designers can all produce an equally efficient light aeroplane. 


SAYERS. 


It must not be forgotten that all these four machines actually used 
the same type of engine—the Bristol Cherub III—and that the very 
remarkable consistency in fuel consumption, combined with an equally 
consistent reliability under far from ideal conditions is a quality of 
the Cherub engine without which these results could never have 
been achieved. 

Here it may te noted that immediately Mr. Bulman had completed 
the formalities of measuring fuel, etc., at the close of his last lap on 
Friday Mr. Kedden had the engine removed from his machine, stripped 
it in public and exhibited the components to all and sundry in- 
terested. ‘Its condition was as nearly perfect as can be conceived 
and without even grinding in the valves the engine was reassembled 
and erected in the machine. 

Comparison of the performance of the machines which started, but 
did not finish in the Competition, either between themselves or with 
the first four, is neither easy nor very reliable. 

The Seven Club’s Westland Woodpigeon is on total weight and total 
h.p. in the same class as -the four Cherub-engined machines which 
finished. But owing to the unsatisfactory airscrew forced upon it 
the fuel consumption was abnormally high, and it actually flew one 
more lap of Tuesday’s course than was officially timed. 

Under very adverse conditions the Woodpigeon covered about 25 
m.p.g at a real average of about 60 m.p.h—a consumption which 
scarcely need worry anyone likely to be able to afford any kind wt 
private aircraft. 

The only other machines from which any useful data can be 
extracted are the Avro Avian and the D.H. Moth. Both these had 
the same engine—the Armstrong-Siddeley Genet. 

Considering how chort a time has been available for practical 
experience of this engine in’ the air, that both these competitors 
should have suffered from: engine teething troubles is scarcely sur- 
prising, and there can be little doubt even now that the Genet as 
it would.’be used by any sensible private owner (that is with dual 
ignition and without one or two of the other devices used to kee, 
its weight within the Competition limit) is a thoroughly good engine. 

On the,1,282 miles flown by the Avian, Mr MHinkler’s “‘figure of 
merit ?’ Véty nearly equals that of Mr. Bulman and it is conceivable that 
had the Aviar not dropped out it might have approached the winner 
more closely. Mr Hinkler was in fact carrying out consumption trials 
during the contest, and is said to have been steadily improving as 
time went on. 

Taking this fact in conjunction with the very great probability that 
the Genet itself can be persuaded to give a decidedly better cruising 
consumption when a reasonable amount of experience with it has 
been acquired, it seems that the Avian is capable of equally the 
Cygnet figure of 7} ton-miles per gallon at a distinctly higher 
cruising speed. 

The Avian is thercfore an amazingly efficient aeroplane, not only 
on the basis of her total power loading, but even more so in the 
matter of the ratio of load carried to total weight. Presumably the 
Avian as a training or sporting machine was designed to have a 
fully aerobatic C. of A. with an all up load of round about 1,300 Ibs., 
and the C. of A. for 1,600 lbs. spon which she entered in this con- 
test was acquired with the ‘figure of merit’’ in view. 

Certainly her load capacity might be used to carry large supplizs 
of fuel for long distance work, but otherwise her Competition load 
could scarcely be packed into her in any other form than that of 
lead weights. But this cavacity—-even if it can rarely be used—means 
that the Aviar in normal use will have an even greater power reserve 
than she displayed at ILympne. And as she was far from being 
under-powered then, she will certainly not overwork her engine in 
normal conditions. 

As a technical achievement the Avian’s weight figures are—one 
believes—entirely unprecedented. Her load (including pilot and fuel) is 
130 per cent. of the empty weight. Certain foreign aircraft constructors 
claim to achieve a load equal to empty weight, and it is fairly certain 
that the starting weight of the French machines which have recently 
achieved non-stop flights of 2,000 miles or more must have reached— 
or even exceeded—twice the empty weight. But it is fairly certain that 
none of these machines would have obtained a British C. of A. for 
such a load, and it is obvious that the Avian—for record making 
purposes— could get off and fly with a lot more load than was carried. 

When this load capacity ,is taken in conjunction with the really 
remarkable speed of nearly 95 m.p.h., developed in Saturday’s racing, 
the Avro design staff may well feel pleased with their most recent 
production. 
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To compare the performance of the D.H. Moth—also fitted with the 
Genet engine—with that of the Avian in the Competition, it has to be 
remembcred that the Moth was designed with no eye to “figures of 
merit’? and for an engine of type and characteristics totally differeit 
from that which had to be fitted to comply with the rules. 

As a result the Moth was unable to take full advantage of the reduced 
weight of the Genet to imcrease her useful load. Moreover, her 
economical cruising speed is pretty certainly higher than it would 
have been had she been intended to beat the ‘ figure of merit” 
formula. Tor practical purposes the fact that the Moth has a higher 
wing loading and a higher economical speed is no disadvantage, 
but for this meeting it donbtless was. 

From the private owner’s point of view both Avian and Moth will 
carry two, a reasonable amount of luggage and fuel for as long a flight 
as he 1s likely to want to make without landing. 

Their over-all average speeds cruising will be nearly the same in 
practice about 75 m.ph., the Moth being a little the faster. © Tue 
Avian covered 1,282 official miles in the meeting for 67 gallons of 
petrol, the Moth 1,386 miles for 78 gallons, or at the rate of 19 
m.p.g. for the Avian and 18 m.p.g. for the Moth. There is obviously 
little in the matter of fuel economy between these two as private 
tourers, despite the wide divergence of their ‘figures of merit.” 

What good has the Competition done? It has provided useful 
information, but nothing like so much as it would have done hart 
the eliminated not been eliminated. It has shown that four light 
acroplanes combine a remarkable fuel economy with a _ surprising 
degree of reliability and general: airworthiness. 

It has very effectively concealed the capacity of the eliminated 
entries by preventing them from carrying out the tests, and it has-— 
one must hope—at least proved even to the Aero Club that compli- 
cated rules which cannot possibly be so all-embracing as to cover 
every possible emergency, cannot he interpreted arbitrarily at short 
notice without leading tc ludicrous results.—w. H. s. 


‘THE AEROPLANE ” BY AIR. 


Through the kindness of the De Havilland Company THE AEROPLANE 
was delivered by Moth to Tyympne on Wednesday last week. Although 
the distance from JI.ondon to I.ympne is only 60 miles the papers 
arrived 50 minutes earlier than did those despatched at the same 
time by train jand fast car. Verb sap. 


THE FLYING CLUBS. 
The London: Aeroplane Club. 


Repor: for week ending Sept. 109. 

The total flying time for the week was 36 hrs. 5 mins. 

The following members~ were given flying instruction :—Mrs. S. C. 
Eliott Lynn, Lady Bailey, R. I.. Portway, R. A. St. John, H. Solomon, 
A. J. Richardeon, B. b. Tucker, H. I’. Wight, D. Usher, Miss O’Brien, 
J. Barros, J. S. Boult, M. P. Susman, Lady Douglas-Hamilton, H. R. 
Presland, > *Fiintoft, (Gy WVlasto, J.- C> “Elford, G. Black, L7 C€ 
Crammond, G. C. Borner, D. P. H. Esler, G. FE. Clair, O. J. Marstrand, 
F. Clarfson, Miss Fletcher, FE. Cooper, G.jBady,1l. Je Ce Mitchell, 
S. O. Kradshaw, M.. Jones 

The following member: flew solo:—I.ady Bailey, A. H. M. Lees, 
L. J. €) Mitehell, A> Ho: Dalton, Ro Malcolm). (Go Richardson, IN: J: 
Hulbert, N.. Jones, O05... Tanoer,, 5.) D2 Moss 

The following associate members were given joy-rides :—A. South- 
gate, A. 1.0 A.’ Petty, Mts. M. Bell, E. Anderson. 


The Lancashire Aero Club. 

Report for week ending Sept. 17. 

Typical Manchester weather has made flying difficult during the 
greater part of the period. 

Total time for week 17 hrs. 10 mins., made up as follows :— 

Dual with! Mr. Stack :—-Costa, hr. 55 amins. S Smith, r hn ~-3go0 
mins. Nelson, 1 kr. 10 mins. Hughes, 1 hr, ro mins. 3irley, x hr. 
Moss, 30 mins. Dyson, 25 mins Hampson, 25 mins. Woods, 20 mins. 

Solo:—Agar, 1 hr. 10 mins. Goodfellow, 1 hr. 5 mins. Pitman, 
1 hr. 5, mins. Williams, 50 mins. Leete, 35 mins. Michelson, 5 
mins. TI,acayo, 3¢ mins. Parker, 15 niins., Hampson, 15 mins. 
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Joy-rides with Messrs. Goodfellow, Scholes and Stack :—Miss Good- 
fellow, 25 mins. Mrs. Thorpe, 30 mins. Williams, 20 mins. 

Tests occupied 1 hr. 30 mins. Machines in use I.R and MQ (Moths), 
and OK (Avro). 

Between thirty and forty entries have been received for the com- 
petitive events of the Club’s* second Flying Display, which starts at 
2.30 p.m. prompt next Sunday, the 26th. 

The traffic and parking arrangements have been greatly improved 
and arrangements have been made to supply a limited number cf 
luncheons for the benefit of spectators arriving early with their cars 
in order to make sure of a good position in the aerodrome car pari. 

We note with pleasure that Yorkshire intend to take back with them 
the silver tankards for the Inter-Club Relay Race. This event will 
be flown in heats and a lancashire-Yorkshire final would be very 
popular with the crowd. One has no doubt, however, that whoever 
wins them will have to fill them before being allowed to depart. 


The Midland Aero Club. 

Report for week ending Sept. x8. 

Total flving time for’the week 13 krs. 23 mins. 

The following members received flying instruction:—H. Willis, 
J Brinton, S H. Smith, C. Burrows, H? Smith, O. L. Richards, A. 
Gibbons, H. Beamish, R: L: Jackson, Ex. Brighton. 

The following members made solo flights:—W. Swann, E. J. 
Brightoi, G. Perry, R. I. Tackson, H. Willis, and@) L- Knox, all Gn 
witonn are “tA? “pilots 

Only one machine has been in use as EBI.W is undergoing annual 
inspectien for renewal of Certificate of Airworthiness. 


The Hampshire Aeroplane Club. 

Report for week. ending Thursday, Sept. 15. 

Total flying time, 16 hrs. 10 mins. Instructional flying, 14 hrs. 
Passenger flying, 2 hrs. 10 mins. 

The following members received instruction :—-Mr. Heathcote 1 hr. 
35 mins., Miss Home 1 hr 25 mins., Messrs. Bumble 1 hr. 15 mins., 
Dobson 1 hr. 25 mins., Perfect 55 mins., Molony 40 mins., Everett 45 
mins, Lt. Graham, RN., 35 mins., Messrs. Dartnall 30 mins., Bishop 
25 mins., Dickson 25 mins., Bound 2c mins., Fowler 20 mins., Courtney 
20 mins., Rodger 15 mins., Sommer 15 mins., Kerry 20 mins., Keeping 
20 mins., Bowen 15 mins., Fry 15 mins., Cooper 15 mins., Morley to 
mins., Shepherd 20 mins., Mansbridge 20 mins. 

The following members had passenger flights :—Miss Wyllie, Mrs. 
Haines, Miss Woodford, Mrs. I'ry, Miss Harvey, Miss Heathcote, Miss 
West, Mr. Kennerley-Runiford. 

Mr O E Simmonds put in 45 mins. solo flying, 


The Newcastle-upon-Tyne Aero Club. 

Report for week ending Sunday, Sett. 10. 

Total time for the week, 31 hrs. 55 mins., made up as follows :--- 

Dual, 2r hrs. 55 mins. Solo, ro hrs. 10 mins. Passenger with Mr. 
Parkinson, 30 dmins. 

All the above flying on I.X. On two days during the week flying 
was impossible Owing to strong winds. 

The following members fiew uncer instruction with Mr. fark; 
inson :—Sir Joseph Reed, Mrs. Marcks, Miss Leathart, Messrs. H. Ellis, 
E. C. Kennedy, J. M. Kennedy, Matthews, Irving, Whitfield, Middleton,| 
Somerville, Thirlwell, Charlten, Gilmere, Turnbull, Miesegaes,| 
C Thompson (advanced dual), Palmer, Bruce. 

Solo:—Mr. Baxter Ellis with Mr. Keenan. Mr. R. N. Yhompson 
with Mr. EF. Collins, Miss Crossley, Mr. T. Bell and Miss Bell. Dri! 
Dixon with Mr. T. ‘¥. Davidson, Mr. Perey, Mr. Mason, Dr. Toward, 
Mr. White, Mr Smith, Mr. Chalton, Mrs. Bell, Miss Howard, Miss 
Atkinson and Mr. J. Bell Mr. If. H Phillips with two passengers 
whose names have not been reported. 

The following flew as passengers with Mr. Parkinson :—Mrf, 
Thompson and Mr. Bishop. 

Both machines will be at the TI.ancashire Club’s Meeting on Sunday 
next. Some members had designs upon the four tankards, and are 
very much disappointed to learn that these will be collected by 
the Yorkshire Club. is 

Everyone wishes the I.ancashire Club success, with suitable weather. 
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PERSONALITIES AT THE NEWCASTLE MEETING.—Left to right, Mr. R. N. Thompson explains how he won 


the Members’ Race. The Rivals, Mr. Parkinson and Mr. Sparkes declare an Armistice. Dr. H. L. B. Dixon 


possesses the Cup for the Inter-Club Members’ Race. 
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THE ROYAL AIR FORCE. 


The London Gazette. 
Sept. 17. 


GENERAL DUTIES BRANCH.—The following Plt. Offs. are promoted to 
the rank of Fig. Off.:—I.. R. Mixen (Apr. 15); R. G. M. Hill (Sec. 
It., Iondon Regt., T.A.) (May 15); D. C. Sherman, EH. G. D. Stewart, 
M.C., T. P. F. P Fagan (Aug. 6); A. J. Holmes, C. P. Vimes (Aug. 17); 
R. D. Adams (Sept. 17). Flg. Off. S. H. Hardy is placed on half-pay, 
Scale B (Sept. 16). 

The following are transferred to the Reserve :—C1Lass A.—SQ. LDR — 
Cc. A. Rea, A.F.C. (Sept. 12). Fit. Lis.—W. W. McConnachie, T. Rose, 
DIE-C Re Ac) Vosper (Sept 12)|s Al MES Blakes) A hiC eb. ro Davy 
(Sept. 16). ELG. Ors—H. A. Boniface, R. G. Mullette;” Hn Haas: 
Saunders (Sept. 12); J. V. Medcalf, P. IL. Sant (Sept. 16). 


CLASS) Bo Fie tSs—— RCabryant,. Wa see Oakeye Vib, Ei. (Sept. 12)/* 
D. K. Cameron (Sept. 163. Fuc. Orrs.—J. I.. Miles, H. W. Nicholl 
(Septaer2)s ; 

CyAss C.— Frit, Its——B. C, Adamson, D. W King (Septi12)4) Cy WwW. 


Bailey, F. R. P. Dexter (Sept. 16). Fic. Orrs.—H. EK. Kirk, D.C.M. 
(Sept 12); E. J. Moule ‘Sept. 16). 

STORES BRANCH.—Flg. Off. W. F. Iangdon is granted a perm. comn. 
in this rank with effect from Nov. 24, 1925, on completion of pro- 
bationary service; Sq. Ldr. W. H. G. Maton, M.B.E., is placed on the 
retired list (Sept. 11). 

The following are transfered to the Reserve (Sept. 12) :—CLass B.— 
Fic. Orr.—W. A. Kyte, Crass C.—So. Lpr.—H. G. Etheridge. Fus. 
Orrs.—H. D. Fletcher, W. B. Francis, H. C. Haywood-Gibbons, E. W. 
Husband, J. B. Slater, J. S. Viner. 

ACCOUNTANT BRANCH.—The following Flg. Offs. are granted perm. 
comns. in this rank (Sept. 315):—E C. Green, J. H. S. Richards. 
Plt. Off. on probation F. Rigby is confirmed in rank and promoted 
to the rank of Flg. Off. (Aug. 10); Flg. Off. A. H. Scaife is placed 
on the retired list on account of ill-health (Sept. 15). 

MEDICAL BRANCH.—Flg. Off. A. Harvey, M.B., -is granted a perm. 
comn. in this rank (Sept. 15); J. Hutchinson, M.B., is granted a S.S. 
comn. as a Fig. Off. for three years on the active list with effect 
from and with seniority of Aug. 24; Flg. Off. F. P. Schofield, M.B., 
is promoted to the rank of Ft. Lt. (Sept. 15); Flg. Off. C. J. MacQuillan, 
M.B., B.A., is transferred to the Reserve, Class D.2 (Sept. 15). 

RESERVE OF AIR Forcg Orricers.--D H. B. Clark is granted a comn. 
in Class A.A., General Duties Branch, as a Pit. Off. on probation 
(Aug. 30); Flt. It. D. Le Bas is transferred from Class D.2 to Class 
D.1 fAug. 29). 


Appointments. 

Week ending Sept. 20. 

GENERAL DUTIES BRANCH.—Wing Commanders H. R. Busteed, O.B.&., 

A.F.C., to R.A.F. Depot, Uxbridge, for Staff Course at R.N. College, 

Greenwich, 7/9. B. lL. Huskisson, D.S.C., to R.A.F. Depot, Uxbridge, 

whilst attending course at Senior Officers’ School, Sheerness, 21/9. 

R. J. F. Barton, O.B.E., to No. 1 School of T.T. (Apprentices), Halton, 
to command No. 4 Apprentices’ Wing, 19/8. 


Squadron Jeader W. Thomas, M.C., to No. xz School of T.’. 
(Apprentices), Halton, 19/8. 
Flight Lieutenants J. C. M. Hay, T. C. Thomson, R. A. George, 


to H.Q:, Cranwell, 6/8. 1.0) Brown, D.S-C;, 
DS EAGe Gael oback anaemia 
Allen, to No. 1 School of T.T. (Apprentices), Halton, 19/8. P. G. 
Scott and J. M. Glaisher, D.F.C., to School of T.T. (Men), Manston, 
20/9. J. D. Breakey, D.F.C., to Fighting Area H.Q., Uxbridge, 20/9. 
J. Duncan, to R.A.F. Cadet College, Cranwell, 20/9. 

Flying Officers E. S. Steddy, to Home Aircraft Depot, Henlow, on 
transfer to Home Estab., 30/8. A. E. Evans, D.FC., to R.A.F. Base, 
Gosport, 19/9. €. W. McK. Thompson, to Station H.Q., Duxford, 
1/9. J. W. Hustwaite, M.B.E., 1 E. Goodman and F. H. Cashmore, 
to HO.) Cranwell) 6/8 J. W. Jean eD.S.Me Caw allen Cesena. 
Hayman, F. H. Davis, A. A. Jones, S. Herbert and C. EB. Galpin, 
to No. 1 School of T.T. (Apprentices), Halton, 19/8. 

STORES BRANCH.—Flying Officers F. A. Skoulding, to H.Q., 
well, 6/8. V. B. Ranford, to Air Ministry, 13/9. 

ACCOUNTANT BRANCH.—Flight Lieutenant J. H. B. Carson, 
Mediterranean, Malta, 25/8 Flying Officer’ W. E. V. 
R.A.F. Base, Malta, 25/8. 


A Fatal Accident. 

The Air Ministry regrets to announce that as the result 
of an accident near Lahore, India, to a Bristol Fighter of 
No. 31 Squadron, on Sept. 14, Plt. Off. Dick Culverwell Sher- 
man, the pilot and sole occupant of the aircraft, was killed. 

An Air Ministry Appointment. 

The Times of Sept. 16 states :— 

Commander A. W. Brooks, D.S.O., who is being lent from to-day 
to the Air Ministry, is a gunnery specialist, and was gunnery 
lieutenant during the war of the cruisers Nottingham and Birmingham. 
In May of last year he was appointed an Assistant to the Director 
of Naval Ordnance. 


The Fleet Air Arm. 


The Times of Sept. 21 states :— 

Following the selection of Capt. T. F. P. Calvert, D.S.O., for two 
and a-half years Head of the Air Section of the Naval Staff at the 
Admiralty to be in command of the cruiser Frobisher Cdr. R. B. Davies, 


M.C., and N. Comper, 
ALE.G,0 oe Se Pa Walmsley, st. Ce 


Cran- 


tow HOY, 
Richards, to 


V.Cc., D.S.0., A.F.C., has been appointed for duty in the section. 
Cdr. Davies recently completed two years’ general service as com- 


mander of the battleship Roval Sovereign in the Atlantic Fleet, but 
for some four years prior to 1924 he was in charge of the Air Section. 
He won the D.S.O. in 1915 for repeated air attacks on the German sub- 
marine and air bases in Belgium; and the V.C. was awarded him in 
1916 for gallantry in an air attack on Ferrijik Junction, Thrace, when 
he alighted in enemy territory to rescue Flt. Lt. G. F. Smylie from 
capture, after the latter’s machine had been brought down. 


The R.A.F. Coastal Cruise. 
The R.A.F. Flight of Supermarine Southampton Flying 
Boats (two Napier Lion Engines), under Sq. Ldr, A. Durston, 


D.F.C., which started at Cromer, on Sept. 6, arrived at 
Worthing on Sept. 15, and anchored off the pier-head for 
about an hour. 

Owing to the rough weather the demonstration at Brighton 
arranged for the same day was cancelled, and the Flight re- 
turned to its base at Calshot. 


A Service Cruise to Aden. 


The Air Ministry announces that a flight of Vickers Vic- 
toria aircraft, under the command of Air Commodore C. R. 
Samson, C.M.G., D.S.O., A.F.C., Chief Staff Officer, Middle 
East Command, R.A.F., started on Sept. 16 fromthe R.A.F. 
station at Heliopolis, Cairo, on a long-distance criffse to Aden. 

The flight is one of a series of extended cruises that are 
being carried out by the Royal Air Force to test air route 
arrangements and to gain Service experience with post-War 
types of aircraft over rcutes not regularly flown over. 

The itinerary for the outward flight is Aswan, Atbara, Port 
Sudan, Massowa, and then across the Red Sea to Aden. The 
return journey will be made by way of Khartoum and Wadi 
Halfa. The total distance to be covered is approximately 
4,500 miles. 

The Vickers Victoria aircraft is a 25-seater troop carrier 
fitted with two Napier Lion engines. 


R.A.F SPORTS. 
Rugger in the R.A.F. 


The importance of Rugby Football in the Services is be- 
yound all possible doubt. ‘Phe theory that it cannot. be 
played in Iraq has been utterly confounded by facts. In 
the issue of THE AEROPLANE dated Feb. 24, 1926, a cor- 
respondent wrote :—‘‘ Rugger has been flourishing this 
season. About ro R.A.F. Units have been running teams.’’ 
Having driven the Soccer enthusiast out of his last ditch 
the question to be faced is that of improving Rugger in the 
R.A.F: 

Apparently in every R.A.F. Station there is an ‘‘AC. Blank”’ 
who plays a marvellous game but is never seen by the Selec- 
tion Committee. It is to be presumed that he plays for his 
Unit in the Cup matchés but he does not get a trial for the 
representative side because the Cup finals are played after 
the inter-Service games. 

The following suggestion is made with due humility. That 
a touring team consisting, if necessary, of dug-outs, but 
essentially of players who really understand the game, should 
play all the big Stations before the end of December every 
year. This scheme might kill a few star turns of a by- 
gone age, but they would spot the likely youngsters, and how 
can old Rugger men die better, anyway? 

Another problem is the one of leave. Obviously the first- 
class player cannot get first-class Rugger on his own Station. 
If the R.A.F. representative side is to compete with the other 
Services the members of the side must play regularly with 
first-class Clubs. And if they are good enough to play for 
first-class clubs they ought to be able to get leave to do'so. 

As this consists as a rule in getting Saturday mornings 
off it is presumably a matter for individual commanding 
officers. There are always plenty of Army and Navy players 
turning out regularly for London Clubs, with considerable 
profit to their respective representative sides. . 

There is the obvious argument that if Rugger is to be en- 
couraged in the Service the best players must always play 
for their Unit or Station. But on the other hand the be- 
ginner cannot show up to his best advantage in a team’ of 
really good players. The R.A.F. Cup has been won more 
than once by a team without one member of the R.A.F. repre- 
sentative side in it. Also the fact that a man plays for a 
club does not mean that he can never turn out for his Unit, 
nor does it mean that he will not take any interest in Station 
Rugger. It simply means that instead of losing his form 
he will probably improve it. 

One cannot believe that all commanding Officers in .the 
R.A.F. are too old and decrepit to remember or realise the 
importance of Rugger or that they all played Soccer, and this 
Saturday leave business is up to them.—c. M. Mca. 


R.A.F. Boxing. 


The following fixtures have been arranged by the R.A.F. 
Boxing Association for the coming season :— 

Oct. 22.—v. Household Brigade, at Chelsea Barracks. Oct. 27-38.— 
The Sir Charles Wakefield (Novices) Team Tournament, at Henlow. 

Nov. s—v. Belsize B.C., at Uxbridge. Nov. 18—v. Cambridge Uni- 
versity, at Cambridge. 

Jan. 6.—v. Civil Service, in Iondon. 

Feb. 10.—v. Oxford University, at Halton. 

Mar. 2 and 3.—R.A.F. Individual Championships, at Halton. 

The R.A.F. Team will also enter for the inter-Services 
Tournament for Lord Desborough’s Trophy at the Stadium 
Club on Dec. 9. This tournament is for amateur teams repre- 
senting the Navy, Army, Air Force and Territorial Force, 
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THE TYPE TEST OF THE CIRRUS MK. Il. 

The Cirrus Mk. Il engine, produced by A.D.C. Aircraft 
Ltd., as a development of the well-known Cirrus Mk. I, com- 
pleted the Air Ministry type-test of 100 hours duration in the 
small hours of Sunday, Sept. 19. 

The components have all passed inspection as in remark- 
ably good condition, but at the moment of going to press 
the firm have not received official notification from the Air 
Ministry to that effect. 

The Mark II Cirrus, with dual ignition and impulse starter, 
weighs 256 lbs,, which is about 30 lbs. less than the Mark Ih 
and has been type-tested at a rated output of 75 b.h.p. and 
a maximum of 86 b.h.p.—which is nearly 20 h.p. more than 
the original. 

Those who have seen the Cirrus Mk II engines in the two 
de Havilland Moths to which they have been fitted for de- 
velopment tests, will have realised already that the new 
engine is a great step forward.—w. H. s. 


SWINGING AIRSCREWS. 

Air Ministry Notice to Airmen No, 58 of 1926 states that 
in order to avoid risk of accident when personnel of the 
Royal Air Force or of Government civil aerodromes are em- 
ployed for starting up aeroplanes it is necessary that pilots 
should follow a uniform procedure for swinging airscrews; 
the procedure in use in the Royal Air Force has accordingly 
been extended to Government civil personnel, 

This procedure, which should be strictly observed by civil 
pilots when R.A.F’. or Government. civil personnel are en- 
gaged, is outlined in the notice. 

The pilot should exercise the greatest care never to allow 
the airscrew to be touched before he has ascertained that the 
switches are in the “‘ switch-off ” position, and should realise 
that if an accident in starting up occurs through his failure 
to observe the correct procedure he alone will be held te- 
sponsible. 

PARACHUTE DESCENTS. 


Air Ministry Notice to Airmen No. 56 of 1926 states : 
It is hereby notified that under Article 13 of the Air Navigation 
(Consolidation) Order, 1923, as amended by the Air Navigation (Amend- 


ment)- Order, 1925, parachute descents from civil aircraft are pro- 
hibited unless permitted by Directions issued by the Secretary of 
State. 


Formal application for the necessary permission, 
of the proposed descent, should be 
Air Ministry, Gwydyr House, 


giving full details 
addressed to the secretary (A & I), 
Whitehall, London, S W.1, at. least 14 


days prior to the date on which it is desired to make the parachute 
descent. 

[Pilots whose machines catch fire in the air may find a 
trifle of difficulty in giving the statutory 14 days’ notice. 

Which reminds one of the Jew-man, who, when a tribal 
colleague condoled with him in having a fire at his place of 
business, said, ‘‘ Hush! Ikey! Dat vosn’t till next veek.”’ 

It strikes one that the Air Ministry would do better to pro- 
hibit exhibition parachute drops entirely and to permit the 
use of parachutes only for practice drops by Service person- 
nel, Certificated Civilian pilots, and experimenters for para- 
chute makers.—c. G. G.] 

THE NEW YORK—PARIS FAILURE. 

A Reuter message from New York dated Sept. 16 states :— 

Just as all seemed ready this morning for Captain Fonck’s flight 
from. New York to Paris it was found lecessary to postpone the flight 
through the discovery that one of the petrol tanks was leaking. ‘The 
leakage aggregated ten gailons an hour. 

It is feared that the flight may now be indefinitely postponed, as 
the weather forecast indicates that to-day may be the last day on 
which the flight could be undertaken for a fortnight, and after that 
it is considered that it will be too late in the season for a Trans- 
atlantic flight. 

As THE AEROPLANE was going to press news was received 
by telephone (very kindly) from The Evening Standard and 
kvening News to say that in trying to get off with a full 
load the machine had crashed and burned. M. Fonck and 
Lieut. Curtin, U.S.N., had jumped clear, but a French wire- 
less operator and a Russian mechanic were burned to death. 
Apparently the machine failed to rise from a three-quarter- 
mile prepared run-way, fell over the end of it into a gully, 
and behaved as it naturally would. Which is much what 
many people expected of it. 

ALL THE WORLD'S AIRCRAFT, 1926 

The 1926-27 edition of All the World’s Aircraft will be 
published within the next week and orders can now be 
booked through the Publishing Department of Aeronautics 
Ltd., or direct from the publishers, Sampson, Low, Marston 
and Co. Ltd. The new edition contains descriptions of over 
600 different types of aeroplanes with 476 photographs and 
109 line drawings, which give the general arrangement of the 


very latest types and of some types of which no 
photographs are obtainable. Very. much more com- 
plete information has been obtained for the Histori- 
cal Section, including a full description of the organi- 


sation of the French Military and Naval Aviation Services. 
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DOESN'T IT STAND TO REASON that a Firm which controls under 
highly technical methods the complete range of processes from 
the raw bloom to the final manipulated product, isin a much better 
position than most to supply you with Steel Tube (plain or mani- 
for all Aeronautical purposes. 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 

Trips per Day.—Monday, 22; Tuesday, 16; Wednesday, 18; Thursday, 
19; Friday, 16; Saturday, 19; Sunday, 4. 

IMPERIAL AIRWAYS I,1D.:! 

London—Paris—Zurich, London-—Ostend—Brusscls—Cologne; London 
—Rotterdam--Amsterdam—Berlin: Machines 55, passengers 343, 
freight 17 tons. 

AIR UNION: 

Paris—-London: Machines 31, passengers 132, freight 11 tons. 
Wel 

Amsterdam—Roiterdam—london : Machines 16, passengers qo, freight 

33 tons. 

SARENA : 

Machines 8, passengers 45. 
DEUTSCHE LUFTHANSA AG 

Berlin—I.ondon : Machines 0, passeugers o 
PRIVATE : 

Machines 4, passengers 7. 

Total number of trips by British Machines, 59, carrying 
sengers Foreign Machines, 55, carrying 187 passengers. 
Comparative Figures: 

Week ending Sept. 19: 

Machines. 14; Passengers, 537: Crews, 145; Total personnel, 682. 
Correspending weeR, 1925: 

Machines, 122; Passengers, 572; Crews, 163; Total personnel, 735. 
Corresponding week, 1924 

Machines, 146; Passengers, 601; Crews, 177; Total personnel, 778. 
Corresponding week, 1923: 

Machines, 109; Passengers, 379; Crews, 172; Total personnel, 551. 
Correspending week, 1922: 

Machines, 98; Passengers, 237; Crews, 184; Total personnel, sor. 
Corresponding weeR, 1921 

Machines, 66; Passengers, 154; Crews, 84; ‘Total personnel, 238. 
Corresponding week, 1920; 

Machines, 109; Passengers, 261; Crews,-123; Total personnel, 384. 

Croydon Notes. 

Owing to the Lympne meeting, nothing has been allowed 
to occur at Croydon. Anything which happened last week 
will take place in THE AEROPLANE next week.—G. D. 


FATAL PARACHUTE JUMP. 

Mrs. A. T. Cain was killed at Leicester on Sept.g inattempt- 
ing a parachute descent from an aeroplane belonging to the 
Surrey Flying Services. The Times account of the accident 
states :— 

A woman made a succcssful descent on Sunday, and yesterday Mrs. 
Cain was taken up in the machine to make a parachute descent. 
The same precautions were taken last evening before the aeroplane 
left the ground. Mrs. Cain was strapped to the parachute, and as the 
machine ascended she waved to the crowd. Onlookers state that on 
receiving the signal froni the nilot, Mrs. Cain jumped from the wing 
of the aeroplane She was then séen to turn several somersaults, and 
fall straight to the ground from a height of*t,ooo ft., while the para- 
chute remained attached to the aeroplane: The cause of the accident 
is at present unexplained. } 

The inquest has been adjourned and the affair cannot be 
properly discussed until the evidence and verdict have been 
published. 


350 pdas- 


MR. COBHAM’S RETURN JOURNEY. 
Mr. Alan Cobham, who, with Sjt. Ward, R.A.F., and Mr. 
Capel, is attempting to fly trom Melbourne to London, arrived 
at Rangoon from Victoria Point, on Sept. 15. He said that 


he had been weather-bound in a sheltered harbour for days 
aud was unable to communicate with the outer world. 

Mr. Cobham was delayed at Rangoon for 24 hours owing 
to the heavy monsoon rain and a storm in the Bay of Bengal, 
but he flew to Akyab on Sept. 18, and managed to dodge the 
storms. He intended to proceed to Calcutta on the same day 
but was again delayed by the weather. 

On Sept. 13 he arrived at Calcutta by way of Chittagong. 

In an interview at Calcutta Mr. Cobham said that he did 
not consider that there were enough meteorological stations 
hetween Calcutta and Singapore.—One might add also that 
there are not enough Mr. Cobhams along that route to make 
such stations worth while. 


A DINNER FOR MR. COBHAM. 

Subject to the arrival of Mr. Alan Cobham in England in 
time, the Institution of Aeronautical Engineers propose to 
give a dinner in his honour on Thursday, Sept. 30, at 8.0 p.m., 
at Kettner’s Restaurant, Shaftesbury Avenue, W.tr. 

The President of the Institution, Lieut.-Col. J. T. C. Moore- 
Brabazon, M.C., M.P., will preside. Non-members of the 
Institution who would like to attend the dinner can obtain 
tickets at a cost of 15s., exclusive of wines, from the Acting 
Honorary Secretary, Mr. Norman J. Hulbert, 34, Broadway, 
Westminster, S.W.1. 


PERSONAL NOTICES, 


DEATHS. 

LEAVEY.—On Sept. 2, at Great Bookham, as the result of a flying 
accident, Capt. R. H. Leavey (late R.A.F.), of the Southern Counties 
Aviation Company . 

SHERMAN—On Sept. 14, near Lahore, India, as the result of a 
flying accident, Dick Culverwell Sherman, Plt. Off., No. 3: (Army 
Co-operation) Sqdn., R A.F. 

Mr. Sherman joined the R.A.F. with a S.S. comn. in January, 
1925, and was posted to No. 4 F.T.S., Abu Sueir, for a course of 
fiying instruction. In March, 1926, he was appointed to the Aircraft 
Depot, Karachi, and last July to No. 3x Sqdn. 

MARRIAGES. 

HILTON—MARTIN.—On Sept. 15, at St. Paul’s, Knightsbridge, S.W., 
Fit. Lt. Edward Goodwin Hilton, D.F.C., A.F.C., R.A.F., youngest son 
of the late Mr. and Mrs. J. E. Hilton, of Lambourne, Berks, to Joyce 
Elizabeth, younger daughter of Mr. and Mrs. H. J. Martin, of Mason's 
Bridge, Hadleigh, Suffolk. 

MUSSON—BRICE.—On Sept 15, at St. Matthew’s Church, Borstal, 
Francis William Musson, A.F.C., eldest son of Mrs. Musson and the 
late Dr. Musson, of Clitheroe, Lancs, to Margaret. Edith Whitcomb, 
elder daughter of Mr and Mrs S. J. Brice, Goddings, Rochester. 

PORTAL—ANDERSON.—On Sept. 16, at Hungerford, Lieut.-Cdr. 
Reginal Portal, D.S.C., R.N. (Flg. Off., R.A.F.), son of Mr. and Mrs. 
EH. R. Portal, of Eddington House, Hungerford, and Miss Helen 
Anderson, eldest daughter of Mr. and Mrs Frederick Anderson, of 
Standen Manor, Hungerford, and 54, Queen’s Gate, S.W. 

BIRTHS. ; 

M‘LAREN.—At Heliopolis, Cairo, on Sept. 13, the wife of Sq. Ldr. 
D. M‘laren (R.A.F. M.S.)—-a daughter. 

MAYCOCK.—On Sept. 16, at ‘The Wings,’’ Felixstowe, to Dorothy, 
wife of Wing Cdr. R. B. Maycock, R.A.F.—a daughter. 

FORTHCOMING MARRIAGE. 

CAREY—WAKELEY.—A marriage has been afranged, and will 
shortly take place, between Fit. Lt. Denis H. Carey, R:A.F.; only son 
of Capt. Walter Carey, C.B.E., R.N., and Mrs. Carey, of Melrose, 
Winchester, and Ferelyth, elder daughter of Mr. and Mrs. Seymour 
Wakeley, of Rainham, Kent. 


SS 


AN IMPROMPTU POST-OFFICE.— 
English visitors from the Grand Hotel, 
St. Cecile-Plage—including a Director of 
‘The Aeroplane ’’—helping to unload 
the parcels and mails from an Air Union 
Goliath which suffered a forced landing 
on the sands and looked for a time liké 
being swept away by the incoming tide. 
Thus one sees the Franco-British Alli- 


ance renewed against a common enemy. 
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A TOUR OF THE BACK-BLOCKS :—His Excellency the Right Honourable Lord Stonehayen, P.C., G.C.M.G., 

D.S.O., Governor-General of Australia, perhaps better known to readers of this paper as Major John Lawrence Baird, 

Under Secretary for Air in 1918, alighting with Lady Stonehaven from a D.H.50 (Puma engine) at Longreach, 
Queensland, during his tour of North Australia over the Quantas Route. 
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in the Handicap Race at Lympne for 
the prize presented by the Society of 
Motor Manufacturers & Traders Ltd. 


THE AVRO “AVIAN” which won the Handicap Race at Lympne for ‘the 
prize presented by the Society of Motor Manufacturers and Traders Ltd., is a 
two-seater biplane, with dual control, and fitted with a 69 h.p. Armstrong- 
Siddeley ‘‘Genet” engine. Piloted by Mr. B. Hinkler, it carried a load of 828 Ibs. 
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ON IMPERIAL AIR WAYS. 


Tor the past three weeks the pages of THE AFROPLANE have 
been devoted almost entirely to the parish pump politics of 
light aeroplanes. And, just as one finds far more virulence 
in the arguments of a Parish Council as to whether the Parish 
Pump shall have a new handle or not than one finds in an 
Imperial Parliament or even in the Council of the League of 
Nations over a matter which affects the peace of the whole 
World, so there was far more ill-feeling and vituperation and 
vitriolic invective let loose in the Parish of Lympne over 
something less than £10,000 worth of pretty little light aero- 
planes than ever there is over the £16,000,000 of the Air Vote 
in Parliament or oxer the good-looking solid Million Pounds 
which has been allocated as a subsidy to Imperial Airways 
Ltd. 

Of course it was all frightfully amusing and all present had 
a very healthy seaside holiday, and on the Saturday a lot of 
private owners had a merry outing, and light aeroplanes got 
quite a good deal of advertisement out of The Daily Mail, and 
THE APROPLANE newspaper got a lot of extra advertising out 
of the British Aircraft Industry, for which one is duly grate- 
ful. But, although the seeds of a great new branch of the 
Aircraft Industry tay have been sown in the interest created 
in aircraft for the private owner, the immediate results have 
not been anything about which to write home, and many 
matters of much greater immediate importance have had to 
be side-tracked during those three weeks while we have been 
discussing the handle of the Parish Pump. 

Therefore one would ask one’s readers to turn their minds 
to higher things and to think Imperially for a time, for while 
we have been interesting ourselves so keenly in the ways of 
the air between Brighton and Lympne, and Eastbourne and 
Lympne, and Margate and Lympne, much interesting in- 
formation has been made public concerning the developments 
of real Imperial Aviation. ‘Therefore let us proceed to think 
in an imperial air way. 

IMPERIAL AIRWAYS LD. 

The subject which must be first discussed is the second 
balance sheet and Annual General Meeting of Imperial Air- 
ways Ltd. Seeing that the British ‘I'axpayer is interested in 
the firm to the extent of a Million Pounds, and that quite a 
number of shareholders and financiers are interested to the 
extent of. £349,171 ros. in issued capital, one imagines that 
the affairs of the firm interest us people in this country quite 
considerably, on the principle that charity begins at home. 

Not that one imagines for a moment that anybody directly 
concerned with aviation has any financial interest in the 
aforesaid £349,000 odd. For to the best of one’s knowledge 
nobody directly concerned with aviation, except, of course, 
the twenty manufacturers who compose the British Aircraft In- 
dustry, has got any money with which to be interested in 
anything. And the said twenty manufacturers need all their 
money to’ keep their businesses together in between the 
erratic issues of contracts by the Air Ministry. 
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ON THE IMPERIAL AIRWAY. 


Nevertheless Imperial Airways Ltd. is of very distinct in 
terest because whether it becomes eventually a kind of aerial 
gold-mine to the shareholders, as railways were before they 
came directly under Government control (which is what one 
hopes it will be), or whether it eventually loses aH its capi- 
tal and falls on evil days as did Air Transport and ‘Travel 
Ltd. (which one hopes it will not) it is undoubtedly at the 
present day doing exceedingly valuable work in acquiring 
knowledge about the organisation and operation of air trans- 
port. 

Moreover, and this is a matter which directly affects our 
air defences, the technical people of Imperial Airways Ltd. 
are accumulating vast stores of knowledge as to what en- 
gines and aeroplanes and pilots will stand in the way of con- 
stant wear and tear, and what they can do under all sorts of 
conditions of wind and weather. Also they are discovering 
what is needed in design and material to give improved re- 
liability and durability. Which must in the end affect the 
design and construction of war machines very materially. 
This knowledge alone, which is in due course handed over 
to the technical people at the Air Ministry, and to the firms 
which make the aircraft and engines, wiil probably be well 
worth the million pounds spent in the subsidy. 

STARTING A BUSINESS. 

In considering the balance sheet of Imperial Airways we 
must remember that there are two Ways of starting a new 
business. One is to start from the beginning with no capital 
and no equipment and to build up from that, much as in 
the legendary days of the aerodrome at Brooklands it was 
said that a certain aviator arrived there with a spanner in his 
pocket and left it with a complete aeroplane and a spare en- 
gine and a motor-car, having acquired the said assets in 
exchange for experience imparted to other people. The other 
way is to start a business with a large supply of capital and 
to spend that capital for a certain number of vears in buying 
experience and material, without any intention or hope of 
making a profit during that period, and thus creating a valu- 
able goedwill for the business. 

Imperial Airways Ltd. have entered into the business of 
air transport on the latter principle. They began’ by buying 
the best material available in the way of aeroplanes and en- 
gines, and by buying all the experience available among the 
personnel of the four air lines which they acquired and 
amalgamated at the start. In the two years during which 
they have been operating they have acquired a great deal 
more experience and they have paid for it rather dearly in 
some ways. Also they have acquired, or are in the course of 
acquiring, various new aircraft, such as the Armstrong-Whit- 
worth Argosies and the De Havilland 66s which represent the 
last word in technical knowledge to-day. 

The result ‘is that, although on the balance sheet their 
losses for the vear appear to be heavy for those of us who 
are accustomed only to handling a few hundreds of pounds 
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At Rutba Wells, the halfway stop between Gaza and Baghdad. In the middle 


may be seen the Director of Civil Aviation, recognised by glint of eyeglass, apparently doing reverence to the 
mysterious rites before him. The man in uniform is an inspector of Iraqui constabulary. 
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at a time, they are really very small when judged by the 
standards of high finance or even of big transport operating 
companies such as railways or steamship companies. 

A TRADING PROFIT. 

The actual trading account shows a profit of £21,749 2s. 7d. 
The detailed figures for this account are not available. Natur- 
ally the firm is not going to publish for the benefit of rival 
air lines all the World over just what it costs to run each of 
its machines, and how much it pays for. petrol and oil, and 
the exact mileage covered by each of its machines, and the 
wages paid to its various employees, and how much each 
machine and engine has cost for repairs. ‘Those figures are 
quite legitimately its trade secrets. But the figure quoted 
may be taken as accurate. 

It represents presumably the difference between, on the 
one hand, the income which is made up of the Government 
Subsidy of £130,000 for the year plus passenger fares plus 
freight charges for goods plus the hire of special machines 
and so forth, and, on the other hand, the expenditure on 
the pay of operating officials (as distinct from directors’ fees), 
pilots, mechanics, ground staff generally, the cost of petrol 
and oil and other consumable stores, spare parts, and general 
repair and maintenance of flying stock and premises. 

On the simple basis of receipts against expenditure, if one 
cut out the subsidy of £130,000, this would mean a net trad- 
ing loss of £108,000. But it must be remembered that the firm 
was formed on the distinct understanding that a subsidy 
of a certain sum per annum for ten years would be part of 
its fixed income, this £130,000 being the sum allocated for the 
year 1925-26, though it is to become less and less year by year 
in each of the remaining eight years. 

THE Actual, Loss. 

The profit and loss account, when all other items of ex- 
penditure such as directors’ fees, insurance, advertising ex- 
penses and reserve for depreciation, or, as it is called, -obso- 
lescence, of aircraft and engines, are taken into consideration, 
shows a net loss of £20,414 19s. 8d. And, after all, when one 
considers that the firm is in process of building up a good 
will, this is quite a small loss out of a paid-up capital of 
approximately £350,000. : 

It shows at any rate that the management of the firm is 
being as economical as possible and is minimising the losses 
by strict care and attention to expenditure, though every- 
body who has any knowledge of the firm’s flying stock knows 
well that no economies are made by using cheap material 
or workmanship. 

INTERESTING FIGURES. 

A number of the figures in the balance sheet are of con- 
siderable interest. For example, the aircraft and engines in 
stock as at Mar. 31, 1925, were valued at £117,743 os. 11d. (one 
likes that 11d.). The additions during the year to Mar. 31, 
1926, amounted to £63,531. These wceuld presumably in- 
clude the new Handley Page Wios, but not the Argosies. 
Stores, spare parts and tools amount to “25,590 16s. 10d. 
Against the new additions for the year the sum of 
427,166 128. rod. is placed as a liability for ‘‘ Reserve for 
obsolescence.’? Which means writing off something over 
one-third the value of the new machines in the course of the 
vear. On this assumption the life of an aeroplane is ex- 
pected to be about three years. 

Barring crashes, we know that a well-built aeroplane will 
last for ten years or more (as R.A.F. pilots who are flying 
machines of 1916 design know to their sorrow). But accord- 
ing to the Imperial Airways scheme, the value of a machine 
can be written off completely at the end of two or three years 
and it can be put off the Service merely because it is obso- 


A HEALTH RESORT.—Another view of Rutba Wells 


lete and not because it is in any way unfit for flying. Which 
is very sound. ; > 

Another figure in the balance sheet which is of particular 
interest is tnat of £1,033 3s. od. for survey expenses of the 
Cairo to Karachi route. She work done in suryeying all that 
line of country from Cairo to Karachi and back again, which 
was done by Colonel Minchin and Colonel Burchall, was re- 
markably cheap at the price. 

One always admires the exactitude of the people who make 
balance-sheets. Presumably the 3s. was for the taxi which 
conveyed the explorers and their souvenirs from Victoria to 
Wolseley House. 

A DISAPPOINTMENT. 

The Directors’ Report says that ‘‘ Owing to the delay in 
delivery of new aeroplanes the Company were unable to earn 
the increased revenue which the Board had anticipated and 
considerable traffic passed to the benefit of foreign competi- 
tors.” Perhaps if the Board had merely expected the in- 
creased revenue and had not anticipated it they might have 
saved a little more money. But as already indicated the loss 
is really very small under the circumstances. 

The Report further states that in the interests of further 
development single-engined aircraft of obsolescent design will 
be withdrawn from the service and replaced by aircraft known 
to be of more efficient design and capable of successful com- 
mercial operation. £18,000 has been appropriated to write off 
certain of these single-engined machines, which, although 
fully licensed as airworthy, do not conform to the policy of 
using multi-engined aeroplanes on the regular air routes. 
As the Directors say, this was a costly decision to take, but 
the Board felt that the first desideratum was to create a good 
will based upon safety and reliability. 

Further the Board point out that the accounts under review 
bear both the high cost of maintaining the aircraft of un- 
economical design and the cost of writing them off. And the 
Board feel confident that haying standardised two and three- 
engined types the decreased cost per ton mile together with 
the marked increase in traffic during the current year will re- 
duce the debit balance in the next balance-sheet. 

There is interest in noting that the Imperial Airways fleet 
now consists of sixteen aeroplanes and that five three-engined 
machines (the D.H.66s) are under construction for the Cairo- 
Karachi line, which will begin work early in 1927. 

Those who are concerned with finance will be interested 
tc learn that part of the capital for the Cairo line has been 
provided out of existing resources but that additional capital 
will be necessary, and the uncalled balance of ros. per share 
will be called up by two calls of 5s. each. 

THE CHAIRMAN’S SPEECH. 

In his speech at the Shareholders’ Meeting on Sept. 22 | 
Sir Eric Geddes gave a frank explanation of the policy of the 
Board. He said that the reduction of about £12,000 in the 
profits from the trading account '’as compared with the pre- 
ceeding year was due firstly to the fact that though the mile- 
age flown was almost the same as in the preceding year 
other expenditure was for a period of full twelve months 
instead of for ten months in the preceding vear, when two 
months were lost owing to the notorious strike of pilots and 
mechanics, and that secondly there had been an immense in- 
crease in advertising expenditure. 

Maintenance costs for the year amounted to £62,000, and 
the relative cost of maintenance had now been reduced thanks 
to the more economical types of machines. The cost of in- 
staance had been substantially reduced, partly because of a 
profitable change in the insurance arrangements and partly 
because owing to the firm’s policy of inspection and upkeep 
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The Finest Aero Engine in the World 
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)(HEN you buy a Napier Lion aero engine, you 
[gate purchasing an engine which has demon- 
y strated its reliability and capacity to maintain 
& high efficiency in every corner of the World. 


No matter whether the engine is running in the heat of 
Central Africa or the cold of Newfoundland, the Napier 
Lion is always dependable. 


It is not experimental. It has had over eight years’ con- 
tinual development. All this time it has undergone the 
most strenuous flying possible under Government Service 
and Civil Aviation conditions. 


That is why now—more than ever—the Napier maintains 
its position as the premier aero engine of to-day. 

The Napier Lion was selected by the British Air Ministry for its two 
long-distance flights in 1926. From Cairo to Cape Town and back 


to England, and from Plymouth to Alexandria and back—in all, 
83,600 engine flying miles. 


You cannot do better than follow the lead of the British Air Ministry. 
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of equipment the actual cost of insurance had been reduced 
from £20,000 to £11,000. 

Further he pointed out that owing to the delay in de- 
livery of new machines and the consequent shortage of capa- 
city ‘during July and August of last year, when traffic was at 
its height, ~ and passengers had to travel by foreign lines, the 
ultimate revenue figures were very little in excess of. the 
first year’s w orking, consequently the profit and loss account 
had been me ersely affected both by abnormally heavy charges 
and by abnormally reduced revenue. 

He remarked that the shareholders ought to feel proud that 
the company ranked highest in the World in its standard of 
maintenance and added that the continued confidence which 
the Aeronautical Inspection Directorate of the Air Ministry 
had in the Company’s methods was very gratifying. 

As to the current year’s working, he said that during the 
first five months Imperial Airways had carried more pas- 
sengers than in the whole of the year represented in the 
balance sheet. The growing confidence of the public in air 
transport was shown not only by this but by the fact that 
during the year Imperial Airways had been entrusted with 
over nine million pounds sterling of bullion and precious 
metal for conveyance. 

On the subject of the Cairo-Karachi route he said that at 
first the jOurney would take three-and-a-half days but that 
this would soon be reduced to three days, and with subse- 
quent extensions of night flying it would be still further 
reduced. 

The first flight, he said, would take place at the end of 
this year, and that the Board were proud to say that the first 
aeroplane to make the journey would carry not only Sir 
Samuel Hoare, the Secretary of State for Air, and his per- 
sonal staff, but also Lady Maud Hoare, who would accompany 
her husband on the complete flight from London to Cairo. 

A DESERVED TRIBUTE. 

As to the general operation of the firm, Sir Eric said :— 

The work of the Managing Director is done very largely by your 
General Manager, Major Woods Humphery, and I wish on _ behalf 
of the Board to pay a generous tribute to this gentleman’s great 
ability and whole-hearted devotion to your interests. He is render- 
ing immense service to the cause of Civil Aviation. 

One is glad to see that Sir Eric paid this tribute to Major 
Woods Humphery. Nobody is more averse to personal ad- 
vertisement than is the General Manager of Imperial Air- 
ways Ltd. On various occasions when his name has been 
mentioned in THE AEROPLANE he has expressed his dislike of 
individual publicity. But on such an occasion as this one 
feels that he must submit to a certain amount of personal 
comment. 

In the course of some eighteen years’ close connection with 
aviation one has met most of the people who count for any- 
thing in this country or abroad. And one has certainly not 
met anybody concerned with aviation who combines sound 
engineering knowledge with a sound commercial outlook to 
a higher degree than does George Woods Humphery. 

He is primarily an engineer, having learnt his engineering 
at Yarrow’s on torpedo boats, one of the finest possible 
schools for the practical engineer. During the War, although 
chiefly employed on technical work, he did a great: deal of 
flying as a pilot, and since the War, until about a year ago, 
he continued to fly and qualified regularly each year for his 
certificate as a commercial aviator. ‘Thus both as an engineer 
and as a pilot he can talk on equal terms with those specialists 
who have to work under him. 

His commercial acumen is a natural gift and he possesses 
this quality in a degree which is very unusual among practi- 
cal engineers. One of the greatest authorities on transport on 
the Continent described Major Woods Humphery recently 
as the best air traffic operator in Kurope. And the epithet 
is undoubtedly well deserved. He always follows a progres- 
sive policy whether on the technical or on the commercial 
side but he goes ahead cautiously and is. not carried away 
by enthusiasm for any particular types or methods. When 
ultimately Imperial Airw ays Ltd. becomes a commercial suc- 
cess it will be so very largely because of the sound judg- 
ment of George Woods Humphery. 

THE END OF THE MEETING. 

In concluding his speech Sir Kric referred to the happy 
relations existing between the Board of Directors and the 
staff. And he remarked on the skill and ability of the en- 
ginecring staff and the pilots, to whom, he said, great credit 
was due for the fact that during the period covered by the 
balance sheet no accident had occurred involving injury of 
any kind to passengers. He commended the whole staff for 
their lovalty and enthusiasm. 

One gathers that there were certain dissentient voices at 
the meeting. One newspaper reported that two feminine 
shareholders wanted the Company to be wound up, but un- 
fortunately omitted to give their arguments. Arguments can 
always be found in favour of abolishing anything, and some- 
times such arguments are useful because they suggest new 
ideas in the opposite direction. 

The Times report says: ‘‘Some fears were expressed by one 


or two shareholders that the new commitments in the Middle 
East would worsen the financial position,’? and adds that this 
should not be the case as there would be less intensive forms 
of competition with other forms of transport there. Per- 
sonally one imagines that with really economical machines 
and fairly good fortune in the first few months of flying, the 
Cairo-Karachi route ought at least to gooden the firm’s posi- 
tion (to adopt the useful word-formation of The Times) and 
may even betteren it. 
AN OUTSIDE CRITIC. 

Much as, according to the proverb, the Devil can always 
quote scripture for his own ends, so almost anything can be 
proved by statistics. Therefore it is solely because of the 
humour of the situation that one mentions one aspect of the 
subsidy question as set forth by a not too kindly critic of 
Imperial Airways. 

According to his figuring, Imperial Airways Ltd., having 
absorbed a subsidy of £130,ooc and having carried approxi- 
mately 13,000 passengers in the course of the year reviewed 
in the balance sheet, it actually costs the British Taxpayer 
£10, per head for every passenger carried across the Chan- 
nel. And assuming that it is still trne now, as it has been for 
the last two or three years, that the majority of the pas- 
sengers are Americans, this means that in addition to paying 
our debt as a nation to the American Government, the British 
taxpayer is actually paying every American citizen who 
crosses the Channel by air a matter of £10 for the fun of doing 
it. One hopes that the American passengers of Imperial Air- 
ways Ltd. will be duly appreciative of the fact. 

Still, as one has already indicated, the subsidy is really be- 
ing spent in order to create a good-will, not only for Imperial 
Airways Ltd. but for Civil Aviation in general. And whether 
the passengers carried are Americans or Andorrans does not 
matter very much so long as passengers are carried in suffi- 
ciently large numbers to convince the British Public ulti- 
mately that air travel is a safe method of transport. They all 
help to make the British Nation air-minded, though of 
course ait-mindedness would be increased more rapidly if all 
the passengers were English. 

Taking it all round, the position of Imperial Airways Ltd. 
is vastly better than it might have been. And the Board 
are to be congratulated on being able to make such a good 
financial showing. 

SOME SUGGESTIONS. 

At various times one has felt called upon in the interests 
of aviation to criticise our air lines, before they were amal- 
gamated into Imperial Airways and since. And one will con- 
tinue to do so whenever anything occurs which demands criti- 
cism. But at the present moment our one and only air line 
is doing as well as can be expected, considering that the 
progress of aircraft design is so slow, not only in this country 
but in every other. 

One imagines that the commercial side of Imperial Air- 
ways is about as well run as it can be, except that it loses 
many opportunities for getting publicity of the right kind 
such as would influence people of the right class. Its pub- 
licity department is too fond of “ stunt” publicity and does 
not give enough attention to convincing solid commercial 
men of the benefits of air transport. The firm’s machines 
have been carrying practically full loads all through the busy 
part of the year, and passengers have even been turned away, 
but that does not necessarily mean that the passengers haye 
become regular customers. 

What is wanted now is greater efficiency in the machines 
themselves. One of the great difficulties in passenger-carry- 
ing aircraft is that the individual passenger occupies more 
space than he is worth. Any of the firm’s machines, even 
the obsolete single-engined types, can carry a very much 
greater weight than that of the number of passengers who 
would completely fill their cabins. 

The trouble really is that the specific gravity of a human 
being is not high enough. ‘he result is that goods traffic 
pays very much better than passenger traffic, in aircraft as 
in everything else, because not only can goods be packed 
tighter than passengers, but they actually weigh more fot 
the same amount of space, and pay according to weight. 

IMPROVEMENTS NEEDED. 

At the same time one does believe that our designers ought 
to be able to achieve more than they accomplish. The Avro 
Avian at Lympne showed that an aeroplane can carry two 
passengers with about the weight of another passenger stowed 
away as luggage, at 100 miles an hour with a 60 h.p. em 
gine. The Bellanca people showed long enough ago in the 
United States that six people can be carried “with 200 h.p. 
at 130 m.p.h. So that evidently a passenger aeroplane can 
be built to carry passengers at something between 100 m.p.h 
and 120 m.p.h. for as near as no matter 30 h.p. per passenger. 

So far the best of our passenger machines want about 55 h.p. 
per passenger to do about 100 m.p.h. top speed. When we 
get down to 30 h.p. per passenger on big aeroplanes we shall 
probably be somewhere near making passenger aircraft pay. 

But our aim should be not more than 20 h.p. per passenger. 


SEPTEMBER 29 


1926 The Aeroplane 421 


mea | REY Pov WAS | = eORN GlOs Meee As Nay, dase WP aap) 


Fe eee 


meeeeD, OFFICES AND WORKS: HAYES, MIDDLESEX 


Neen re esr 


KINDLY MENTION “ THE AEROPLANE ” W HEN CORRESPONDING WITH ADVERTISERS. 


SS SSS = 


| 
ae 
} 
a) 


422 The Aeroplane SEPTEMBER 29, 1926 


Therefore it seems that the next step towards making Im- 
perial Airways a paying proposition is to get hold of still 
more highly-efficient aircraft. 

It will be decidedly interesting to see how the new De 
Havilland 66s work out on actual service. Of course both 
they and the Armstrong-Whitworth Argosies, although they 
do on paper show soinething like 50 h.p. per passenger, actu- 
ally use very much less horse power. The Bristol Jupiter 
and the Siddeley Jaguar engines give approximately 450 h.p. 
and 400 h.p. each respectively, but they are not run at any- 
thing like that power when the aeroplanes are actually cruis- 
ing along their regular air route. 

They are never asked to give full power except against a 
strong head wind or when hurrying to get home before dark. 
So that probably their actual power-output in the course of 
a year’s working does come out at something nearer the de- 
sired 30 h.p. per passenger. 

But even so there is still considerable room for improve- 
ment in running costs of commercial aircraft. For though 
the engines may be highly efficient at their top speed, their 
petrol consumption is probably nothing like so efficient when 
run at cruising speed, and one has never yet seen a passenger- 
carrying aeroplane which could not be made a good deal 
more economical by more strenuous cleaning up of its ex- 
terior. 

AN ADVOCATE OF PROGRESS. 

One was interested to note that among the shareholders 
who spoke at the Meeting was Mr. Harrington Edwards, who 
said that the firm ought to have more support from the 
Government and suggested also that with air transport so 
safe they might provide a new air station in the Metropolis 
which would be more central than that of Croydon. 

One remembers Mr. Harrington Edwards in the very early 
days of aviation as an ardent enthusiast who had an excellent 
scheme for the organisation of air ports all over England. He 
was then about twenty-five years in front of his time in his 
imagination of what aviation will be some few years hence, 


et and in his advocacy for an air station in the middle of 
rue London one fears that he is again twenty-five years too soon. 
ai Still it is just as well that some people do look that far ahead. 
AS Personally one would very much like to live to see an air 
5 station in the Metropolis such as that which Sir Sefton 
N Brancker approved some years ago which was to be pro- 
s duced by roofing over the Pimlico area between Victoria 


Station and the Thames. Such a scheme is certainly no more 
9 | crazy than a scheme for the Waterloo Station of to-day would 
have seemed when the Stockton—Darlington Railway began 
running. So these things will happen in due course. And 
we may yet see Major Woods Humphery with a white beard, 


9| % though one fears without any hair on his head (such is the 
\\g strenuousness of the task) installed in palatial offices under 
\ a vast roof-aerodrome down by the River. 


nw! In the meantime one wishes well to the progress of Im- 
x perial Airways in the immediate future. 
THE Wavy TO INDIA. 

Naturally one of the most interesting features of the work of 
Imperial Airways in the near future is the development of 
the line from Egypt to India. According to present arrange- 
ments three of the five D.H.66s will leave England on Jan. 1 
and will fly by way of Berlin and Warsaw to Constantinople 
and Aleppo. 

From Aleppo the machine carrying Sir Samuel and Lady 
Maud Hoare will fly direct to Baghdad and thence by Basra 
to Karachi. The other two machines will fly across Syria 
and Palestine to Cairo. Assuming that they get there in time 
through Central European mid-Winter weather, the first of 
these machines will start on the regular service on January 12. 


COMPARATIVE FIGURES. 


THE BAGHDAD ROUTE. 

The Imperial Airways route to Baghdad differs from the 
R.A.F. route in that machines will come down at Ismailia 
to pick up mails and will then. go on to Gaza, where a new 
aerodrome is being made. From Gaza they will follow the 
direct course to Baghdad missing the R.A.F. aerodromes at 
Ziza, Amman and Ramadi. Between Gaza and Baghdad there 
is a scheduled stopping place at Rutba Wells, which is just 
about halfway between Gaza and Baghdad. At Gaza and 
Rutba tanks holding some thousands of gallons of petrol ate 
being installed. 

The petrol for the Rutba tanks will have to be taken across 
the desert in motor lorries from Baghdad, an unavoidable 
expense which must necessarily put up the running costs 
considerably. The importance of Rutba Wells in the new 
line was rather well put by Major Woods Humphery when 
he remarked to one the other day that the journey from Gaza 
to Baghdad with the refuelling depot at Rutba was rather 
like motoring from London to Edinburgh with a can of petrol 
and some water waiting for one at York and nothing of any 
kind in between. 

TIMES TO JKARACHT. 


The time-table at present is based on the idea that pas- 
sengers will emplane at Heliopolis, Cairo, on. Wednesday 
afternoons, will stay the night at Gaza, and will reach 
Baghdad in the early afternoon of Thursday. Until the 
service is fully developed passengers will stay the night at 
Baghdad, go on to Basra next day, Friday, and to Bandar 
Abbas: on Saturday, and presumably Karachi on Sunday. 
3ut the time-table when the route is fully developed is 
planned by Imperial Airways Ltd. to be as follows :— 


EASTBOUND. WESTBOUND. 

Wed., Cairo... -dep. 13.00 . Thurs), asacus dep. 06.00 
Gaza Vala Ore© As Charbar arr. 11.10 
AM TREBAB 5 6 se ... dep. 06.00 - As dep. 12.10 

of Rutba - i. 1abineno ens o Bandar 
56 ne Rio liom Stes Abbas arr. 16.15 
A; Baghdad arr. 14.10 Fri., dep. 07.00 
nf Dy dep. 14.30 a Bushire att. Doers 
s Basra; “aqarativwer yeas 43 A dep. 13275 
TEL ip Pr CED. Oo1Ge fe Basta <3) arr) Tors 
5 Bushire art, 06.15 oats rf dep. 06.00 
30 FF dep. 10.15 i Baghdad arr. 09.00 
a Bandar - 2 dep. 09.15 
Abbas arr. 15.45 ‘ Rutba “-.s art, 12.00 
Sat., 6 dep. 06.00 ae i >«2 CEP. 1L4.Om 
‘5 Charbar abi LOM 5 2, Gaza scart. yao 
be aD dep. 1.15) oun, oF ... dep. 07.00 
mf Karachi arr. 16.45 af Cairo  ... arr. 10:00 


THE BASIS OF SUCCESS. 

The main workshops of the line will be at Cairo. ‘The 
scheme is to have one machine in reserve at each end of the 
route, two actually flying, and one being inspected and over- 
hauled under the A.I.D. Besides the main stopping places 
already mentioned landing grounds are being arranged be- 
tween twenty-five and thirty miles apart on the Cairo- 
Baghdad portion of the route, and between Basra and 
Karachi there will be eight landing grounds with emergency 
refuelling stores. On this route there is one stretch of 140 
miles without a landing ground, owing to geographical con- 
siderations. 

Tieut.-Col. F. CC. Shelmerdine, O-.B{B 3) has beem 
appointed by the Department of Civil Aviation to 
take charge. of the route in so far as )theweAg 
Ministry’s responsibilities are concerned. He will in 

effect be the Civil Air Traffic Officer at 


Cairo, though presumably his duties 
| ere eal will include flying periodically over the 
x Nairn? | NoMOT MEN GHOE No. of days from whole route. Those civil aviators who 
mare IBS S\Transport| dage. ldags Pe Port Said by have had so many pleasant dealings 
Stages. by lieto Bl Goo andl fee ees ara Nairn Transport, with him and have received so much 
: oe |g 2) Sltrain elt by P.& O and/or Train and/ kindness and consideration at his hands 
| | A oD BI tke Sven niece B.I. Steamer as ever since he has been at the Air 
| Retraderiere aie case may be. Ministry will very much regret his de- 
r : E __.-~—— iparture. But their loss will be the gain 
£ g £ of those who will have to operate the 

Gairc 2 Guava eye jee a 4 x: 1 Cairo—Karachi route. 
. —Baghdad| Vy ee, es Cea el ie ee — 4 If Imperial Airways and the Depart- 
Rasta 51 Mol 838710 2 Ze 6 ment of Civil Aviation cannot command 
‘ paces! 55 at ae 41 15 3 ae 8 or 13* success, they will, like Hamlet and his 
_ “ipandar | 66 2 & 48 10 3 ‘ash 12 or 17* friend Horatio, deserve it. And one 
Abbasi wishes them well, for personally one 
. =Charbar| 604) G1. 55 os | 4 i 20 regards the Egypt—India line very 
—*Katathis) 720. -= |) smeti5 4 _ 15 or 22 much more as a strategic railway than 
Pact Sea earachi a cee) 50 i af > Bp 10 ae as a tourist route. It will be at its most 
“eee op ai hae e 50M = 6 9 = useful when our little trouble with 
a | | | | ] ‘ Russia begins and then its existence 
| | | | (by rail | *Accorcing to sail- will be more than justified, no matter 
| from ings in the Persian what it has cost the British taxpayer 
Karachi) Gulf. and the shareholders of Imperial Air- 

-se_ C3CC_GSS——— KK WAYS. C. G. G. 
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THE REAL TEST 


mreN AIRCRAFT ENGINE IS THE 


MILES FLOWN. 


“CIRRUS” ae 


ENGINES HAVE NOW FLOWN 


ONE MILLION MILES. 


Mark II 


CIRRUS (Mark I) CIRRUS (Mark 11) 

Normal H.P. at 1,800 r.p.m. ... ee 6c. Normal H.P. at 1,800 r.p.m. rast 

Maximum H.P. at 2,000 r.p.m. at 65. Maximum H.P. at’2,000 r.p.m. 2 So. 

Weight, less fuel and oil me er 208) 1 Ds: Weight, Complete with Boss & Magnetos 

Petrol Consumption at Normal H.P. 256 lbs. 

0.66 pts./h.p./hr. Average Petrol Consumption during 

Oil Consumption at Normal H.P. type test ve oe -62 pts./h.p./hr. 

0.013 pts./h.p./hr. Oil Consumption ... ie .o2 pts./h.p./hr. 


The Mark II “CIRRUS”’ is an entirely new engine, end 
does not supersede the Mark I, but th: e. perience gained on 
the Mark I has influenced the development of this later type. 


Mark II Power Curve Readings taken during type test. 


Pout. De ae at 1,600 r.p.m. 
B2.5 0. bi poe =. : at 1,900 r.p.m. 
&4 b.h.p. s at 2,000 r.p.m. 
88 b.h.p. S: at 2,200 r.p.m. 


Full particulars from the Designers and Manufacturers :— 


AMD. AUR OIRO ETE, IL PD 


REGENT HOUSE, 
Regent 620, 89, KINGSWAY, LONDON, W.C.z. aizdisce, jondom” 


Works and Aerodrome: CROYDON, SURREY. 
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THE AUSTRALIAN 


As this issue of ‘HE AEROPLANE is so much concerned with 
Imperial ways of the air it seems a suitable occasion to give 
some attention to the magnificent work which the Queensland 
and Northern Territory Aerial Services continue to do. 

One always regrets that space in THE AEROPLANE is so 
limited that one cannot publish regularly a full account of the 
operations both of the Quantas and of the Western Australian 
Airways. ‘hese lines must eventually form important links 
in our Imperial 2ir lines of communication, just as surely 
as the old Stockton—Darlington Railway and the Liverpool— 
Birmingham Railway eventually became parts of tHel shear 
North-Eastern and North-Western systems. 

One cannot do better than publish in its original form the 
summary of Quantas operations for July which reached THE 
ARROPLANE recently, together with the highly informative 
photographs which appear herewith. The month of July was 
particularly notable as it included the tour of Lord Stone- 
haven, the new Governor-General cf Australia, and Lady 
Stonehaven, over those back-blocks cf Australia which no 
Governor-General has hitherto been able to visit. On 
Sept. 21 their Excellencies completed a tour of 8,coo miles, 
of which 3,500 miles were covered by air. 

Thanks to the ground organisation of the Quantas, and the 
use of the De Heawjlland so recently supplied to the Common- 
wealth Government, Lord Stonehaven, who will be better re- 
membered by the readers of this paper as Major John Baird, 
Under-Secretary for Air in 1918, is now the most knowledg- 
able of all Australian Governors. 

The description of the exploration journey into Northern 
Territory by Mr. Stark, the American mining engineer, is 
not only of interest as a story of adventure but because of the 
immense commercial possibilities which it opens for explorers 
of all kinds. A special note should be made of the fact that 
this pioneer of air exploration is an American, just as Mr. 
Sharpe, the pioneer of real air touring, who travelled all over 
European countries with Mr. Cobham, is also an American. 

THE SUMMARY OF ()PERATIONS. 

The main feature of the month has again been the catrying out of 
several notable taxi trips. In all five trins totalling 3,442 miles were 
carried out, thus bringing the total mileage flown cn special trims 
during the last three months up to 8,756 miles. Forward taxi book- 
ing total 5,160 miles. These figures show that our aerial taxi organi- 
sation has become an established business in Western Queensiand. 

Figures for the month were as follows :—Route passengers, single 
stages, 102; Taxi passengers, 15; Freight (ibs.), 3683; Miles flown for 
month, 11,635; Total Company mileage all without injuries to [Dex- 
sonnel or passengers, 378,532. 

THEIR EXCELLENCIES ILORD AND Laby STONEHAVEN USE OUR FACILIT‘ES. 

Since Tord Stonehaven has taken over the duties of Govern 
General of Australia he has already Gone an enormous amount of gond 
work by encouraging civil aviation and-assisting to bring home to the 
public the fact that air travel has arrived and is not still a dim 
conjecture of the future. 

Lord Stonehaven’s practical statement is that he intends to use 
air travel in Australia on every possibly occasion simply as the best 
means of covering Australia’s great distances. What wiil be the 
result of this policy? It will mean that our Governor-General wil 
know Australia as no other Governor-General has had any possible 
chance of becoming intimate with the country. 


IMPERIAL AIR TRANSPORT. 


IMPERIAL AIRWAY. 


The trip from Winton to I.ongreack was carried ovt on July 28 
in ideal sunny Western Queensland weather. The party consisted of 
Lord and JI.,ady Stonehavei, Ticut Ronald Leggatt, R.N., A.D.C., cag 
Mr. and Mrs. Fergus McMaster, who acted as their Excellencies’ hosts 
at Winton. 

The journey of 107 miles was accomplished in 1 hr. 20 mins. The 
air was slightly rough below 4,500 ft.,. but at 5,000 ,ft. a delightfully 
smooth passage was experienced and an_ excellent bird’s-eye view 
obtained of the country for many miles om each side of the route. 

Points of interest on the trip were the progress of the Longreach- 
Winton railway, the formation of the track and the workers’ camps 
being clearly distinguishable. 

At Evesham station the usual feeding which is occasioned by 
drought conditions was in progress, Mr. Watts having laid the fodder 
in the form of a large cross surrounded by a circle, this meant that 
when the sheep were Jet in to feed an interesting and clearly dis- 
tinguishable spectacle was formed. 

On alighting at Longreach their Excellencics expressed themselves 
as being delighted with the trip. 

EXPLORATION BY AKROPLANE.—WAVE HILL COUNTRY VISITED. 

Readers of our Summaries will remember that last month mention 
was made of a long trip carried out into the Northern Territory by 
Mr. I.. J. Stark, a prominent American mining engineer, piloted 
by Mr. lL. J Brain. Another similar trip of even greater importance 
has now been carried out which entailed an aerial journey of 1,609 
miles. The furthest Westerly point reached was but 150 miles from 
the Western Australian border and a glance at the map of Australia 
will show the great area which was covered on the trip. 

The party left Cloncurry on July 7, and after landing at Camooweal 
and Brunette Downs to replénish fuel supplies, reached Banka Bana 
station on the Overland Telegraph JI.ine 565 miles from Cloncurry. 

Mr. Prain states that the country between Brunette Downs and 
Banka Banka with its abundant grass and water was.a most cheerful 
sight after flying over drought stricken Western Queensland. 

Brisbane daily papers conveyed from Cloncurry were easily the 
freshest newspapers seen in that part of the country and were 
eagerly scanned at Banka Banka. 

On the following day the machine reached Newcastle Waters after 
having flown low over Powells Creek and dropped newspapers. Supplies 
of water were put on the machine and all preparations made for the 
main Aight into the West. 

On leaving Newcastle Waters a duc Westerly course was steered 
for 150 miles onto the Camfield River. The route followed took the 
party on a line varying from: 50 to zo miles South of the Munanji 
track which is sometimes used as a stock route for cattle travelling 
from the Victoria River district to Neweastle Waters and on into 
Queensland. ‘The travellers therefore covered an area which is 
practically unknown and which it is perfectly safe to say has never 
been properly explored for the existence of useful pastoral areas, 
water courses and water, and metalliferous areas. 

After leaving Newcastle Waters the course followed enabled the party 
to fringe along the Southern extremity of Sturt’s Plain, a large arca 
of well grassed level perfectly treeless plain which stretches West- 
ward from the QOwerland Telegraph JTine. On leaving the open 
country behind a long flight was undertaken over arid, uninteresting 
timber desert till the more fertile plains along the Camfield River 
were reached which forms part of the Victoria River basin; the 
flight from Cloncurry having thus passed over the headwaters of 
rivers flowing into the Gulf of Carp2niaria, I.ake Eyre in South 
Australia, and into the Indian Ocean. 

On arrival in the Camfield River district it was discovered that the 
main portion of the rations were missing and the party had to sup- 
plement their small supply of rations by shooting hawks and cocka- 
toos. Wave Hill cattle were several times seen in the distance and 


Mr. Stark (U.S.A.) and Mr. Brain (Quantas pilot) with their trophies, after their 
voyage of exploration over the unknown country on the Northern Territory,—and the D.H.9. 
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THE REAL OWNER-PILOT 
AEROPLANE. 


“The fact remains that since 1924 the 
only two-seater aircraft which has made any 
headway and which is at present the approved 
aircraft for training novices in the State- 


aided Flying Clubs is the D.H. MOTH.” 


“ The Times,” 18th September, 1926. 
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it is concluded that one of these would have been in considerable 
danger should the opportunity have offered. 

A stay of five days was made on the Camfield River, during which 
time one short reconnaissance flight was made and several long 
tramps undertaken into the edge of the timbered country. A sharp 
look out was kept for blacks which are not to be trusted in this 
district, none were encountered however, though several times their 
smoke signals were seen but a few miles away. 

On the return journey a South-Hasterly course was taken for 50 
miles when Newcastle Waters was steered for. ‘This took the machine 
over more new country which was observed to be of ar arid nature 
with a good deal of low scrub in places and well timbered with the 
usual stunted Central Australian trees. During these flights Mr. 
Stark made sketches and took observations which he states will be ot 
great value to him in planning future trips into the district. 

The Newcastle Waters—Cloncurry stage was completed on the next 
day without incident and a very successful tour without a single 
flying thrill concluded with photographs of the machine and party 
with trophies, namely native spears and boomerangs. 


MR. COBHAM’S RETURN. 


Failing further misadventures, Mr. Alan Cobham should be 
back in England by the time this paper is in the hands of 
its readers. 

Everybody will sympathise with Mr. Cobham most heartily 
on the comparative failure of his great projects. The death 
of Mr. Elliott has, of course, been a great blow to Mr. Cob- 
ham. And the various untoward incidents, none of them 
happily concerned with his aeroplane or engine as_ such, 
which have caused delays on his journey, hav+ spoiled any 
chance of record-making flights either on the outward or on 
the homeward trips. 

His outward journey was considerably slower than that 
made by the brothers Ross and Keith Smith at least six 
vears ago. And even if he should reach hon.e to-morrow, 
Thursday, his return journey, with all the advantages of a 
route which, in these days, is almost an organised air line, 
will only be one day faster than that of the Smith brothers 
on their outward journey. 

The total distance which he has covered is very much less 
than that covered by the Marchese di Pinedo in his Pacific 
tour last year and it has not been a voyage of exploration as 
was that of the Marchese, who covered new routes over which 
hitherto no aircraft had flown. Nor does his speed homeward 
from India compare with the Marchese’s flight from Calcutta 
to Rome. 

Happily, we in England have the habit of paving as hand- 
some a tribute to the defeated as to the victor, and so Mr. 
Cobham will be feted and hero-worshipped just as much as if 
he had accomplished something that had never been done 
before. He will be lunched by the Air Ministry and by Sir 
Charles Cheers Wakefield and by the Overseas League, and 
he will be dined by the Institution of Aeronautical Engineers, 
and probably by the Royal Aero Club. And, generally, we 
shall all do our best to help him forget his ill-fortune. 

At any rate we may be sure that his arduous journey will 
not be without its value. Mr. Cobham has a gift for absorbing 
. id imparting information. And it is certain that in the 


‘““THE NORTHERN STRIP BENEATH THE SOUTHERN SKIES” (Kipling). 


course of his journey he has learned much which he will duly 
impress upon those who are concerned with Civil Aviation. 
He has already indicated by cable the need for adequate 
wireless communications at that deserted spot in the Malay 
States where he was forced down by monsoon weather and 
seemingly lost for two or three days. If only there had been 
a Government wireless station there the World would not 
have been held in a state of anxiety for those three lament- 
able days. 

Indubitably, part of the ultimate development of Imperial 
Airways Ltd. will be the expansion of the Cairo—Karachi 
line to Australia along the trial blazed by the Smith brothers 
and followed by Messrs. Parer and McIntosh and Mr. Cob- 
ham. And Mr. Cobham’s expert opinion about the ‘prac- 
ticability of the route will be of high value to our only air 
line. 

Mr. Cobham, with Sjt. Ward, R.A.F., and Mr. Capel, 
arrived at Allahabad on Sept. 2r. 

On Sept. 22 he arrived at Delhi and left for Bhawalpur 
on the same day. 

On Sept. 23 he reached Karachi at 1.47 p.m. (local time). 

On Sept. 26 he arrived at Basrah by way of Charbar (Balu- 
chistan), and Jask (Persian Gulf). 

On Sept. 27 he arrived at Baghdad and left on the same day 
for Alexandretta, where he arrived later in the day, a very 
fine day’s flying. 

THE MURDERER OF MR. ELLIOTT. 

The Basrah correspondent of The Times in a message Gated 
Sept. 22, states :— 

Najim al Mahad al Sadun was to-day brought before the Nasiriyah 
magistrates on a charge of having murdered Mr. Eliot, Mr. Cobham’s 
mechanic. 

Police-Inspector Inayat Ullah: Shah said that there was direct evi- 
dence, circumstantial evidence, and an indirect confession ta convict 
the man. Before a reward for information was offered by the 
Government, a man named ‘Thamar volunteered a statement that he 
saw Najim firing at an aeroplane, and that Najim had said that 
aeroplanes were frightening the deer, and so he had shot this one. 

Najim left his native village at Abu Rubab, and was not captured 
for 15 days. He then told a story of having seen the aeroplane from 
a place 12 miles away, where he was collecting money, and said that 
the Arabs in that locality, among whom it was found that he had 
an enemy, had fired the shot. J.ater, he said that he thought that 
the shot fired had .hit the jaeroplane, and imagined the pilot had 
taken his photograph. He hoped that the aeroplane would come 
down, so that he might earn a gratuity. hs ~ 

The place at which, according to ‘Thamar, the firing occurred ‘is 
within four miles of the spot marked on the map by Mr. Cobham 
after his return from the, flight of investigation to Nasiriyah, from 
Basra in an R.A.F. machine. .The gun used, said Thamar, was 
Turkish. 'A bullet similar to that extracted from Mr. Elliot was fired 
from a gun of the same type, and the lead, when melted, was found 
{to be practically of the same weight. 


ACROSS CANADA. 

On Sept. 11 a Douglas seaplane (400 h.p. Liberty engine) 
belonging to an American citizen, left Montreal to fly across 
Canada. The machine carried its owner and Sq. Ldr. EH. 
Godfrey, R.C.A.F., who was officially lent by the Canadian 


Newcastle Waters (Northern 


Territory), the centre of a great cattle and sheep country, visited by Lord and Lady Stonehaven during their 
3,500-mile air tour in a D.H.50 (Puma engine). The photograph gives some idea of that part of Australia as an 
aerodrome. 
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PROVED RELIABILITY 


ROLLS ROYCE 


WATER-COOLED AERO ENGINES 


THE FIRST AND BEST IN 
THE WORLD 


SEVEN YEARS AGO Rolls-Royce Aero Engines in a Handley- 
Page Aeroplane flew from ENGLAND 
to INDIA (Karachi), (5,556 miles). 

SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew the NORTH AT- 
LANTIC (1,890 miles non-stop). 


SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew from ENGLAND 
to AUSTRALIA (11,500 miles). 


SIX YEARS AGO Rolls-Royce Aero Engines in a Vickers- 
Vimy Aeroplane flew from ENGLAND 
to SOUTH AFRICA (6,281 miles). 


FOUR YEARS AGO Rolls-Royce Aero Engines in a Fairey 
Seaplane flew across the SOUTH AT- 
LANTIC (3,800 miles). 
TWO YEARS AGO Rolls-Royce Aeto Engines in a Fairey 
Seaplane flew ROUND AUSTRALIA 
(9,800 miles). 
TWO YEARS AGO A Rolls-Royce Aero Engine in a Fokker 
Aeroplane flew from HOLLAND to the 
EAST INDIES (10,000 miles). 

ONE YEAR AGO A Rolls-Royce Aero Engine in a Handley- 
Page Aeroplane flew from BRUSSELS to 
the BELGIAN CONGO (5,084 miles). 


MOE s- ROYCE. EIMET ED 


14/15 CONDUIT STREET, LONDON, W.1 


Telegrams: Rolhead, Piccy, London Telephone: Mayfair 6040 (4 lines) 
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Air Board in order that he might test the possibility of 
trans-Canada seaplane route. 

The machine flew via Ontario, Sudbury, 
Prince Albert, Wabamun Lake (near Kdmonton) and the 
Yellowhead Pass, to Vancouver, where it arrived on Sept. 10. 

The Yellowhead Pass, which runs for zoo miles through the 
Rocky Mountains, was covered in’7 hours 20 mins. 

Presumably, thanks to the policy of economy, rather than 
the economic policy, pursued by the Canadian Government, 
there are no aircraft of British origin in Canada capable of 
such a journey. One can only hope that Canada’s new 
Liberal Government will prove more liberal. 

BLACKBURN ACTIVITIES OVERSEAS. 

Among all the firms in the British Aircraft Industry none 
has shown of late greater activity in the search for business 
overseas than have the Blackburn Company. The firm’s 
foreign business tirst became prominent in the sale of several 
torpedo-dropping machines to the Japanese~ Navy. ‘These 
have naturally given complete satisfaction and should in- 
fluence further orders. 

A more recent success on the part of the firm has been the 
arrangement with the Greek Government by which the firm 
undertook to organise the Greek Naval Aircraft Factory at 
Phaleron and to produce there such sea-going aircraft as 
might be required. Not long ago the Velos, with Napier 
Lion engine. wie was the first seaplane to be constructed 
at the Greek Naval Factory, was described and illustrated in 
THE ARROPLANE. One gathers that thanks to Blackburn 
organisation the factory is now thoroughly well equipped and 
organised and is capable of turning out all the machines 
which can be required by the Greek Navy. 

Encouraged by these successes the firm is now embarking 
on fresh enterprises. A month or two ago Sq. Ldr. Esk 
Sandford, who has just retired from the Royal Air Force, 
started for Australia to represent Blackburn interests there. 

Sq. Ldr. Sandford was one of the first of the many and good 
Australians to join the Royal Naval Air Service. He did much 
valuable work during the War both as a war pilot and as a 
test and experimental pilot at the Isle of Grain. He is a 
son of that Mr. Sandford who founded the famous Sandford 
Iron Works, which were about the first and certainly the best 
affair of their kind in Australia. 

He was educated in Australia and trained as an engineer 
besides having had practical experience in the family iron- 
works. On joining the Naval Air Service he devoted his 
attention particularly to the engineering side and became 
recognised as one of the best engineers in the Service. After 
the War he was sent to Egypt and then to India with the 
particular intention of studying the engine problems of the 
R.A.F. in India where aircraft and engines alike were in the 
worst possible state of inefficiency. 

In spite of considerable difficulties and spells of ill-health 
he did very valuable work in India and afterwards in Egypt 
after his return. When he came back to England he was 
appointed to the R.A.F. Base at Gosport, where again he did 


Tac du Bonnet, 


THE CUP-WINNER.—-Sq. 


valuable service, besides gaining knowledge of the very latest 
aircraft designed for the Fleet Air Arm. 

Going out “of the Service as he has done with all the very 
latest knowledge at his finger-tips, and backed as he is by 
Blackburn workmanship and material, Sq. Ldr. Sandford 
should be a very welcome accession to Australian aviation. 
With his many personal friends and family connections in 
Australia besides his Service friends who are now in the 
Australian Air Force he is obviously situated so that he can 
be an influence for good in Australian aviation and one hopes 
that the Royal Australian Air Force, as the Australian Navy’s 


Air Arm, and as the First Line of Defence of Australia’s 
vast coast line, will duly profit by the Sandford-Blackburn 
alliance. 


Another of the firm’s most recent activities is the invasion 
of South America by Brigadier-General Francis Festing, C.B., 
C.M.G., late R.A.F. General Festing was lent by the Army to 
the Royal Flying Corps when General ‘Trenchard, as he then 
was, took command of the R.I'.C. in the Field in France. 
His particular work was the control of Personnel, and in that 
capacity he came to know, and to be known, by practically 
all who had to do with the Flying Corps in France. 

Everybody who came in contact with him is ready to bear 
witness to his courtesy and kindliness. Personally one owes 
him a very considerable debt of gratitude for all that he did 
for one during a visit to France at the end of 1917. And 
one saw enough of his work then to realise his excellence as 
a Personnel Staff Officer. 

In 1919, when Mr. Holt Thomas started Air Transport and 
Travel Ltd., General Festing left the R.A.F. and joined that 
ill-fated firm, where, as might have been expected, he ac- 
quired the liking and good will of everybody with whom he 
had dealings, both the personnel of the air line and those 
with whom he had to do abroad. 

Some time after the collapse of the firm he joined the 
Blackburn Company as a kind of Ambassador Extraordinary. 
He visited numerous Continental countries for the firm, but 
his particular job was to look after foreign representatives in 
this country who displayed interest in the firm’s products. His 
ability as a diplomatist and his knowledge of Service require- 
ments and Service ways naturally won friends for him among 
the official people in all countries. And the highly-successful 
deal with the Greeks was largely due to his diplomacy. 

There is no doubt that in South America, where, among 
the Service people of Spanish and Portuguese descent, charm 
of personality and diplomatic courtesy counts for so much, 
General Festing will be gratefully received—although nobody 
could call him a small contribution. And his very sound 
working knowledge of aircraft and of the problems of the 
operation of Service aircraft and air tiatic alike will enable 
him to meet the technical and commercial problems of the 
South American nations on an equal footing. 

One bespeaks for him among one’s friends in South America 


that welcome which when once ee have met him they will 
gladly give him for his own sake.—c. G. G. 


Ldr. Longton man-handling the Blackburn Bluebird (Genet engine) at Lympne before 


winning the Grosvenor Cup. 
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DURABILITY. 


Lympne 1926 
~ “GROSVENOR CHALLENGE CUP ” 


Ist. Blackburn “Blue Bird.’’ 


Pilot, Squad.-Leader W. H. F. LONGIOM EL). HC. ALE. GC. 


2nd. Parnall “ Pixie.” 


Puot, Captain F. T. Courtney. 


3rd. R.A.E. “ Hurricane.” 


Pilot, Plight.-Lieut. J. S. Chick. 


Titanine Doping Schemes employed 


on the above Machines. 


Special Doping Schemes on application to 


TITANINE-EMAILLITE, LTD., 
EMPIRE HOUSE, 
175, PICCADILLY, LONDON. W.1. 


TELEPHONES TELEGRAMS & CABLES: WORKS: Hendon (London). 
Regent 4728. Tetrafree, Piccy, London.” New Jersey (U.S.A.). 
Gerrard 2312. Codes: A.B.C. 5th Ed. and Bentleys. Milan (Italy). 
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THE AFTERMATH OF LYMPNE. 

Although the Lympne Meeting is over, there are still 
certain points to be made clear in connection with it. 

A good many people would like to know precisely who were 
the various officials of the Royal Aero Club who were re- 
sponsible for the various and assorted imbecilities committed 
by the Club in the management of the Meeting. One does 
not consider that it is in the best interests of Aviation that 
anybody in particular should be put in the pillory, so-to-speak, 
by having his name mentioned. The individual official acting 
on behalf of the Club is for the moment the Club itself. 

he Membership of the Club elects the Committee and the 
Committee appoints the officials for a meeting of this sort. 
If the Membership as a whole do not take sufficient interest 
in the Club to elect to the Committee men who are capable 
of running a Meeting, and the result is a Committee which 
is so unwise as to appoint officials who do the wrong thing, 
then the fault lies with the entire Membership of the Club 
for not electing wiser men to the Committee. 

Im amy case it is always well to remember that in any 
elected body, such as a Committee or a number of Stewards, 
the collective intelligence of the whole body is in the inverse 
ratio of the number of persons appointed. That is to say, 
in the case of the appointment of three stewards, as at 
Lympne, the collective intelligence of the three is approxi- 
mately equal to one-third of the intelligence of the least intel- 
ligent of the three. 

Those who have had intimate knowledge of the three 
Stewards as individuals and as an aggregate will agree that 
this formula works with very much greater accuracy than 
oes the average scientific formula. 

THE TURNING-POINT TANGLE. 

A similar calculation explains quite easily the astonishing 
foolishness of the arrangement of the turning point and start- 
ing line in the races for the Grosvenor Cup and other races. 
Theoretically the arrangements, or disarrangements, of the 
races were made by the Racing Committee of the Royal Aero 
Club, of which there are ten members. Those who will take 
the trouble to look up the names of the said Committee will 
‘discover that several of them are distinctly threatened with 
intelligence, though everybody may not agree as to which of 
the members are intelligent and which are not. But of the 


OLD RELIABILITY AGAIN.—Mr. ‘“Cy’’ Holmes 
cornering on the single-seater Bristol Brownie (Cherub 
engine) in the Grosvenor Cup Race. 


A RE-APPEARANCE.—FIlt. Lt. Comper on C.L.A.4 
(Cherub engine), the Cranwell Monoplane, which was 
built last year, cornering in the Grosvenor Cup Race. 


total number probably not more than half-a-dozen were 
actually got together at Lympne. 

Assuming that there were half-a-dozen, that means that the 
amount of intelligence available for the arrangement of the 
races was only one-sixth of the intelligence of the least intel- 
ligent member of the Racing Committee. And that gives only 
half the amount of intelligence available to the Stewards in 
the misconduct of The Daily Mail Competition. 

So anyone of average intelligence will quite understand 
how such ponderous bricks happened to be dropped. One 
can only be thankful that all ten members were not con- 
cerned in the affair, for if they had been one doubts whether 
it would ever have been possible to fly the races at all. 

A BLAMELESS LIFE. 

One official of the Aero Club at any rate can be absolved 
from the general excommunications, anathemas, bans : and 
other curses put upon the Royal Aero Club by the proprietors 
and pilots of competing machines. That is the unfortunate 
Secretary, Mr. Harold Perrin. 

During the few days which one spent at Lympne one noticed 
that something was missing which had been familiar at all 
previous flying meetings held by or under the Royal Aero 
Club. And gradually one realised that it was the voice of 
Harold the Hearty, celebrated in verse on so many occasions 
in this paper in the past. Conversation was frequently inter- 
rupted by The Daily Mail loud-speaker, but the yoice which 
spoke through it and contradicted itself was not of Harold. 

At first one feared that the organisation of a whole week 
of flying had been too much for him and that he had retired 
to the perpetration of golf. But after a while one discovered 
Mr. Perrin stowed away in an office in an annexe of one of 
the sheds, doing real staff work on paper. Consequently he 
hardly showed up on the aerodrome at all, as: he was tied to 
the office by vital affairs not exactly in the limelight but of 
certain interest to the Club,—as for example finance. 

One admits that there is a tendency whenever one mentions 
the word Official in connection with the Royal Aero Club 
to. think that the words ‘‘ Perrin ’’ and ‘“‘ Official ’’ are inter- 
changeable—the greater including the less, as Euclid says. 
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LYMPNE 


LIGHT AEROPLANE RACES 


September 18th, 1926. 


STRONG 
SIDDELEY 


65-75 h.p. GENET ” Aircooled Engine 
sweeps the board. 


S.M.M.T. HANDICAP 


Anything up to 175 lbs. 


. oa & past 


Mr. Hinkler Capt. Broad Capt. Broad 
(Avro Avion). (D.H. Moth-Genet). (D.H. Moth-Genet). 
Speed: 90.2 m.p.h. 


GROSVENOR 
CHALLENGE CUP HANDICAP 


Engines up to 275 lbs. 


i ya 5 6” 


The winner was a Blackburn Bluebird, piloted by 
Squadron Leader W. H. Longton. 


Speed: 84.95 m p.h. 


and Fastest Time 


Major L,. P. Openshaw (Westland Widgeon) 


OUT OF 21 ENTRIES. 


ARMSTRONG SIDDELEY MOTORS LIMITED. 
(Allied with Sir W. G. Armstrong Whitworth & Co., Ltd ) 
Works and Aerodrome : Coventry. 

London; 10, Old Bond Street, W. 1. 
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GETTING AWAY.—Fit. Lt. Comper on the C.L.A.3 
(Cherub), starting in the Grosvenor Cup Race. 


But there. are in fact occasions on which officials can enist 

outside Mr: Perrin, and on this occasion they did. so with 

remarkable unsuccess. Consequently, to any competitor o- 

co-optimist, who may feel inclined to take it out of Mr. 

Perrin for any wrongs which he may feel that he has sufferea, 

one would merely remark ,‘‘ Please, sir, it wasn’t him! ”° 
THE ONLY CASUALTY. 

At least one other official must not only be held blameless 
but must be esteemed entirely praiseworthy. That is Mr. 
Goodman Crouch, the handicapper, who put up one of the 
pluckiest shows during the Meeting that one has seen. Mr. 
Goodman Crouch was in fact the only aviator who was in- 
jured during the Meeting. 

In the dark ages of aviation, about 1912, a certain Monsieur 
Debussy came over from France with one of the comic 
Breguets of the period, which he proceeded to demonstrate 
at the Royal Aircraft Factory at Farnborough. In the course 
of his demonstrations he took up as passengers two young 
employees of the factory, named Goodman Crouch and 
Hereward de Havilland, and proceeded to crash them in a 
most accomplished manner near Maidenhead. 

Debussy himself injured his head, was unconscious for a 
week or two, and has never been the same man since- 
Hereward de Havilland was hurt, but not very badly, and 
distinguished himself as an aviator during the War. And 
incidentally 1t was he who very kindly brought a bunch of 
copies of THE AEROPLANE from Stag Lane to Lympne early in 
the afternoon of Sept. 15. 

Mr. Goodman Crouch broke his right foot and ankle very 
badly, his injuries including a fractured astragulus, a form 
of breakage almost unknown before aviation began,but very 
popular since, thanks largely to the late Dr. Graham- 
Anderson, who discovered the Astragulus much as Whistler 
discovered the Thames. Skilful surgery, by reversing bones 
and making artificial knuckle-joints, gave him a more or less 
workable ankle but so rearranged the strains that no stress- 
calculator would pass his foot as properly earth-worthy, all 
the main stresses which ought to be taken by the big toe 
being in fact concentrated on the fifth metacarpal. In spite 


STILL AT IT.—Mr. Bulman on the Sopwith-Sigrist 
Cygnet (Cherub), flying in the Grosvenor Cup Race. 


of that Mr. Crouch became quite a good pilot and has done 
a great deal of flying besides developing into our leading 
stress calculator, and certainly our best air race handicapper. 

Some months ago, when he was enjoying a very necessary 
holiday as the result of almost breaking down under the 
strain. of over-work, Mr. Crouch broke this overstressed 
member of his undercarriage and was still walking with the 
aid of a stick when he undertook the arduous duty of passing 
the competing machines at Lympne for airworthiness certi- 
ficates. One day coming down the step from the C.A.T.O.’s 
office at Lympne he slipped and broke the newly-set bone. 

In spite of pain and inconvenience he carried on with his 
work most pluckily and also did the handicapping of all the 
races on the Saturday. Besides which he organised and handi- 
capped the race on the Friday afternoon for the competitors 
who had been eliminated from The Daily Mail Competition. 
Hobbling about on a crutch he preserved all his characteristic 
lugubrious cheerfulness. 

Naturally the local humorists renamed him Mr. Goodman 
Crutch and referred to him as the man who put the limp into 
Lympne. But everyone hopes that he will soon outgrow these 
misnames and will resume his normal, and nominal, attitude 
ready for another spring at the official problems which are 
continually presented to him as chief of the Stress Depart- 
ment at Farnborough.—c. G. G. 

TITANINE DOPE. 

In the turmoil and stress of preparing last week’s issue of 
‘Tae AEROPLANE for press there was a very serious omission. In 
the paragraph entitled ‘‘ Making the Winners Win,”’ no refer- 
ence was made te the dope used on the winner of the Gros- 
venor Cup. 

As a matter of fact all of the first three machines which 
finished in the Grosvenor Cup 
Race used Titanine Dope. The 
special blue and wiite Titanine 
racing finish on the Blackburn 
3luebird were very much ad- 
mired.—G. D. 


ONE OF THE LESSONS OF 
LYMPNE.—“ The Daily Mail ”’ 
Competition was organised with 
the intention of discovering the 
type of aeroplane which would 
best suit the Private Owner, or 
the Owner-Driver. In the event 
the four machines which com- 
pleted the course were discovered 


even older. But on the Grosvenor 
Cup day the air was full of De 
Havilland Moths, which, though 
they have won many races and 
are daily being flown all over the 
World, have. never looked like 
winning a ‘light aeroplane ” 
competition. Here are seen two 
of them. Above, the red and 
white King’s Cup Winner—with 
Col. the Master of Sempill and 
Mrs. Sempill, who flew it in the 
races at Lympne, and, below, Sir 
John Rhodes and his own Moth, 
which he uses for touring. 
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to be of two-year-old design, or 
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HE Boulton 

& Paul Bugle. 

Entirely of Metal 
Construction. 


The eee & Paul Bugle in combat 


Boulton ¢Paul I's 
soutron norwice NORWICH norwansnnns 
LONDON OFFICE 135-137 QUEEN VICTORIA ST. EC 
Telegrams Boutique Cent London Telephone 4642 Cent 


Contractors to the Air Ministry, ete. 
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THE ROYAL 


The London Gazette. 
September 21 

GENERAL Duis PRancu.—Lt. D. W. Mackendrick, R.N., is granted 
a temp. Comn. as a Flg. Off. on attachment for four years’ duty with 
the R.A.F. (Sept 1). 

The following Flg. Offs. are transferred to the Reserve :—Class A.: 
I. Glyn-Roberts (Sept. 22); W. H. Stiles (Sept. 25). Class B.: A. EB. 
Pitcher, M.M. (Sept. 12). 

Flg. Off. T Fetherstonhaugh (Lt, The King’s Royal Rifle Corps) re- 
linquishes his temp. comn. on return to Army duty (Sept. 4). The S.sS. 
comn. of Plt. Off. on probation W. F. Ward, is terminated on cessa- 
tion of duty (Sept. 22). 

ACCOUNTANT BRANCH.—Fle. Off. B. G. Drake is granted a perm. comn. 
in this rank (Sept...22). 

MEDICAL BraNcH.—Flg. Off. D. Magrath, M.B., is transferred to the 
Reserve, Class D.2 (Sept. 24). 

MEMORANDA -—321840 Cadet H. B. Abraham is granted an honorary 
commission as Sec. Lt. with effect from the date of his demobilisation. 
The permission granted to Sec. Lt. G. Bradbury to retain his rank is 
withdrawn on his enlistment in the Supplementary Reserve (Aug. 27). 

RESERVE OF AIR FORCE OFFICERS.—L. J. C. Mitchell is granted a comn. 
in Class A.A., General Duties Branch, as Plt. Off. on probation (Sept. 

The following Plt. Offs. are promoted to the rank of Flg. Offs. :— 
J. 2D. Sinclair, (May ey); VEL tynes (June s)s;3C. IR a Base sully 
EK. M. Stewart (July 27); H. M. Samuelson (Aug. 3); C. E. Baldwin 
(Aug. 17); A. H: A. C. Cranmer (Aug. 24)3.S, W.) White “Sent. 7): 
The following Plt. Offs. are confirmed in rank (Sept. 21): J. A. 
Lincoln, I. R. Winter. 

Fig. Off. A. I. Harris is transferred from Class A to Class C (Sept. 
17); Plt. Off. S. Summerfield is transferred from Class AA, to Class C 
(Sept. 21); Flg. Off. H J. de Waai relinquishes his comn on com- 
pletion of service, and is granted permission to retain the rank of 
Fit. It. (Sept. 12). 

The following Flg. Offs. relinquish their comns. on completion of 
service:—J. S) Card; A. EB. WayHinch, H.C: Peirce, H. EF. J. Laylor, 
H. A. L. Way iSept. 12); W. A. Rochelle (Sent.. 16). 

Fit. Lt. A. H. Dalton resigns his comn. on appointment to a comn. 
in the Auxiliary Air Force (Sept. 3); Flt Lt. A. S. Goodwin relin- 
quishes his comn. on account of ill-health and is permitted to re- 
tain his rank (Sept. 22); the comn. of Flg. Off. on probation S. Jones 
is terminated on cessation of duty (Aug. 20). 

AUXILIARY AIR FORCE.—GENERAL DUTIES BRANCH.—NO. 600 CITY OF 
IONDON (BOMBING) SQUADRON. ‘The following to be Flt. Lt.:—A. H 
Dalton (Sept. 3). The following to be Plt. Off.:—D. H. T. Lancaster 
(Sept. 2). 

Princess MaArRy’s R.A.F. NuRSING SERVICE.—Miss K. M. Beall resigns 
her appointment as Sister (Aug. 13) (substituted for notification in 
Gazette of Aug. 27). 

Appointments. 
Week ending Sept. 27. 

GENERAL DUTIES BRANCH.—Wing Commander J. H. A. Landon, D.S.O., 
O.B.E, to Station H.Q., Andover, to command, on transfer to Home 
Estab., 4/TIo. 

Squadron Leaders k. C. Hardstaff, to No. 10 Group H.Q., Iee-on- 
Solent, 17/9. 1c. MEO SHC. Leask, MiGs to Home Wirerait Depot. 
Henlow, 18/9. 

Flight Lieutenants I. P. Y. Moore, E. J. Cuckney, D.S.C., C. W. 
Hill, and F.. H. D. Henwood, D-F.C., to Home Aircraft Depot, 


Henlow, 18/9. J. A. Macnab, R EB. Meek, W. J. Daddo-Langlois, and 
A. T. S. Leguen de Lacroix, to Electrical and Wireless School, Flower- 
down, 27/9. (In J. West, M.-C), to RYAR. © Depot, Uxbridge, 13;/5; 
G, M: Moote; MiGly sto  E-@.)- Iraq. 2/0: Le Ge Paget, Abc; to 


AIR FORCE. 


R.A.F. Depot, Uxbridge, on transfer to Home Estab., 3/9. C. N. Ellen, 
D.F.C., to R.A.F. Cadet College, Cranwell, 1/10. W. Jones, to R.A.F. 
Station,, Donibristle, 25/?. C. J. Sims, D.F.C., to No. 24 Sadun, 
Kenley, 10/9. EF. E Bond, to No. 405 Flight, Donibristle, 18/8. 
W. D Gairdner, D.F.C., to. No. 442 Flight, Leuchars, 2/8 E. 
Searle, to Station H.Q., Kenléy,:7/9. C. P. O. Bartlett, D.S.C., to 
School of T.’T. (Men), Manston, 13/9. 

Flying Officers G. G. H. Du. Boulay, to No. 4 Arm. Car Coy., Iraq, 
1/9. E.'S. Burns, to H.Q., Cranwwell,;.1/9. C. B. Wincott, to R-ATmy 
Station, Donibristle, g/9. F." E. Watts, to No. 1 F.1T.S., Netheravon, 
17/9. R. O. Jones and A. F. Hutton, to Home Aircraft Depot, Henlow, 
on transfer to Home Estab.,' 28/8. C. F. C. Coaker and R. F 
Findlay, to No. 29 Sqdn., Duxford, 30/9. J. W-. Thompson and 
B. F. R. M. Freeman, to No. 5 F.T.S., Sealand, on appointment to 
Temp. Comns., on being seconded from the Army, 18/9. R. C. 
Wansbrough and M. C. W. C. Flint, to Electrical and Wireless 
School, Flowerdown, 27/y. C. G.' Hancock, A. F. Scroggs, J. B. 
Lynch, F. C. I Rowe, O. R.- Pigatt, D. S. Brooks, HB I. Cozens; 
A. R. Perry, I. W. Colquhoun and P. Slocombe, to Home Aircraft 
Depot, Henlow, 18/9. 

Pilot Officers R. C. Whittle, to No. 60 Sqdn., India, 14/8. C. S. 
Cadell and J. H. Edwardes Jones, to No. 5 F.T.S., Sealand, on 
appointment to Perm. Comns., 18/9. EE. H. Collinson, M.C., and 
c. A. C. Patton, to No. 14 Sqdn., Palestine, 4/9. W. A. Andrews and 
J. KF. Lawn, to No. 19 Sqdn., Duxford, 30/9. W.E Barnes, J. Black- 
more, W. G. Campbell and LH. Mason, to No. 207 Sadn., East- 
church, 30/9. H. C. G. Dauncey, to No. 23 Sqdn., Henlow, 30/9, 
H. G. Ich, to No. 43 Sqdn., Henlow, 30/9 T.- F. Moloney, C. Mi 
Veabody, R. TI. Read and J. T. Riggs, to No. 12 Sqdn., Andover, 30/9. 
IL. G. Rumsey, to No. 39 Sadn., Spittlegate, 30/9. ‘The under- 
mentioned Pilot Officers are posted to No. 5 F.T.S., on appointment 
to S.S. Comns. (on probation), with effect from 18/9:—G. C. Batn- 
bridge, G. Bartholomew, A. K. K. Calwell, J. F. Duff, F. G. Fair- 
head, G. P. ‘I. Gibbons, M. Griffiths, H. C. D. Hayter, D. S. King, 
F, BK. Liddell Reynolds, V. D. Morshead, J. A. Rogers, E. lL. J. Rowe, 
H. H. R. Schleman, C. K. Turner Hughes, G. R. Weighill. 

MepicaL BRANCH.—Flying Officers EH. A. Rice, M.B., and C. W. 
Coffey, to R.A.F, Depot, Uxbridge, 17/9. J. Hutchieson, M.B., to 
R.A.F. Base, Gosport, 17/9. 

Storrs BRANCH.—Flying Officer W. F. Langdon, to No. 601 County 
of London (Bombing) Saqdn., Northolt, 12/0. 

ACCOUNTANT BRANCH.—Flight Jjieutenant H. J. Gilbert, to No. 1r 
School of ‘I.'T. (Apprentices), Halton, 27/9. 

Flying Officers J. Charles, to No. 4 F.1I.S, Egypt, 25/8 S. Wa. 
Hill, to School of T.7. (Men), Manston, 20/9. E. C. Green, to Arm, 
and Gunnery School, Eastchurch, 1/9. 

Pilot Officers A. F Fairs, M.C., to School of Balloon Training, 
Larkhill, 19/8 J. A. Stephenson, to No. 207 Sadn., Eastchurch, 1/9. 
Fatal Accidents. 

The Air Ministry regrets to announce that as the result of 
an accident at Biggin Hill, Kent, to a Grebe of No. 56 
Squadron, Biggin Hill, on Sept. 20, Flg. Off. Henry Frederick 
Luxmoore, the pilot and sole occzpant of the aircraft, was 

killed. 

The Air Ministry regrets to announce that as the result of 
a flying accident on Sept. 22, at Attock, India, in which a 
Bristol Fighter of No. 5 Squadron sank in the river Indus, 
No. 344719 AC.1. Percy Jones, the passenger in the aircraft, 
is presumed to have been drowned. Flg. Off. Denniss Robin- 
son, the pilot, sustained only slight injuries, and reached 
the bank of the river safely. 


ACTIVE SERVICE.—A Sub-formation of No. 6 (Army Co-operation) Squadron, R.A.F., in reconnaissance leaving 
Hesh for Baibu in the Spring of 1926. The Julamerk and Jelu Mountains (14,500 ft.) may be seen in the back- 
ground, The machines are Bristol Fighters with Rolls-Royce Falcon engines. 


SEPTEMBER 29, 1926 The Ae roplane 435 


Fastest Time on Course. 


105.5 


2 FS cae 


Fastest Time on Individual Lap. 


106.8 


WTS ite | a Be 


WIDGEON ; 


with Armstrong-Siddeley ‘‘Genet” Engine, was scratch 
machine in the 


GROSVENOR CUP 
AIR RACE, LYMPNE, 1926. 


ef 
SG Gata 


Vis 


= 
SEY Hers GS 
== 


TITLE LE PLS UE 24S 
_ Sse Ss = SS & SS Se 


yes gee 
th he Te 
a ee TR 


WESTLAND AIRCRAFT WORKS, 
YEOVIL, 
SOMERSET. 


KINDLY MENTION ‘“ 


THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 


Saas 


— 
= 
a SI 
- fat g ac 
ELT ROS 


Sy SRS 


ee 


1 
had 
: ih 
i} 
it 
ve 
\ 
Pe if 
y 
2, 
: 
| 
} 


H.M.S. Eagle. 

The Times of Sept. 23 states :— 

The aircraft-carrier Eagle is expected to leave Malta to-day for 
England to recommission. Her present ship’s company joined her at 
Portsmouth on Feb. 26, 1924, but the vessel is now attached to Devon- 
port for manning purposes. She should arrive there on the 2ota, 
and will pay eff and recommiussion, with a full crew as an independent 
command, on Oct. 1, for further service in ,the Mediterranean Fleet. 

Capt. W.. M Xerr, C.B.B , wall, be succeeded by Capt. Bs M. Money, 
D.S.O., hitherto Director “of Torpedoes.and Mining at the Admiralty 

With .the transfer for the present of the Hermes to China, tie 
Mediterranean Ficet will be temporarily without an aircraft-carrier, 
until the Eagle returns.. The latter should ‘be ready to leave Devon- 
port for Malta on’ Oct. 16. 


H.M.S. Vindictive. 

The Times of Sept. 27 states :— 

H.M.S. Vindictive, Capt. R. Howard, has been detached from ithe 
China Squadron for-a-ervise in Japanese waters and has arrived at 
Nagasaki. If the situation permits, she will also visit Kagoshima, 
Beppo, Miyazima, Yokohama, and Kobe. The Vindictive is the first 
cruiser of the Royal Navy to be equipped with a catapult for launch- 
ing aircraft on regular service. Four of her lieutenant-commanders and 
lieutenants are qualified pilots or observers, and she also carries 
three officers of the R:.A.F. under Sq. Ldr. E. J. P. Burling, D.S:¢€ 
AGE.C. 


R.A.F. Co-operation with the Fleet. 


In a description of the autumn exercises of the Atlantic 
Fleet, a Special Correspondent of The Morning Post on board 
H.M.S. Repulse, in Cromarty Firth on Sept. 27, states :— 

With the co-operation of the sea, land, and air services an ‘‘ enemy 
force’... was landed at Shandwic near the North Sutor of Cromarty 
Firth at dawn to-day and attacked the wireless station on the hill 
of Nigg. 

Describing the disembarkation from the battle cruisers, the 
writer says :— 

The sea made the use of landing planks impossible. The cutters 
immediately they touched shore broached to, and the occupants, 
drenched by the breaking seas, jumped overboard and waded ashore. 
During the operations one cutter was considerabiy holed. The follow- 
ing cutters did not attempt a landing on tke open shore, but cast 
tows and rower hard for the shelter of Shandwick. Harbour, but 
they were not permitted entirely to escape. It was by this time 
quite light, and the defending aeroplanes appeared. The cutters, 
caught in a bunch at the harbour entrance, were subjected to de- 
vastating machine-gun attacks by the swooping ’planes. It appeared 
as though no soul could survive such a fierce attack, yet there was 
some compensation in the fact that the Hood and the Repulse out at 
sea were delivering an intense covering bombardment which few 
aeroplanes could survive. 

The casualties of the invading force were adjudged by the umpires 
to be heavy, but sufficient men remained to carry.on to the objective. 
This was a wireless station situated some six miles distant over rough 
and hilly country. It was defended by a garrison of bluejackets 
rather less than half in number than the attacking force. . The 
attack, over broken country, was prolonged and arduous. 

Perhaps the honours of the day should be awarded to the aircraft, 
which were remarkably vigilant in their reconnaissance and contact 
work. ‘The air was alive with the loud hum of ’planes, some of which 
were based on the carrier Furious, anchored in Dornoch Firth, and 
others on the air base at Novar, near Inverness. During the earlier 
stages of the operations the defending ’plancs, distinguished by a long 
tail streamer, were particularly aggressive, and engaged the slower 
bombing ’planes of the invaders in exciting tactical duels. 
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The Cranwell Cadet College Magazine. 

The Autumn, 19260, number of The R.A.F. Cadet College 
Magazine contains the second part of Air Marshal Sir John 
Salmond’s lecture hefore the Royal United Services Institute 
on ‘‘ The -Air Eorce in Iraq.’?” Although the lecture is am 
extremely interesting one, students of air warfare should not 
treat it as an alternative to Sir John Salmond’s published 
Dispatches from Kurdistan, which contain full details. 

Other interesting reprints in this issue are two articles 
called ‘‘ Aeronautics,” from Pumeh, by the late Fit: Lt. H. Re 
Hancox. Readers of Punch will remember these delightful 
articles on Fleet Co-operation, and the editor of Tike Cadet 
College Magazine is to be congratulated on obtaining the per- 
mission of the proprietors of Punch to reproduce them. 

The articles from the R.A.F. overseas are not so interest- 
ing as usual, and the photographs are not so good as they 
might be. Are there no enterprising owners of Kodaks at 
Cranwell ?—c. M. Mca. 

No. 6 Army Co-operation Squadron. 

No. 6 Squadron, Royal Flying Corps, was formed in January, 
1914, at Farnborough, under the command of Capt. J. H. W. 
Becke, the Sherwood Foresters, seconded to No. 2 Squadron. 

The Squadron was practically complete in August, 1911, and 
was stationed at Dover in the early days of the War, 1914-18. 
According to the official history of the War in the Air, orders 
given to the pilots of the Squadron included one which laid 
down that any pilot who met a’ Zeppelin and failed to bring 
it down by firing on it ‘‘ would’ be expected to take other 
measures, that is to say, to: Charge it.” 

A detachment of No. 6 Squadron proceeded to Dover on 
the second day of mobilisation to prepare a landing; ground 
and provide spares and fuel and a workshop for minor re- 
pairs so that there should be a fully equipped jumping-off 
place for the Squadrons going overseas. 

No. 6 Squadron went to France on Oct. 7, 1914. Sir Walter 
Raleigh, in “ The War in the Air,” says :—‘ This Squadron 
had been stationed at South Farnborough as a reserve for the 
Squadrons in the field. When General Rawlinson’s force was 
sent to Ostend, to attempt the relief of Antwerp, Lord 
Kitchener said, ‘ I want a Squadron to go with it.” He ordered 
that No. 6 Squadron should be ready in forty-eight hours. 
The Squadron was hastily completed; some _ pilots- and 
machines were obtained from the Central Flying School; some 
machines were bought from private firms; equipment, tools 
and the like were collected at night; and on the 7th of. 
October the Squadron flew to Bruges and began at once to 
carry out reconnaissances. On the following day they flew to 
Ostend, and, their transport having arrived, were concen- 
trated on the racecourse. Five days later they retired to: 
Dunkirk, and by the 16th of October were established at 
Poperinghe, where they came under the orders of Head- 
quarters at St., Omer.”’ 

Under the scheme put into operation in November, Igr4, 
whereby Squadrons were assembled into Wings, No. 6 with 
No. 5 became No. 2 Wing, commanded by Lt.-Col. C, J. 
Burke, Royal Irish Regiment, and operated with the II and 
III Corps. 


IN KURDISTAN.—A Sub-formation of No. 6 (Army Co-operation) Squadron, R.A.F., having reconnaissance 


between Baibu and Nerva, with. Gara Dagh (11,500 ft.) in the background. 
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HE new Short “Mussel”? Seaplane 
represents the latest achievement of the 
pioneers of British All-Metal Aircraft. 


This light two-seater machine is a cheap, 
economical, and practical training unit, and, 
at the same time, should appeal to the sporting 
instincts of the private owner. 


Speecd—(Sea Level) 84 miles ber hour 


It also provides the means of development of light 
*p)ane clubs in the coastal and inland waterway areas. 


Equipped with a “Cirrus” 65 h.p. engine, and fitted 
with the famous Short floats constructed on the same 
principle as those employed by Mr. Alan Cobham 
on his wonderful Australian flight, the possibilities 
attendant upon the development of the “ Mussel ” 
Light Seaplane are unlimited. 


Landing Speed—42 miles per l.our. 


Rate of Climb—360 feet per minute. 


SHORT BROS. ‘33°... LTD. 
WAR oe ROCHESTER, KENT 
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The Squadron was at this time and until 1916 equipped 
with B:;K.2cs. 

From this time until the Armistice the history of No. 6 
Squadron is the history of the R.F.C. and R.A.F. in the field. 

The Squadron was attached to the Middle Kast Command 
after the Armistice and was stationed at Hinaidi. 

In June, 1924, it moved to Mosul to replace No, 55 Squadron 
and is still there. 

No. 6 Squadron has never been disbanded. It is therefore 
the oldest squadron which has done continuous service. 
Squadrons Nos, 1, 2, 3, 4, and 5, have been disbanded at one 
time or another since the Armistice and re-formed, but 
No. 6 can boast of complete continuity of existence, and of 
being in the direct apostolic line of the old Royal Flying 
Corps. 

The Service Cruise to Aden. 

The Flight of Vickers Victoria (two Napier Lions) aero- 
planes under Air Commodore C. R. Samson, C.M.G., D.S.O., 
A.F.C., which left Heliopolis on Sept. 16 for a long-distance 
cruise to Aden, arrived at Port Sudan on Sept. 17. 

The Flight alighted at Massawa (Eritrea) on Sept. 18, and 
reached Aden at noon on the same day. 


_ The Flight arrived at Khartum on Sept. 27, on the return 
journey. 


Smuggling on the N.W. Frontier. 

The Calcutta correspondent of The Morning Post, in a 
message dated Sept. 25 states :— 

Following rumours of the smuggling of aircraft parts over the 
North-West Frontier, the Gazette of India announces the extension of 
the Aircraft Act to political agencies of ‘the, North-West Frontier! 
Ic forbids the unlicensed introduction of aircraft or parts into admin- 
istered districts of the political agencies of the North-West: Frontier 
of Baluchistan. Several sections of the Sea Customs Act are made 
applicable to the North-West Frontier. 


The R.A.F Swimming Championships. 

The R.A.F. Swimming Association held their first Cham- 
pionship .Meeting at the Holborn Baths on Sept. 24. 

Considering that the Association was only formed last May 
the Meeting reflects great credit on the organisation, energy 
and enthusiasm of all concerned. 

The results of the various events were as follows :— 

OPEN ‘PLUNGING COMPETITION (Challenge Cup presented by Coasial 
Area, R.A.F.).—(1) Cpl. J.. McGinn (Henlow, (2) Fit. Lt.’ Mellersh, 
A.F.C, (Digby); 54 ft. “2: ins. 

FINAL 50 YAkDS “OPEN CHAMPIONSHIP.—(1) AC. J. Hopkins (Henlow), 
(2) Flg. Off W. H. O Rumfitt (Bircham Newton); 29 secs. 

SEMI-FINAL, INTER-UNIT RELAY Race (Handicap).—(1) Henlow, (2) 
Bastchurch; 68 3/5 secs. (Heat 2):(1) Digby, (2) Felixstowe; 71 4/5 
secs 

FINAL» 100 YARDS OPEN CHAMPIONSHIP (Challenge Cub presented by 
Coastal Area, R.A.F.).—(s) Fig. Off. W. H. O. Rumfitt (Bircham 
Newton), (2) AC. E. F. Letchford (Kidbrocke); 66 4/'5 secs. 

INVITATION RELAY RACE TO LONDON SwiMMING CLUBS (240 yards),—‘1) 
St. Pancras S.C., (2) Broomfield S.C.; 2 mins. 23 secs. 

INTER-SERVICES RELAY RAck (240 yards).—(1) Army (TI.t. Hornby, R.E., 
Cpl. Sharpe, 1st Bn. Scots Guards, Bmbdr. Rex, R.A., Lt. Mackillop, 
R.E.), (2) R.A.F. (AC. Wetchford, “AC. Belcher, Cpl. McGinn, AC. 
Hopkins); 2 mins. 23 1/5 secs. 

OPEN DIVING CHAMPIONSHIP (Challenge Cup presented by R.A.F. 
Depot, Uxbridge).—(1) AC. L. Richards (Biggin Hill), (2) I.-AC. Miles 
(Halton). 

Frnay INTER-UNIT RELAY Race (Challenge Cup preserted by the 
R.A.F . Halton) --(1) Henlow, (2) Felixstowe; 68 2/5 secs. Kast- 
church finished second but were disqualified. 

INTER-UNIT -WATER-POLO CHAMPIONSHIP (Challenge Cub presented b4 
the R.A.F.» Football Asscciationy—Henlow beat Eastchurch by . 2 
goals to 1. The Henlow team were: Goal, L-AC. Nicholson; right 
back, L-AC. Stobart; left back, I, AC. Andrews; half-back, Cpl. Guest 
(Capt.); right wing, L-AC. Withers; centre forward, Cpl. McGinn; 
left wing, AC. Hopkins. 

At the end of the Meeting the prizes were distributed by 
Air Vice-Marshal C. L. Lambe, C.B., C.M.G., D.S.O., Presi- 
dent of the Association, 
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a, AN R.A.A.F. PACIFIC FLIGHT. 

On Sept. 28, Group Capt. R. Williams, D.S.O., O.B.E., 
Chief of the Australian’ Air Staff, Flt. Lt. McIntyre, Sjt. Pilot 
Trist, and a mechanic, left Melbourne on a D.H.s50 seaplane 
(240 h.p. Siddeley Puma engine) on a flight through the 
Pacific islands and_ back. 

They arrived at Melbourne 9} hours later the same day. 

The route to be followed will be via Queensland, Thursday 
Island, Port Maresby in New Guinea, Rabaul in New Britain, 
Kita in the Ellice Islands, Vanikoto, the Tonga Islands, 
Noumea in New Caledonia, Suva in the Fiji Islands, to Apia 
in Samoa. 

The length of the outward flight is roughly 8,700 miles. The 
exact route of the journey is not yet known. 

The object of the flight is to acquire knowledge of the 
mandated territories of the British possessions in the South 
Pacific Ocean, and at the same time to investigate the flying 
conditions in the Pacific and-the effect of the climate of these 
regions on the structure and performance of a standard sea- 
plane, engine and metal floats. 


WARSAW—TOKYO—WARSAW. 
On Sept. 25, Capt: Orlinski, ofthe: Polish Air Foree, com- 


pleted his flight from Warsaw to Tokyo and back on a 


Breguet XIX biplane (450 h.p. Lorraine-Dietrich engine). He 
covered the last stage of his flight, from Moscow to Warsaw, 
a distance of over 700 miles, in 6 hours 15 mins. 


ANOTHER ABORTIVE RECORD ATTEMPT. 

On Sept. 26, M. Coste ‘and Lieut. de Vitrolles left Le 
Bourget at 06.00 hours on a Breguet XIX biplane (500 h.p. 
Hispano-Suiza engine) in an attempt to beat the World’s 
record for distance flown in a straight line. They flew in 
the direction of East Africa, hoping to reach Lake Victoria 
Nyaunza. 

After covering roughly 2,445 miles, they were forced to land 
at Assouan in Egypt with water-pump failure. 
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COMMANDER BURG. 

It is with great regret that THE AKFROPLANE records the 
death, on Sept. 26, at Purley Cottage Hospital, as the result 
of a flying accident at Whyteleafe, of Commander Robert A. 
Burg, United States Navy, Assistant Naval Attaché (Aviation). 
at the American Embassy, London. 

Commander Burg was flying as a passenger in an Ameri- 
can D.H.4B machine which was kept at the R.A.F. Aero- 
drome. at Kenley for the use of the American Air Attachés. 
The machine made a forced landing, apparently owing to 
engine failure, and. caught fire. 

Major C. Ll. Tinker, Assistant Military Attaché (Aviation). 
of the American Embassy, who was the pilot of the machine, 
was also injured, but is recovering. 

Commander Burg recently . succeeded Commander John 
Towers, U.S.N., one of the pioneers of American Naval Avia- 
tion. Though he had only been a short time in England, he 
had already made many friends in the aeronautical com- 
munity, both Service. and civilian. _ His unfailing good- 
fellowship and his quiet humour hade him welcome wherever 
he went, and everything augured well for his tour of service 
in this country. 

On behalf of British aviators in general cne offers sincere 
condolences to the United States Naval Air Service.—c. G. G 


LAWRENCE LANDER CARTER. 

It is with deep regret that one has to record.the fact’ tha 
Mr. Lawrence Lander Carter, known’ universally. as Larry 
Carter, died at midnight on Sunday, at Cheltenham, at the 
age of 28. The immediate cause of his death was meningitis. 

Since his recovery from the long illness consequent on his. 
accident. at Martlesham last year, he has been doing liaison 
work between the Gloucestershire Company and the squadrons 
of the R.A.F. equipped with Gloucester machines. As recently 
as last Wednesday he put in a very valuable report to the 
Company of the present state of affairs. 

Just before the Lympne meeting he had an attack of 
malaria, and, hardly recovered from this, he came to Lympne 
where, one thought, he looked extremely ill. He was taken 
ill on Friday and went to a nursing home at Cheltenham 
where he died on Sunday. i 

Larry Carter was one of the original band of A. T. and T. 
pilots who kept the Paris Service running with such efficiency 
through its first Winter. 

When A. T. and T. closed°down Larry Carter made.a num- 
ber of flights to Spain, delivering machines for the Bristol 
Company and the Aircraft Disposal Company.’ On one occa- 
sion his father, Col. Carter, accompanied him. 

In 1922 he joined Handley Page Transport Ijftd. and for a 
year flew again on the Continental Services. About this time, 
just after Britain had failed to win a big International Air 
Race, iarry Carter expressed to one his disgust at the way 
certain British pilots had failed to do themselves and their 
machines justice, and he said that he would like to haye a 
cut at a big race himself. 

Accordingly he applied, to the Glo’ster Company for a job 
as tester, and in April, 1923, he was duly appointed to the 
position of their chief test pilot. : ‘ ) 

He won the Aerial Derby in 1923 on the Bamel (he had 
won the handicap on a Bristol monoplane the previous year) 
and later on distinguished himself abroad on a Gloster Grebe. 
On the various, kinds of Gloster machines he made many 
notable flights and tests, and in June, 1924, he went to Cran- 
well to fly the Gloster-Napier II. 

When flying at over 200.m.p.h. the tail developed flutter 
and the machine hit the ground and was wrecked. Larry 
Carter .was very seriously injured and never properly re- 
covered. ‘This crash, together with two previous injuries, un- 
doubtedly contributed towards his death, if they were not 
entirely responsible for it. 

To-his relatives one offers one’s deepest sympathy and also 
to his.many friends, _ The Gloucestershire Company and the 
aeronautical community have lost a valuable worker.—c. D. 
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The “ Blue-Bird ” is a two seater bi- 


plane fitted with the Armstrong-Siddeley stand 
Genet” engine, a 
_Pilot and passenger are seated side-by- winintt 
side in a comfortable cockpit with side- Gi eel 
door entrance. i 
It is equipped with dual control. ‘4 “3 
The wings fold, enabling it to be housed VF ail 
in the minimum possible space. a4 
A : « Be 
Hither for the private owner or the nd al 
flying school the “ Blue-Bird” is ideal. Le f 
It has behind it 17 years’ experience of comp 
aircraft design and construction, and the © F gl 
firm’s reputation for sound British work- ili 
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THE LANCASHIRE CLUB’S SECOND MEETING. 


The Lancashire Aero Club’s second Flying Meeting, held 
on Sept. 26, at the Woodford Aerodrome was the kind of 
success that Lancashire makes of most things when it goes 


after them seriously. 

In spite of threatening weather and a very low temperature 
something between °20,000 and 25,000 people went. to Wood- 
ford, and got there in spite of its being one of the least 
accessible aerodromes in England. And they certainly had 
very good value for their money. Something like forty entries 
were received for the various flying events and besides the 
competitions there was some very good exhibition flying. 

Wing Cdr. Philip Babington, M.C., A.F.C., brought over 
several machines from No. 5 Flying Training School at Sea- 
land. These did some useful formation flying and put up a 
very good fight between a Bristol Fighter and a Sopwith 
Snipe. Actually of course such a fight ought to have been 
staged as a reminiscence of the War 1914-18, much in the 
spirit in which at the Royal Tournament at Olympia troops 
of to-day perform in the uniforms of the Waterloo period or 
earlier. But one fears that a good many of the twenty and 
odd thousands may have received the impression that it was 
an exhibition by modern war machines. 

Some very fine exhibition flying was also done by Mr. 
Frank Courtney on a Nimbus Martinsyde lent by A.D.C. Air- 
craft Ltd.; by Mr. Hubert Broad on a Moth; and by Flg. Off. 
H. R: D. Waghorn on an Avro Gosport with the new Avro 
radial engine—which is apparently to be known officially as the 
Ayro Alpha, although some, people would prefer to call it 
the Miracle, seeing that it put up such a wonderful per- 
formance when first asked to run. Mr. Waghorn is an ex- 
Cranwell cadet and is now at the Central Flying School. 

Mr. Neville Stack, the chief instructor and aerodrome man- 

ager of the Lancashire Club, also gave a very fine flying dis- 
play. And by way of contrast Sq. Ldr. Longton gave an ex- 
hibition of crazy flying. How he manages at one moment to 
be a pilot of a vast bombing pantechnicon, at another to be 
a pilot of a highest speed fighter, at another to be a winner of 
a light aeroplane handicap and at another to be a crazy flyer, 
passes comprehension. 

So far as the members of the Flying Clubs are concerned, chief 
interest centred in the Inter-Club Relay Race for the four silver 
tankards about which there has been a certain amount of back-chat 
in these pages of late. It may be remembered that Yorkshire cx- 
pressed their intention of taking the tankards away from Manchester, 
and that Newcastle remarked that it was rather a pity Yorkshire had 
decided to do so because they had rather thought of taking the 
tankards themselves. In the event Newcastle did take the tankards. 

In this race the pilots stood on one line with the machines on 
another line some little way ahead. At the start No. 1 pilot of each 
team ran to his machine, flew round a shcrt course in full view of 
the aerodrome and then landed as near as possible to his original mark, 
taxi-ing onto it if short and pulling his machine back single-handed 
if over. He then ran back to the waiting .No. 2 pilot -who repeated 
the performance and so on to the last pilot who flew round the course 
and over the finishing line. 

In the first heat Messrs. Sparks and West, of Iondon and York- 
shire respectively, stopped in spectacular and skilful fashion within 
a few yards of their marks but unfortunately later pilots of these 
teams, coming in at racing speed over the edge of the aerodrome over- 
shot the mark so badly that one pilot in each team practically col- 
lapsed in the endeavour to pull his machine back. Consequently the 
rules were altered in the middle of the race so as to allow the next 
pilot in order to go out and help pull the. machine back. This was 
a pity as it rather spoiled one of the obiects of the race, and as a 
matter of fact all the later pilots succeeded in getting down reason- 
ably near the mark and could have managed without assistance. 

Tancashire, who had made the rules and knew the aerodrome, flew 
their slowest machine and made no mistakes in the matter of over- 
shooting, but under the altered condition this gave them ‘no ad- 
vantage over Newcastle, who were overshooting by a short distance 
only. The latter Club, flying with excellent judgment on a strange 
aerodrome, won the second heat by nearly a quarter of a mile and 
went on to win the final by almost a lap. 

The race was much appreciated by the crowd and involved no risk 
of collisions as cach team had to keep to one side of a white line 
on the aerodrome. 

The Yorkshire Aeroplane Club beat the I.ondon team in the first 
heat, the London team withdrawing because one of the members 
damaged a wheel so that the last member of the team could not get 
off. In the second heat the Newcastle Club easily beat the Lanca- 
shire Club. And in the final Newcastle beat Yorkshire almost: as 
easily, the Yorkshire team not being quick enough in landing and 
being too slow in changing pilots. 

The Inter-Club Members’ Race was won by Mr. M. Lacayo of 
the Lancashire Club, with Mr. Colin “Parker, Auxiliary Air’ Force 
and Lancashire Club, second, and Mr. M. B. Tax, Yorkshire Club, 
third. 

The Open Handicap Race, for which there were cighteen entries, 
was held over a 28-mile course, with turning points at Marple and 
Knutsford. The winner was Mr. Waghorn on the Alpha-engined 
Gosport Avro, so the new Avro engine starts her official career under 
happy auspices. The Blackburn Bluebird (Genet engine) piloted by 
the firm’s test pilot, Mr. N. Woodhead, was second, and the Avro 
Avian (Genet engine) piloted by Mr. Bert Hinkler, was third’ So 
our three newest radial engines had quite a day out. Mrs. Lynn 
on a S.E.5a was fourth and Mr. Courtney, who was giving 8 mins. 
start to the Moths, was fifth. : 

Incidentally the speed of the, winning machine, which is _ pretty 
nearly the size of the’ standard so4K Avro, was 105 m.p.h. although the 


Alpha engine is o1ly supposed to give just over 100 horse-power. It 
strikes one that a touring aeroplane built for speed and carrying- 
capacity and not for training purposes and fitted with this engine 
would be a very pleasing property. 

The Landing Competition, which was for Club Moths only, and 
excluded pilot instructors, was won by Mr. R. R. Williams, of the 
Lancashire Club, with Mr. S. Todd, of Newcastle, second. There 
was a tie for third place between Mrs. Lynn and another London 
Club pilot. 

The Director of Civil Aviation, Sir Sefton Brancker, was present, 
and said that the meeting was one of the best that had been organised 
by civil aviators. 

An official deputation of the Blackpool Corporation came to the 
Meeting with the idea of seeing what could be done about having 
a flying meeting at Blackpool, presumably next year. The deputation 
was so impressed by the excellence of the show that they promptly 
invited the T.ancashire Ciub to arrange their meeting for them. 

The whole performance was ended by a Set Piece in the best 
R.A.F. Pageant style, the subject being an attack from the air on 
an enemy mine layer. 

As the Meeting was run without the interference of any’ of the 
officials of the Royal Aero Club everything went off very well. And 
the I.ancashire Club is to be congratulated on the success of a show 
which besides being a moral victory must prove to be of consider- 
able financial advantage to the Club. 

The names of the officials who ran the Meeting go successfuily 
deserve to be placed on record. They may be useful to other people 
who want to run successful. meetings. They are as follows :—Clerk 
of the Course: Mr. J. F. Leeming; Chief Marshal: Mr. J. Cantrill; 
Marshals: Messrs. T. Price, F. Gattrell, H. Stern, R. H. Dobson, and 
A. Goodfellow; Secretary: Mr. C. J. Wood. 

A special word of praise is due to the compiler of the programme, 
who not only laid out all the events in the clearest possible manner 
but put into it a lot of very interesting reading matter about joining 
the Club and pcpular flving ond the safety cf flying and so forth 
which cannot fail ‘to have good effect on as many of the tens of 
thousands of spectators as managed to secure copies. 

Evidently the pre-Pageant propaganda was effective, for besides the 
20,000 or so people who paid for admission there must have been at 


_ least 100,000 others outside the aerodrome as what our German friends 


call “ hedge-guests.”? Apart from cars parked along the roads for miles 
around, whose occupants were too ‘ close” to pay for admission, the 
police reported that they had to deal with a queue of 4,000 cars from 
the aerodrome itself. The fact that such a quantity managed to get 
in and out along the narrow lane ieading from the main road to 
the aerodrome bears witness to the excellent co-operation of the police 
with the Club. 

The educative value of the Display must-have been immmense. All 
those thousands of people knew that the machines had come from ail 
over England through the storms of Saturday and Sunday morning. 
They saw the show through from start to finish dead on time ex- 
cept for one minor delay when an obstinate engine objected to being 
started by hand. They saw a magnificent display of, flying in almost 
all its phases done by pilots whose experience ranges from several 
thousands of hours done to less than 20 hours. And in the whole 
afternoon they saw just one accident, which was when a Moth’s tyre 
punctured and the tube had to be replaced. 

Apart from exclamations of admiratioi for the flying the mest 
frequent comment among the crowd seemed to be ‘‘ How easy and. safe 
it looks.”? This is the kind of impression one wants to see created 
in the public mind instead of the idea that the pilots are heroic 
experts flirting with death. That may draw a crowd, but it does 
not create confidence in the future success of Civil Aviation. Even 
the excellent aerobatic flying seemed to impress the crowd with its 
safety, because it was properly done at a safe height. 


THE CHERUB IN GERMANY. 

In a letter recently received by the Bristol Co., Herr 
Eberhard von Conta, the owner of the Messerschmitt Light 
Aeroplane, which is fitted with a Bristol Cherub Series II 
engine, announces that he recently climbed on this machine 
to 5,000°.m.: (16,400. ft.) (barograph height), aboye sea level, 
and that he céased to climb only because the recording baro- 
graph would record no further. Investigation of the chart by 
Prof. Dr. Madelung showed that the machine had by no 
means attained its ceiling. . 

This engine had then run 65 hours with no adjustment 
except the change! of one sparking plug. 

In a recent competition at Mannheim the same machine won 
first prize in the technical performance tests and 25 per cent. 
higher marks than the next, competitor. 

Herr Conta proposes in the near future to fly from Munich 
to Verona over the Alps carrying a passenger. 

THE CHERUB IN AMERICA. 


A telegram from New York states that. the Heath 
Tomboy Monoplane with a Bristol Cherub HI engine won 
The Dayton Daily News Trophy at the National Air Races at 
Philadelphia. Tight aeroplanes in large numbers were entered 
for this race and the triumph of the Cherub, coinciding as it 
did with the Cherub’s triumph at Lympne, is therefore the 
more noteworthy. 

What makes. the victory still more interesting is the fact 
that a Bristol Cherub Mark II was in the Powell Racer which 
won, every First Prize in the light aeroplane class at the 
Pulitzer Trophy Meeting on Long Island, N.Y., last year. 


ALABAMA BOUND. 


_ After the recent storm that swept over Florida and Alabama 
it was found that thirty-five aircraft belonging to the Pensa- 
cola Naval Air Station in Florida had been destroyed. 
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AIRCRAFT Li sed 


Axccessories and Armament 


of all descriptions. 
TWO EXAMPLES OF ROYAL AIR FORCE TYPES. 


AIRCRAFT | \/ICKERS*\IRGINIA’ | 


(TWIN 450 H.PNAPIER “LION” ENGINES) Pipe | 


AMBULANCES, | fee fea AMMUNITION. 
AMPHIBIANS. BOMBS @ GEAR. 
BOMBERS. CAMERA , AIR 
COMMERCIAL (EAGLE). | 
CRAFT. DAVIS NAVIGATION | sei 
FREIGHT LIGHTS. 5 
CARRIERS. GUNS, BELT & Sa 
FIGHTER- - Seite eS DRUM FEED. m6 
RECONNAISSANCE Length Overall...50°7" Span(Spread)....86-6” Unladen Weight....9900 bs, GUN CAMERAS exes 
TWO-SEATERS. Height Overali....17-37 Span(Folded)....44-3” Useful Load..........6,850 lbs (HYTHE MK.IL) 
Approx. Full Speed...1O08mph. Minimum Speed ...46m.ph- gre 
GUN MOUNTINGS me 
FORESTRY PATROL TICKERS “VICTORIA” | ees SCARFF). | Tt 
SC CUTERS | ee | OLzO-PNEUMAnIC cf 
SCOUTS, (on service [p [rag). UNDERC. 'ARRIAGES : ¢ ‘5 
SINGLE SEATERS. | | &TAIL SKIDS. | a3 
SEAPLANES. | PETROL 8 OIL | Eee 
TRAINING ACCESSORIES. {| chet 
MACHINES PYROTECHNIC | et | 
TROOP STORES. | tah 
CARRIERS REID CONTROL | ey 
VICKERSWIBALLT INDICATORS. | ee 
SYSTEM OF | STREAMLINE WIRES | th 
ALL METAL | Length Overall....51°77 Span (Spread)..86-6” UnladenWeight.101553 | & STEELTIERODS. | all 
CONSTRUCTION. | — Height Overall ....17°3” Span (Folded). 44-3” Useful Load.......7945Ibs ETC ETC.ETC 
Approx.Full Speed .104mph Minimum Speed. 48mph ; 
AH Enquiries to:- 
2 Aviation Department: a | 
eg OE) BROAD AG LON DON ON Lae ees fee Lavon 
~ LETT TTT UH OTTO TOT TTT iit CTT im CLTMUITNTI 3158 Ne MAA Ti COTTE CITA MEI Tarim RULE | 
KINDLY MENTION “‘ THE AEROPLANE ”? WHEN CORRESPONDING WITH ADVERTISERS. 
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THE LEICESTER PARACHUTE ACCIDENT. 

The adjourned mquest on Mrs. Dorothy Cain, who was 
killed while attempting to make a parachute descent from 
an Avro belonging to the Surrey Flying Services at Leicester 
on Sept. g, was resumed on Sept. 24. 

Mr. A. F. Muir, the pilot of the machine, said that he had 
made descents himself and had been in charge of over 100 
descents, 31 of them this year. He attached the cable of the 
parachute, a Guardian Angel, to Mrs. Cain’s harness himself 
after she got into the machine, and he was positive the cable 
was attached when she stepped out of the machine. In reply 
to Mr. Cain, Mr. Muir agreed that it would be difficult to 
release the spring (that is presumably the quick-release catch 
between the harness and the parachute cable) if the cable 
were kept tight, and that Mrs. Cain was the only person who 
could have undone it. 

Mr. Vecroix, Mr. Muir’s mechanic, said that he steadied 
Mrs. Cain as she got out and stood on the wing holding 
onto the fuselage. She slipped off, and the cable, which had 
been properly attached, went with her. He looked over.the 
side, and then saw that the cable had become disconnected 
and that she was going down without the parachute. In 
reply to the Coroner he said that if she had made a grab at 
the release device he would not have seen it as she had her 
back to him. 

Major Cooper, of the Accidents Investigation Sub-Committee 
of the Air Ministry, said that he was satisfied that the 
harness, quick-release, life line, and cable were in accordance 
with design. Everything was intact and in working order. 

The Coroner, commending the use of parachutes in case 
of emergency, said that he felt strongly that novices should 
not make descents as an exhibition and he was glad that 
since this case the Air Ministry had decided that descents 
should not be made without a permit. 

A representative of the Guardian Angel Parachute Company 
asked to be allowed to correct a statement that the accident 
was due to a fault in the parachute. The Guardian Angel 
parachute had made 3,000 descents, 1,500 of them being live 
descents and had never vet failed. The Coroner said that there 
was no evidence that the parachute had failed and hoped that 
the Press would be good enough to say so. 

No comment on this accident has appeared in THE AKRO- 
PLANE as it would have been improper to say anything until 
after the inquest. From the evidence it is fairly clear that 
the unfortunate Mrs. Cain herself released the parachute 
cable from the harness while in the act of leaving the wing 
of the machine. ; 

The Guardian Angel, like most parachutes; is fitted with a 
quick-release device so that if after landing the parachutist is 
likely to be dragged into danger by the wind blowing the 
parachute along the ground the parachute cable can be re- 
leased from the harness by operating a device, something like 
a pair of scissors, which opens a spring catch. The assump- 
tion is that Mrs. Cain as she went off the wing, and before 
the strain on the cable pulled the catch tight, instinctively 
grabbed at the point in the harness where the cable was 
joined to it, a most natural action under the circumstances. 
Presumably in doing so she caught the catch of the quick 
release, with the result that when the cable pulled tight it 
simply slipped out through the catch. 

One has been more or less closely in touch with parachute 
developments ever since parachutes have been used in con- 
nection with aeroplanes and one has never heard of a 
Guardian Angel parachute failing as a parachute. ‘The only 
fatality one can remember is that of Mr. Boyle. In_ his 
case the spring hook, of the dog-collar type, which held 
the parachute cable to the harness, straightened out as the 
strain came on, owing to its being made of material which 
was too light or too soft. The result was that,.as in the 
accident to Mrs. Cain, the parachute was never pulled out of 
Its case at all. That was in the very early days of the 
Guardian Angel and since then there has been no instance of 
ony part of the material or mechanism breaking or failing to 
act.—C. G. G. - 

THE KEMPSTON BALLOON ACCIDENT. 

At the adjourned inquest on the bodies of Mr. and Mrs. 
Crowsley and Mrs. Harbage, who died following injuries re- 
ceived in the fall of the captive balloon at Kempston on 
Aug. 3, Major Cooper, Inspector of Accidents for the Air 
Ministry, gave evidence that the balloon failed as the result 
of stresses which it was not designed to stand. The pilot’s 
practice of climbing on the net was ill-advised, and might 
have caused damage which contributed to the accident. _ 

Forty-three meshes of the net were broken—which meant 
a tear half-way round the net. All fractures occurred at the 
knots, and although the general depreciation of the cordage 
was only about 20 per cent., there was marked and abnormal 
weakness at the knots. In places the cordage had been 
rubbed and chafed. ‘ 

The balloon was certified as airworthy, but a permit to fly 
it as a captive balloon—which was necessary under the regu- 
lations—had not been obtained. 

The jury returned a verdict of accidental death. 


A NEW CRASH-AND-BULLET-PROOF TANK. 

A new type of protection for petrol tanks which appears 
to have marked advantages has recently been produced by 
Major H. H. Evans of 24, Craven Street, Strand, W.C.1. 

‘he material used is ot a gelatinous nature, which can be 
melted and cast round any type or form of petrol tank with 
the aid of a correctly formed mould, the only preliminary 
treatment of the tank which is necessary being the application 
ot a coating of an adhesive varnish. 

The protective coating used is about 34-inch thick, and such 
a coating appears to ve entirely self-sealing, if punctured 
either by bullets or by instruments such as punches and 
screw-drivers driven through it. Also it can be deformed to 
an almost unlimited extent without splitting or tearing. 

Major Evans recently gave a demonstration of the new 
proofing to a representative of THE AEROPLANE. The “ Tank ” 
used was a cylindrical tin about eight inches high by four 
inches in diameter, coated with 3 to 3-inch of the proofing 
material. 

A couple of revolver bullets had been fired into it, one pass- 
ing right through, and another passing through both sides 
of the tin, and remaining embedded in the proofing on the 
far side. In addition, numerous holes had been punched 
through, so that it was dithcult to discover any space where 
fresh noles could be made through the tin itself. Such places 
were however found and a number of new wounds were made 
by driving in a screw-driver with a hammer. 

The tin was then filled with petrol, and a match applied to 
the wounds so made. Not enough petrol to ignite had 
escaped. 

The ‘tank’? was then thrown violently onto a stone- 
flagged floor. ‘he seam at the bottom of the tin opened for 
an appreciable distance, but the proofing retained complete 
petrol-tightness. 

The general principle of this form of proofing is the same 


“as that of the better-known rubber proofing methods. The 


advantage is claimed that rubber, with its inevitable tendency 
either to perish or to grow brittle, is not used, and it is 
claimed that Major Evans’s proofing retains its plastic char- 
acter indefinitely. Moreover, it is cheap, easily produced and 
easily applied, and, unlike rubber, is not in itself inflam- 
mable. 

It adds appreciably to the weight of the tank to which it 
is applied—about } tb. per sq. tt. of surface covered to 3- 
inch thickness. But although this is a drawback, it is not 
one which should interfere with the use of such tanks if in 
fact a really crash-and-bullet-proof tank can be produced. 

It is quite true that petrol is not usually a direct agent in 
causing an outbreak ot fire in the event of a crash. But it 
is the risk of a tank failing and releasing a large quantity of 
petrol which constitutes the chief danger of a fire (however 
started) in such an event. 


If the petrol remains in the tanks, the fire will spread © 


relatively slowly, uninjured occupants of the machine have 
a chance to escape from the wreck, and disabled occupants a 
chance of being rescued. If any large quantity of petrol 
is liberated, however, there is a burst of flame of such size 
and intensity, that. either escape or rescue may be entirely im- 
possible, and thus a burst petrol tank may turn an ordinary 
crash into a very distressing fatal accident. 

Certainly for civil machines the few odd pounds of extra 
weight ought not to interfere with the use of protected tanks, 
if these can be shown to give any appreciable reduction of 
such risks. For military aircraft conditions are somewhat 
different, but the value of a bullet-proof tank in warfare 
scarcely needs to be emphasised. 

It is to be hoped that the merits of Major Evans’s proofing 
material will be fully investigated, and that the results, if 
satisfactory, will form a basis for prompt action. 

Some years have now passed since prizes were awarded to 
the Silvertown Co., Mr. Imber and Commander Boothby for 
three different types of safety tanks, but R.A.F. personnel 
and civilian aviators continue to be burned to death through 
the bursting of ordinary unprotected tanks. So far as one 
can gather progress is being blocked as usual by one or other 
of the permanent obstructionists among the Air Ministry’s 
technical experts. 

THE STALLED LANDING. 

On Sept. 8 in the Croydon, Notes the statement was made 
that the three-engined F.VIII Fokker monoplane is an eX- 
cellent flying machine but takes rather a long run on landing 
owing to the fact that when its tail skid is on the ground the 
wings are not at a very big angle of incidence and so do not 
tend to act as air brakes to the extent that the wings om 
certain other machines . do. 

Mr. B. Stephan, the European manager of the Fokker Com- 
pany, points out in reply that it certainly is true that some 
pilots who have not had extensive practice in landing Fokker 
machines do not take full advantage of the very low stalling 
speed—one might almost say the absence of stalling speed— 
which is characteristic of the firm’s machines. Pilots who only 
occasionally have an opportunity of flying Fokkers naturally 
do not care to try for’themselves whether this‘ machine is as 
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fool-proof as it is claimed to be. Consequently they keep on 
the safe side by landing the machine at what would be a 
normal speed for most other machines. But when the ex- 
tremely low stalling speed of the Fokker is understood, and 
when pilots get to know the feel of the machine, they learn 
that the flying speed of the machine can be so reduced before 
touching the ground at all that the run after touching be- 
comes very short. 

Anybody who has watched the landings made on all types 
of Fokker machines by the K.L.M. pilots coming into Croydon 
will notice that the run of the machine after touching is cer- 
tainly not excessive. 

It is worthy of note that a number of these Fokker machines 
which are habitually used on small aerodromes in America 
have been fitted with wheel brakes. These however are not 
fitted as a rule as the firm is of the opinion that in the hands 
of an experienced pilot on the usual large Kuropean aero- 
drome the machines do not need brakes. And one may add 
as one’s own personal opinion that 4 pilot who has not had 
considerable experience of the machine and tries to depend 
on the brakes may find that they actually impart an.element 
of danger. 

Apropos the three-engined Fokker which was bought by 
the Air Ministry, one hears a remarkably high opinion of it 
expressed by R.A.F. test pilots who have flown it quite con- 
siderably. They all seem to agree as to the extraordinary 
controllability of the machine when sinking below stalling 
point. In fact one hears that the practical people at Martle- 
sham are so impressed by its fool-proofness that the theo- 
retically scientific people hardly believe their reports, and 
that in consequence the machine has been sent to Farn- 
borough so that the bright brains there may be allowed to 
study its aerodynamic characteristics with the idea of dis- 
covering how Mr. Fokker manages to make a fool-proof 
machine while with all their own experiments, which they 
have now been carrying on for years, in the problem of con- 
trol below stalling point they have still not produced any 
method of saving the lives of R.A.F. pilots who are stiil 
compelled to fly out-of-date war-type machines. 

AN IRISH FREE STATE CASUALTY. 

Two officers of the Irish Free State Air Force were killed 
at Hempstown Common, near Dublin, on sept. 21 while 
flying a Bristol Fighter during the annual Curragh and 
Kastern Command Manceuvres. 

The officers were Lieut. T. f. 


O'Reilly. 


Shell Gives Power 
PlusaClean Engine 


Running on Shell Petrol, you get 
sus ained maximum engine-power ; 
easy starting ; quick acceleration ; 
sp.ed on hills; 


freedom from 
corrosive defects; minimum 
ca’ bonisa'ion. 


Prenderville and Cadet 


Shell, the well-balanced petrol, is 
carefully blended from Spirits of 
different orig.ns to have every 
essential quality—to fail in none 
of the ways a spirit can fail. 


When filing up, look for the 
Shell Guarantee Sign on the pump 


—the pump that’s sealed and 
locked by Shell. 
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Says about Faintwork 


The opinions expressed in the above 
extract from a recent article in the 
motoring press are so typical of 
thousands of owners throughout the 
country that we hasten to assure the 
motoring public that such a finish as 
is described above is obtainable at 
once with the aid of CERRIC the 
cellulose lacquer. 


erric 


CELLULOSE 
LACQUERS 


CERRIC has taken the place of paint and varnish 

as a Coachwork finish; it does not scratch; is 

impervious to grit, mud and tar; it can be dry 

cleaned and each cleaning actually serves to 
improve its brilliant lustre. 


CELLON (RICHMOND) LTD., 


Cellon Works, Petersham Road, Richmond. 


Telegrams: Telephone: 
AJAWB, Richmond, Surrey. Richmond 2213 (3 lines.) 
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THE FLYING CLUBS. 
The London Aeroplane Club. 


Report for ending Sept. 26. 

Total flying time during the week 51 hrs. 15 mins. : 

Che following members had flying instruction :—Lady Bailey, Miss 
O’Brien, H. R. Presland, G. Vlasto, W. L. 5S. McLeod, R. L. Portway, 
Pp. O. A. Davison, H. Spooner, H. Solomon, A. 5. Richardson, G. Black, 
R.A. St John, B. B, Tucker, Aan Ao Betty Ge ON: Howe, EB. “A. 
Lingard, H. F. Wright, O. J. Tapper, O. H. Best, BE. K. Blyth, G. Lyon, 


week 


YWajor Beaumont, D. Usher, J. G. Crammond, J. H. S.*Garne, 5S. 
John Rhodes, J. H. Saffery, F. W. Kk. Marino, G. Merrell, Gc. © 
Bonner, F. Clarkson, L. J. C. Mitchell, T. ©. Sharwoo:t 

The following members flew solo:--K. E. Stammers, Me de 


Brough, O. J. Tapper, N. Jones, E. Dp. 
Bailey, W. Hay, E. L. O. 


Alderson, R. |. Portway, EK. S. 
Moss, G. Terrell, L. J. C. Mitchell, Lady 
Baddeley, B. B. Tucker, If. K. Blyth, A. H. M. Lees, G. H. Craiyz, 
Miss O’Brien, Major K. M. Beaumont, R Malcolm, R. C. Presland. 

The following members had joy-rides :—Miss Wilson, A. Southgate, 
H. Spooner. 

R. C. Presland 
Certificate on the 22nd. 

On Saturday, the 25th, Mr. Norman Macmillan and Sq. Ldr. M. E. A 
Wright kindly in giving flying instruction to members. 

There have crashes during the month on G-EBLI and 
G-EBNP, the members concerned being Miss O’Brien’ and “A. H. 
Dalton, both flying solo. ‘The necessary repairs have been completed 
and the two machines are now in use again. 


The Lancashire Aero Club. 


successfully completed the tests for his Aviator’s 


assisted 
bcen two 


Repert for week ending Sept. 24. 

The weather did not interfere with flying during four days. Total 
time for the week 42 hrs 25 mins. 

Owing to pressure of work in connection with the Display detaiis 


are omitted this week, but the outstanding features were the amount 
of dual put itt by Mr. Binley and the number of joy-rides given by 
Mr. Goodfellow. Fiftecn hours’ flying were done on Sunday, the 
1oth, which created a Club record. 

The Club is entering two machines for the second Yorkshire 
meeting and thereafter Mr. Stack and the ground staff are being 
eiven a few days’ well-earned rest. Will ail members please note 
accordingly that the aerodrome will be closed from the night cf 
Sunday, Oct. 3, to mid-day on Saturday, the oth. 

Stop Press —The second Display was a complete success. Despite 
shocking weather on the Saturday all the competitors arrived sately, 
though all of them had rough passages, notably the Newcaslie exd 
Yorkshire Ciubs across the Pennines, Mr. Hinkler on his long 
journey from Southampton in the little Avian, and Mrs. Elliot Lynn, 
who made a very fast non-stop flight from London through the worst 
weather of the day. 

The Club tenders its very sincere thanks to the London, N2x- 
castle and Yorkshire Clubs ror their support, the many famous pilots 
who gave displays cf acrobatics throughout the afternoon, the ‘111- 
craft fBrms who sent machines from such distances te compete : ard 
last, but not least, the R.A.F., who put up a Ane suow with Bristol 
Fighters and Sopwith Snipes from No. 5 LS 


The Midland Aero Club. 
Retort for week ending Sept. 25. 
Total fying for week 12 hrs. 10 mins. 
One machine only serviceable owing to IW 
renewal of Airworthiness Certificate. 

members had instruction :—Capt. 


being prepared for 


The following Chaytor, Messrs. 
Fellowes, Smith, Swann, Brinton, Brighton, Gibbons and Willis. 
The following members flew solo:—Mr. C. Knox, Mr. E. J. Brighton, 
Mr. G Perry, Mr .W. Siann. 
The Austin Whippet was flowr solo by a pupil for the first time on 
Friday last, and with Mr. H. Willis as pilot performed successfully. 


The Hampshire Aero Club. 

indisposition of the ‘usual noter, the usual weekly 
One learns, however, that Mr. ‘Thomson, the 
Club’s chief instructor, on oue of the Moths, escorted the transport 
down Southampton Water as the ship was leaving for Egypt 
with offeers and men of the R.A.F. on board. 


Owing to the 
report has been delayed. 


ASSaAVE 


THE INSTITUTION OF AERONAUTICAL ENGINEERS 
The-new session of the Institution of Aeronautical 


Engineers opens on Tuesday, Oct. 12, with a paper by Mr. 
M. L,. Bramson on ‘‘ Unsolved Acionautical Problems,’”’ which 
will be read at the rooms of the Junior Institute of Engineers, 
39, Victoria Street, S.W.1, at 6.30 p.m. This title of the 
paper is singularly provocative, and it is to be hoped that 
there will be a goodly attendance to argue with Mr. 
Bramson on the particular problems which he intends to raise 
and to suggest others of equal importance. 

In Mr. Bramson’s paper the problems of maintaining con- 
stant propulsive power at varying altitude, of converting 
fuel energy directly into thrust without the intervention of 
a complicated engine mechanism, of the variable surface 
wing, of machines to ascend and descend vertically, of land- 
ing in fogs, of producing the ideal aerial structure, of the 
central engine-room type of aircraft, and of the attainment of 


MALLITE 


THE AERONAUTICAL 


PLYWOOD 


STRONGER AND 


For AERO and SEAPLANES manufactured to the 


BRITISH AIR MINISTRY SPECIFICATION 2.V 3 by the 


AERONAUTICAL & PANEL PLYWOOD CO., LTD. 
218-226, Kingsland Road, London, E.2. 


Phone ; Clissold 3680 (3 lines). 


ultra-high speeds over long distances by flying at great alti- 
tudes are to be discussed, briefly but illuminatively. 

The programme for the remainder of the session promises 
exceptional interest. It includes the following :— 

Nov. 16.—Mr A. G. von Baumhauer (of the Royal Aeronautical 
Laboratories, Amsterdam) on ‘The Possibilities of Progress in 
Aviation ” 

Nov. 20.—Mr. F. S. 
Apparatus.’”’ 

Dec. 9.—Capt. F. 
Navigation.” 

Jan. 13, 1927:—Prof. F. C. 
of Repeated Stresses on 

Jan. .27,—Capt. F.C 
Airscrews.”’ 

Feb. 1o.—Mr. H. P. Folland, on a subject to be announced later. 

Feb. 22.—I,t.-Col. L. F. R. Fell on ‘‘ The Manufacture and Testing 
of Mechanical Units for Aircraft.” 

Mar. 8.—Major H. N. Wyllie on “ Portable Hangars.”’ 

Mar. 22.—Mr. W. V. Gilbert on “ A New Type of Wing Construction.” 

Apr. 19.—Capt. F. Tymms on “ Flying for Air Survey Photography.” 

May 10o.—Mr. J,. A. Wingfield on ‘** Aircraft Law.” 

All meetings will be held at the Junior Institute of Engineers, 35. 
Victoria Street, S.W.1, at 6.30 p.m. 


PERSONAL NOTICES. 


DEATHS. 

JONES.—On Sept. 21, at ‘“‘ Clovelly,” Warlingham, Surrey, Saxon 
Hyde, third son of Sir Bertram and Lady Jones, in his 13th year. 

JONES.—On Sept. 22, drowned in the River Indus, at Attock, India, 
as the result of qa flying accident, AC.1. Percy Jones, No. 5 (Army 
Co-operation) Sqdn., R.A.F 

LUXMOORE.—On Sept. 20, at Biggin Hiil, Kent, as the result of a 
flying accident, Henry Frederick I,uxmore, Flg. Off., No. 56 (Fighter) 
Squadron, R.A.F. 

Mr. Iuxmore entered the R.A.F. with a shori-service commission 10 
March, 1924, and was posted to No. 5 F.T.S., Sealand, for a course 
of flying instruction. In Fcbruary, 1925, he was posted to No. 47 
(Fighter) Squadron, Northolt. He was promoted to the rank of 
Flying Officer in October, 1925, and was transferred to No. 56 Squadron 
last July, for Air Pilotage Duties. 


Barton, M.A., F.Inst P., on ‘* Air Photography 


Entwistle on “ Wind Structure in Relation to Air 
Tea on “Some Experiments on the Effects 


Materials.” 
Barnwell on ‘Some Notes on the Design of 


MARRIAGES. 
BLUCKE—WILSON.—On Sept. 22, at Sanderstead Parish Church, by 
the father of the bridegroom, Robert Stewart Blucke, R.A.F., only 
son of the Rev. R. S. K. Blucke, M.A., H.C.F., and Mrs. Blucke, of 


Monxton Rectory, Andover, to Nancy, daughter .of Frank Wilson, 
Esq, and granddaughtcr of the late James Wilson, Esq., of Sander- 
stead. 


IRWIN—TEACHER.—On Sept. 23, at Holy Trinity Church, Farehant, 
Flt. Lt. Herbert Carmichael Irwin, A.F C., R.A.F., second son of the 
late Thomas Francis Nesbit Irwin, Dublin, and Mrs. Irwin, Fron 
Deg, Rhos Neigr, Anglesey, to Olivia Marjory Macdonald, daughter 
of Dr. and Mrs. Charles C. Teacher, of Hollington, Fareham, Hants, 
and formerly of Craigend, North Berwick. 

SCROGGS—POWELI,.—On Sept. 22, at All Saints’, Compton, Wi2- 
chester, Flt. It. H S. Scroggs, R.A.F., only son of Cdr. H. C. Scroggs, 
R.N. (retired), and Mrs. Scroggs, of Colden Common, Winchester, 
to Margaret Fray, only daughter of Mr. and Mrs. E. E. Powell, of 
Shawford, Winchester, late of Ceylon. 

FORTHCOMING MARRIAGES. 

BEAUMONT—RIPLEY.—The marriage arranged between Mr. Lion-l 
¢. Beaumont, R.A.F., and Miss Enid Corinne Ripley, will take place 
at All Souls’? Church, Langham Place, at half-past two o’clock in the 
aiternoon of Oct. 5 

BURTENSHAW—MACQUEEN.—The engagement is announced be- 
tween Sub-Lieut. Jack Burtenshaw, R.N., son of Sq. Ldr. A. Burten- 


shaw, O.BE., M.C., R.A.F., and. Mrs. Burtenshaw, 3, Hayes Road, 
Bromley, Ként, and Margot, daughter of Engineer Captain B. Di 


MacQueen, R.N. 
Devon. 

CAREY—WAKELEY.—A marriage has been arranged and will 
shortiy take place between Flt. Lt. Denis H. Carey, R.A.F., only som 
of Capt Walter Carey, C.B.E., R.N., and Mrs. Carey, of Melrose 
Winchester, and Ferelyth, elder daughter of Mr. and Mrs. Seymour 
Wakeley, of Rainham, Kent. 

LEEDS—SINGER.—A marriage has been arranged, and will shortly 
iake place, between Sir Reginald Leeds, Bt. (late R.N. and R.A.F.), 
elder son of the late Mr. W. H. A. St. J. Weeds, L.C.S., and Mrs. J. Ms 
MecNeaie, of The Red Cheltenham, and Winnaretta, only 
daughter of Mr. Paris Singer, of rbis, Place des Vosges, Paris, and 
Mrs. Frahani Singer, of 1, Ovington Square, S.W. 

TOPHAM-—-CHESSUM.—The engagement is announced between Flt 
Lt. Richard S. Topham, R.A.F. Medical Service, the only son of the 
late Dr. A. S. Topham ard Mrs. Topham, of Halifax, Yorkshire, and 
Miss Marjorie Chessum, eldest surviving daughter of Mr. and Mrs 
Roland B. Chessum, of Enfield, Middlesex. 


(Retd.), and Mrs. MacQueen, Yarrow, Dousland, South 


Roofs, 


BiIRIUS. 
CLEMSON.—On Sept. 21, at Grantham, to 
A. W. ‘Clemson, O:B.E;, 
WEBSTER —On_ Sept 2 
Dorothy (née Jonas), wife 
a daughter, 


Bileen, wife of Fit. Em 
D.S.C., R.A.F.—a son. 

at Insledzsn:, Woldingham, Surrey, 
f Fit. It. %. J. Webster, D.F.C., R.A 
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The Lesson of |_ympne. 


K EEN competition was the keynote of the recent Lympne 
Meeting. Every accessory was selected with the 


sole aim of efficiency—and Wakefield CASTROL brought 


through to victory the first three in every event ! 


Competitive events such as this provide extensive and 
valuable tests of materials which should guide you in the 
running of your own machine. Take the lesson of 
LLympne (and, for that matter, of practically every aerial 
achievement of the day.)icee for efficiency and = withal 
utmost economy, specify — 


There is a grade of Wa'efield CASTROL WAHKEFIE] D 
for every engine. Write for our Pocket ayer a 


Lubrication Index. 


C. C. WAKEFIELD & CO., LTD., 


All-British Firm. _ : 
Specialists in Motor Lubrication. 


Wakefield House, Cheapside, London, E£.C.2. 
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Supermarine “ Southampton” Twin Engined Flying Boat. 
(TWO 450 H.P. NAPIER LION ENGINES.) 


AS AN EAAMPLE, pet WIDE RANGE OF DHSIGN. CONTRAST THE ABOVE TWIN ENGINED MACHINE WITH THE eA tate 
PIER S4 MONOPLANE DESIGNED AND CONSTRUCTED FOR THE SCHNEIDER CUP RACH, 19.5 
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COMMERCIAL AERONAUTICS. 
The London Terminal Aerodrome. 


ANALYSIS OF FIGURES FOR THE PAST WEEK. 

Trips per Day.—Monday, 19; Tuesday, 15; Wednesday, 16; Thursday, 
14; Friday, 16; Saturday, 17; Sunday, 6. 
IMPERIAL AIRWAYS LTD. : 

London—Psris—Zurich; London—Ostend—Brussels—Cologne; Londen 
—Rotterdam—Amsterdam—Berlin : Machines 53, passengers 403, 
freight ry tons 
AIR UNION: 

Paris—London: Machines 33, passengers 99, freight 12 tons. 
Seal WEA Be 

Amsterdam—Roiterdam—!.cndon : Machines 12, passengers 65, freight 

3 tons. 
SABENA : 

Machines 0, passengers o. 
DervutTscHr LUFTHANSA AG.: 

TGerlin—London: Machines 0, passengers 0. 
PRIVATE : 

Machines 5, passengers 5. 

Total number of trips by British Machines, 58, carrying 408 pas 
scngers Foreign Machines, 45, carrying 164 passengers. 
Comparative Figures: 

Week ending Sept. 26: 

Machines, 103; Passengers, 572; Crews, 136; Total personnel, 708. 
Corresponding week, 1925: 

Machines, 124; Passengers, 556; Crews, 163; Total personnel, 719 
Corresponding week, 1924? 

Macnines, 110; Passengers, 481; Crews, 132; Total personnel, 613. 
Corresponding week, 1923: 

Machines, 106; Passenger=, 350: Crews, 162; Total personnel, 512. 
Corresponding week, 1922: 

Machines, 106; Passengers, 321; Crews, 190; Total personnel, 511. 
Corresponding week, 1921: 

Mackines, %2; Passengers, 208; Crews, 105; Total personnel, 313. 
Cerrespcnding week, 1920: 

Machines, 108; Passengers 175; Crews, 132; Total persornel, 307. 


Croydon Notes. 


The epidemic of forced landings at Lympne by air liners. to and 
from the Continent which was so prevalent from the roth to the 
18th Sept. has now ceased and engines of all types have resumed 
their customary reliability. The Light Aeroplane Competition seemed 
to have the same effect that the alleged German ‘‘ Death Ray” used 
to have on French air liners a few years ago. Perhaps it was the 
aura of Gisqualification radiated by the Stewards which did it. 

On Oct. 23 there is to-be a miniature Pageant at Croydon for tne 
benefit of the Dominion Premiers. It will be remembered that at 4 
similar function held some two or three years ago THE AEROPLANE 
pointed out to the Air Ministry that a show of this nature would 
attract the public in large quantities and that with suitable en- 
closures a considerabie sum of money would be made for the R.A.F. 
Memoriat Fund. At the same time there would be a good advertise- 
ment for flying in particular 

At the time the Air Ministry dithered and dathered and finally on 
the day before the show put up a free enclosure with no conveniences 
of any kind and on the day of the show several thousands of people 
turned up to see the very fine show that was provided. 

Let us hope that the Air Ministry will provide some sort of free 
or paying enclosure again this year or else the roads round the 
aerodrome will all be blocked with would-be spectators. 

Iinperial Airways Id. have a new pilot now flying for them. 
This is Mr. Warner. One understands. that he is a New Zealander 
who flew during the War on the Eastern Fronts. He is one of the 
pilots who are to fly on the Cairo—Karachi service and he is 
accustoming himself to air line work on the Home routes. 

Mr. R. H. MacIntosh, who must have put in 99.99 per cent. of 
the seven years of air line work on twin and triple-engined machines, 
has been flying the Vulcan during the past week. Although unac- 
customed to sinyle-engined machines, he performed on the Vulean 
with a masterly hand and his taxes-off and landings were worth 
watching. 

As everyone probably knows by now the Anglo-American Company 
have got a very fine new spirit on the market, known as S.A.M. 
(Special Air Ministry), without reference to our ‘revered Air Minister, 
or to the head of the Instone firm, or to Mr. Saunders of Cowes, or to 
Lord Waring, whose aircraft enterprises stili remain in suspension, 
or to Lord Bearstead and his brother. It is also provided with a 
minute percentage of ethyl-fluid which gives it a pink tinge and 
stops detonation. So probably in the near future we shall see adver- 
tisements requesting us to use “ Pratt’s pale pink petroi for pinking 
power plants.” 

At the works of A D.C. Aircraft Ltd. Mr. Frank-Courtrey has been 
testing a Nimbus-Martinsyde. On Saturday he took it to Manchester 
for the Lancashire Club’s Display.—c. p. 


THE ROYAL AERONAUTICAL SOCIETY. 


The next session’s programme of the Royal Aeronautical 
Society opens on Thursday, Oct. 7, when Col. The Master of 
Sempill, A.F.C., Chairman of the Society, will give the in- 
augural address on ‘‘ Aero Engine Fuels of To-day and ‘o- 
morrow.” This meetin~ opens at 8:30 p.m. j 

Other meetings during the first half of the new session will 
be :— 

Thursday, Oct. <1: Magnesium-and Some of its Alloys, by 
Mr. W. R. D. Jones, M.Sc., 6.30 p.m. : ; 

Thursday, Nov. 4: Hydrogen as an Auxiliary Fuel for a 
Solid Injection Engine, by Mr. G. F. Muck Low, 7 p.m. 

(Joint meeting with Institution of Automobile Engineers.) 

Thursday, Nov... 18 ». Methods of Performance -Testing and 
Analysis, by Mr. R. S. Capon, 6.30 p.m. 


Thursday, Dec. 2: Alloy Steels for Aero Work, by Mr. 
P. B. Henshaw, 6.30 p.m. ; 

Thursday, Dec. 16: fhe Training of Aircraft Apprentices, 
by Wing Cdr. C. D. Breeze, A.F.C., R.A.F., 6.30 p.m. 

; “A BOULTON AND PAUL APPOINTMENT. 

Sq. Ldr..C. A. Rea, A.F.C., whose transference to the Royal 
Air Force Reserve has just been gazetted, has joined Boulton 
and Paul Ltd., of Norwich, as their pilot. . 

Sq. Ldr. Rea joined the R.N.A.S. during the War, and was 
for a long time attached to the Armament Experimental 
Section at the Isle of Grain, where in conjunction with Sq. 
Ldr. Wells he was responsible for very important work in 
connection with gunnery and bombing developments. He 
was later among the seaplane test pilots at the Isle of Grain. 
In March, 1920, he was posted to the Marine Aircraft Ex- 
perimental Establishment at Felixstowe. : 

Boulton and Paul Ltd. may be congratulated upon having 
acquired the services of one of the most experienced of test 
pilots in this country. Sq. Ldr. Rea’s work has mainly been 
concerned with seaplane types, but by no means exclusively 
so, and there is no room for doubt as to the value of his 
knowledge and experience to any firm engaged in experi- 
mental aircraft construction. 

MUTUAL ADVERTISING. : 

A detachment of the Cornwall Aviation Company which 
has been touring in Thanet during the last two months, con- 
cluded its visit by spending Saturday and Sunday, Sept. 25 
and 26, at, Margate. j 

During their stay in Thanet they have taken up approxt- 
metely 1,500 passengers. Forty-two of these were given free 
flights in the Company’s machines by The Thanet Advertiser 
and Broadstairs Echo, who evidently consider that a little 
capital spent in popularising flying among their readers is as 
good an advertisement for themselves as it 1s for aviation. 
| ‘THE TIMES” TRADE AND ENGINEERING 

SUPPLEMENT. 

The Times Trade and Engineering Supplement published 
on Sept. 18 contains the first of a regular series of sections 
dealing with the Aircraft Industry which are to appear at 
monthly intervals. The front page of this number contains 
an excellent portrait of Mr. T. O. M. Sopwith, Chairman of 
the S.B.A.C., as one of the Men of the Moment. 

In the Aircraft section is contained a well-informed lead- 
ing article outlining the present position and attainments of 
the British Aircraft Industry, an account of the Avro Avian, 
an article describing the. Savage-Bramson Anti-Stall gear, 
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SPARKING PLUGS. 


THE ROBINHOOD ENGINEERING WORKS, LTD. 
K.L.G. Works, Putney Vale, London, S.W.15. 
"Phone > PUTNEY 2132-3. 

Scle Fxport Agents: 

Messrs. S. SMITH & Soa(M.A.), Limit:d, Cricklewood, N.W.12. 
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CELLULOSE ACETATE 


*“NOVELLON ” 
DOPES AND VARNISHES 


SUPREME 


For tautening, weather-proofing ; also petrol and castor-oil proof 


447 


- - - FIRE RESISTING - 
- DO NOT DETERIORATE IN STORE 


SES 


EXCLUSIVELY USED ON ALL BRITISH AND ALLIED WAR PLANES. 


———_e ee 
Used on FIRST AEROPLANE ACROSS ATLANTIC, FIRST AEROPLANE 
TO AUSTRALIA, AND R.34 AIRSHIP TO AMERICA AND BACK. 


ECONOMICAL. FOR ALL CLIMATES. SAFETY FIRST. 


Sole Manufacturers in Great Britain of Cellulose Acetate. 


BRITISH CELANESE LIMITED. 


Head Office and Sales Department: 8, WATERLOO PLACE, LONDON, S.W.1. 
Telephone: Regent 4045 


SE age ae » Pvillesden Green, RUW10. 


Telephone: Willesden 1619 and 2380. 


Telephone: 
No. 4773 (3 lines). 
(P. B. Ex.) 


GEORGE: PARNALT ® C2 


PROPRIETOR GEORGE G PARNALL., Telegram s: 


AIRCRAFT DESIGNERS & CONSTRUCTORS. "WARPLANES” BR/ISTOS 


oe ee i i Experimental 
London Office :— eo) : = \ ENG . : Works and Test 
Fes i S Ose < ne . = \ = aa \ 
EVELYN HOUSE, . 


: : Station :— 


62, Oxford St., W.1. 


Yate Aerodrome, 
Tel. Museum 4375. 


Gloucestershire. 
Tel: Chipping 
Sodbury 50. 
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Jaguar or Jupiter Engine. 


FACTORIES 


| PARK ROW, BRISTOL: 
DESIGNERS & MANUFACTURERS OF COLISEUM WORKS ae, SO Ey aah 
ALL TYPES OF MODERN AIRCRAFT PARK ROW aia ae Cee 
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an aiticle concerning the value of Aerial Survey work, and a 
description of the Arnistrong-Siddeley Genet. 

As will he expected, the articles are well written, accurate 
in their facis, and rational in their expressions of opinion, 
and this new moye by the Trade and Engineering Supplement 
should be \aiuable in drawing the attention of business mei 
and engineers who do not read the aeronautical papers, to 
the achievements of British designers and constructors of 
aircraft. 

CASTROL ENTERPRISE. 

The rapidly increasing demand for Castrol from all parts 

of the world has necessitated the establishment of new 


MISCELLANEOUS ADVERTISEMENTS. 


PATENTS. 

STANLEY, POPPLEWELL AND CO., International Patent 
Agents, Jessel Chambers, 88, Chancery Lane, W.C.2. Tele- 
phone, Holborn 6393. Telegrams, ‘‘ Notions, London.” 
The Proprietor of British Patent No. 187617, relating to 
“Improvements in Wings for Aircraft,’ desires to enter 
into negotiations with one or more firms in Great Britain 
for the sale of the Patent rights, or for the grant of licences 
to manufacture under royalty.—Inquiries to be addressed to 
D. YouNG AND Co., Chartered Patent Agents, 11 and 12, 
Southampton Buildings, London, W.C.2. 


SITUATIONS WANTED. 
Ex-R.A.F. Engine Fitter requires situation in connection 
with aircraft. Experience on Rolls, Lion, Liberty, Jupiter. 
8 years’ experience. Good refs.—Box No. 5352, THE AERO- 
PLANE, 14, Bream’s Buildings, E.C.4. 


FOR SALE. 
For Sale. Avro 504K le Rhone, 3-seater, with airworthy 
certificate. Reasonable price. Very sound machine.—Box 
No. 5353, THE AEROPLANE, 14, Bream’s Buildings, E-C.4. 


MISCELLANEOUS. 
INSTRUCTION.—Why pay a club subscription and go on a 
long waiting list? Expert instruction given near London on 
a standard ‘‘ Moth’ at £3 3s. per hour. Ground instruction 
ros. per hour if weather unfit for flying, or when desired.— 
Box No. 5351, THE AEROPLANE, 14, Bream’s Ruildings, E.C.4. 


ENGINES FOR SALE. 
‘*PUMA.’’—Several good second-hand ‘‘ Puma’ engines, 
complete with log books, ready for service. Spare parts avail- 
able. Box No. 5344, THE AEROPLANE, 14, Bream’s Buildings, 
Il Casle 


branches of C. C. Wakefield and Co., Ltd., at Toronto, Canada, 
and at Rio de Janeiro, Brazil. 

These new branches are in addition to those already founded 
at Bombay, Karachi, Calcutta, Penang, New York, Johannes- 
burg, Buenos Aires and Melbourne. 

So ‘the oil that circulates everywhere 
raise its circulation still higher. 

A NAPIER MOVE. 

Having disposed of the lease of the premises at 14, New 
Burlington Street, W.1, the Napier Company have now moved 
all their office work to the firm’s head office and works at 
211, Acton Vale, London, W.3 


ne 


” 


will henceforth 


SITUATIONS VACANT. 

Wanted, Ground Engineer, either A or C Jicences, pre- 
{erably both. Southern Counties Aviation Co., Brooklands 
Aerodrome, Byfleet. 

Fully-trained electrical draughtsmen required, having good 
technical training and experience in design and layout of 
lighting and power (including heating and cooking) circuits, 
polyphase alternating current; special initiative necessary in 
modifying standard electrical fittings and equipment to suit 
Airship requirements. | Applicants having no previous Air- 
craft experience must be prepared as a condition’ of appoint 
ment to spend a preliminary training period not exceeding 
three months at the Royal Aircraft Establishment, Farn- 
borough. No special allowance will be payable above ordinary 
salary during this period. Salary—f{160 plus Civil Service 
Bonus, giving a total of £246 per annum. Preference will 
be given to ex-Service applicants. Applications, giving full 
particulars, should be forwarded to the Director of Airship 
Development, Royal Airship Works, Cardington, Bedford, on, 
or before, Oct. 20, 1926. 


WANTED. 


WANTED, A CHEAP AEROPLANE.—Monoplane with air- 
cooled engine preferred but not essential. C. of A. desirable. 
Write—‘ S.,’’ Hindiyah Barrage, Iraq. 


Anything in Rope, Wire, Canvas or Fabric Work. 


FLOTATION <EE- AIR BAGS 


COMPANY 
17, Stoke Road, Guildford, Surrey. 


HIGH-PRESSURE LUBRICATION. 


To grease your undercarriage, controls, rudder post, ailerons, etc.,. use— 


BRITISH 
MANUFACTURE. 


~ i) 
& 


€ontractors to the 
AIR MINISTRY. 


TECALEMIT, LTD., 
10, Little Portland Street (Oxford Circus), LONDON, W.1. 


LIGHTER THAN 
SCREW-DOWN 
GREASE CUPS. 


Adopted by 


Avro, 

Boulton & Paul, 
Curtiss, 

De Havilland, 
Fairey, 
Handley-Page, 
Hawker, 

Short, 

Supermarine, 
Vickers, Etc., 

: used successfully by : 
> Mr. ALAN COBHAM 
t also by Commander ; 
: PULFORD in RA.F. GY 
: Cairo-Capetown Flight 
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PASSENGERS AND FREIGHT. 
DAILY SERVICES 


TO AND FROM THE CONTINENT. 


INPERIAL AIRWAYS 


The only British Airline to the Continent. 


LIMITED. — 


Air Port of London, 
CROYDON. 


‘Phone :—CROYDON 246 (Six Lines). 


INCORPORATING AERONAUTICAL ENGINEERING 


ee 


Registered at the G.P.O. 
as a Newspaper. 


Vol. XXXI. No. 14. SIXPENCE WEEKLY. 


“SEA CONSTABLES.” 
(Ivipling.) 
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TO ASSURE THE KING’S PEACE :—Our latest and fastest coast-patrol and fleet co-operation flying-boat. The 


Blackburn Iris (three Rolls-Royce Condor engines) flying before the Secretary of State for Air at Cromer. 
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Telephones : TITANINE-EMAILLITE, LTD., Telegrams : 


of F : oe , Piccy, dot 
Seles Soe Empire House, 175, Piccadilly, London, W.1. Caos ee te dn. 


Works :—London and New York. * and Bentleys. 
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“A VIAN” 


Ist 


in the Handicap Race at Lympne for 
the prize presented by the Society of 
Motor Manufacturers & Traders Ltd. 


THE AVRO “AVIAN” which won the Handicap Race at Lympne for the 
prize presented by the Society of Mctor Manufacturers and Traders Ltd., is a 
two-seater biplane, with dual control, and fitted with a 60 h.p. Armstrong- 
Siddeley ‘‘ Genet” engine. Piloted by Mr. B. Hinkler, it carried a load of 828 Ibs. 


FULL DETAILS FROM: 


A. V. ROE & CO., LIMITED, 


DESIGNERS AND CONSTRUCTORS OF TRAINING, MILITARY AND COMMERCIAL AIRCRAFT. 
London Office: pgemirabe AEE RLSM Experimental Works: 


166, Piccadilly, NEWTON HEATH, HAMBLE, 
LONDON, W.1. M A N C H E S T E R. SOUTHAMPTON. 
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Incorporating 


Aeronautical Engineering 


Telegraphic Address: “Aileron, London.” 


sent to the Offices of Aeronautics, 
Telephouwe: 


The Editorial Offices of “The Aeroplane” are at 175. Piccadilly, London, W.1. 


Accounts, and all correspondence relating to Publishing and Advertising, should be 


Holborn 426, 


Subscription Rates, post free: Home 3 months. 8s. ; 6 months, 16s.; 12 months. 32s, 
Abroad, 3 months, 8s, 9d.; 6 months, 17s. 6da.: 12 months, 35s. 
U.S.A., 1 Year, $8 50c. 


Telephone: Gerrard 5407 


Ltd., 14. Bream’s Buildings, E.C.4. 


Canada, 1 Year, 8¢. 


ON INTERNATIONAL AVIATORS. 


Having last week progressed from Parish Politics to Im- 
perial ways of the air we may now goa step further and con- 
sider a matter of interest to International Aviation. 

There are people in this world, of kindly altruistic natures, 
who believe that if all the nations of the World could be 
taught to know one another better, each would learn to ap- 
preciate the good qualities of the other, and so war would 
cease. This is a fascinating theory, and one which is very 
comforting to those who do not realise that, as men of great 
knowledge have shown over and over again, war is a bio- 
logical- necessity. 

People who argue on those lines ignore the fact that man, 
as usual embracing’ woman, is a predatory animal, and will 
so remain so long as he grows his eyes in the front of his 
head. Some tribes are more peacefully disposed than others. 
But as a rule the more peaceful a people may be the more 
terrible they are in time of war. Other tribes are peaceful 
merely because they are too weak to fight. And in the main 
any nation, tribe or race of mankind is ready for a. first- 
class war at least once in a generation. 

It is a fact that what we choose to call the civilised nations— 
which really means the nations which have the largest 
amount of property and have the most complicated systems 
of administration and have the most elaborate mechanical 
contrivances to minister to their personal comfort or con- 
venience—are less likely to indulge their warlike feelings on 
slight provocation than are small portable tribes which have 
little prosperity to lose and little fixed property to destroy. 
But even the most elaborate and cultivated nations are so 
little civilised in fact that, given the right psychological 
momentum, they will go to war with enthusiasm—as was 
demonstrated in 1914. 

One firmly believes that if one had a free hand and the 
command of the Press, and incidentally of a few broadcasting 
outfits, one could produce a first-class war between Liverpool 
and Marichester inside three months. One would only have 
to begin by’ talking about Manchester men and Liverpool 
gentlemen, and by making a few allusions to the atmosphere 
of Manchester and the quality of the Mersey (which is not 
Strained), and one would probably have a frontier fracas, 
Somewhere about Warrington, within a week—always pro- 
vided that the Government of England did not interfere, 

Where actual differences of breed occur, as for instance the 


Sse 


difference between the Nordic North of Ireland and Mediter- 
tanean-Dago South, the difficulty is not to make war but to 
prevent it. And the better the two peoples get to know one 
another the more they hate one another. Being so close 
geographically and so far apart racially, the North despises 
the South, and the South envies and hates the North. 

That is why one has no belief whatever in the League of 
Nations, so long as it tries to embrace all the nations of the 
World in its absurd man-and-brother doctrines instead of 
making itself, as it should, into a League of the White Race 
against the coloured peoples. 

There is quite sufficient difficulty in making a Nordic per- 
son tolerate a Mediterranean, though sufficient mutual ac- 
quaintance does at any rate induce in each an understand- 
ing of the other’s peculiarities, and so induces a reasonable 
amount of liking. But no amount of intermingling can ever 
produce liking or even understanding between long-heads and 
square-heads—or, as one prefers to call them, the Semitic and 
Japhetic _peoples—because they are racially antagonistic and 
think in entirely different ways. 

Nevertheless, just. for that very reason, there is every 
reason to wish for closer touch. between the nations and for 
quicker communication and a more intimate intercourse 
among them. For thus those which are sympathetic will be- 
come the firmer friends and those which are antipathetic will 
become more definitely enemies. And so we shall the sooner 
and better know where we are. And there is no better way 
of getting such inter-communication than by the develop- 
ment of air transport. 

THE INTERNATIONAL LEAGUE OF AVIATORS. 

Therefore one is all in favour of the development of the 
International League of Aviators, which has recently been 
formed in Paris by Mr. Clifford B.. Harmon. 

With the development of air lines all over Europe, pilots 
of all nations find themselves continually landing at the air 
ports of other nations and already the effect has been to pro- 
duce a friendly understanding among aviators. Only the 
other day one of our best known pilots remarked that, as the 
result of meeting foreign pilots here and abroad. and talking 
to them.on matters of common aeronautical interest, nothing 
would induce him in another war to go and shoot Germans, 
and that he might even. find it hard to induce: himself to 
shoot pilots of another (and Mediterranean) nation which he 


SPREE 


THE INTERNATIONAL LEAGUE OF AVIATORS.—Personalities of the League in Brussels. Left to right, two 


assistants, Mr. Morgan (organiser of the tour), Mr. Clifford Harmon (president of the League), Colonel Baron 

Wahis (Chairman of the Belgian Post), Colonel Falchi (Chairman of the Italian Post), the Chevalier Willy 

Coppens (Belgian Air Attaché in London and Paris), Guido Mattioli (Editor of ‘‘ Aviazione,’’ Rome), the engineer 
Juliani and two supporters. 
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individually happens cordially to dislike. In fact, he said, 
if another war broke out he would apply for a job under- 
ground in Spitzbergen. ; 

The International League of Aviators, known officially as 
the Ligue Internationale des Aviateurs, was formed in Paris 
some six months ago by Mr. Harmon, himself one of the 
pioneers of American aviation. : 

Most new ideas begin in France, but the French always 
have the curious quality of developing an idea up to a cer- 
tain point and losing interest in it when they see that it 
works all right. That is why French motor-cars never have 
the meticulously beautiful finish of Italian cars nor the studi- 
ously mechanical accuracy of German cars nor the solid dura- 
bility of English cars nor the hustled completeness of Ameri- 
can cars. Nothing is more characteristic of the nation which 
produces it than is the finish and equipment of a motor-car. 

Therefore if an International League of Aviators had been 
founded and run by Frenchmen it would have been fore- 
doomed to failure. And this apart from the fact that at the 
moment the French themselves are not exactly internation- 
ally popular, either with those whom, they helped to defeat 
in the War 1914-18 or with those to whom they owe money. 

But, the League having been founded by an American, 
and established in Paris, which after all is the best possible 
centre for such an organisation, starts by having an inter- 
national tone which is much to its advantage. Moreover 
the Secretary is M. Ladislas d’Orcy—more properly the Baron 
Ladislas Orezy, a member of the famous Hungarian family, 
who was brought up in Paris and lived for many years in 
America. Which again adds to the international character of 
the League. 

Mr. CLIFFORD HARMON. 

Here seems to be the fitting place at which to say some- 
thing about Mr. Harmon, seeing that his early connection 
with aviation is so long ago that the newest generation of avia- 
tors does not even know his name. 

One first heard of Mr. Harmon about 1910, when flying was 
just developing in the United States. If one remembers 
rightly he owned one of the earliest Wright biplanes and flew 
it at the first flying meeting in America, which was held at 
San Diego, California. His Aviator’s Certificate is number 6 
on the American list. 

One finds on reference to the old blue-covered Aero of July 
12, 1910, that Mr. Harmon was President of the Council of 
the Aero Club of America at that time. And among other 
interesting information is the fact that on June 29, 1910, he 
made a flight of sixty-eight miles at Mineola, on a Farman 
biplane, which was the machine on which M. Louis Paulhan 
gave his demonstrations in the States. Also one finds that on 
July 3, 1910, Mr. Harmon flew a Curtiss biplane for 2 hours 
and 3 minutes, which at the time was the duration record 
for the United States. 

As Mr. Harmon is now about sixty years of age, he must 
have been approximately forty-five years of age at that time. 
Which seems rather a good answer to the belief, still pre- 
valent in this country even in these days of simple and safe 
aeroplanes, that a man is too old to learn to fly after 4o. 

At that time Mr. Harmon was what was called a real 
estate man, which is what we should call a land and estate 
agent, or in modern American a “ realtor.”” Since then Mr. 
Harmon’s affairs have prospered greatly, and, having no 
family of his own and being of a kindly disposition he has 
appointed himself a kind of god-father to all aviators, and is 
devoting himself and his wealth and his time to the further- 
ing of a friendly understanding between pilots of all nations, 
to whom he refers conyersationally, in a parental way, as 
“those boys.” 

Mr. Harmon’s first benevolent action was to take at his 
own expense a lease of some very fine premises in the Clos 
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Normand, which is near the entrance to the Bois de Boulogne. 
The rooms there are very much finer than any premises de- 
voted to aviation in this country or in America or elsewhere 
in France, and are only excelled by the magnificent premises 
of the Aero Club of Germany. ‘The catering is done at low 
prices by an excellent restaurant which occupies the lower 
part of the building. And the place is a most comfortable 
home for aviators of all nations. 


THE SCHEME OF THE LEAGUE, 


The general scheme of the League is to have Branches, or, 
as Mr. Harmon calls them, Posts, in the capital of each 
nation. ‘These Posts will each provide premises of some ‘sort 
at which members of the League can congregate. In fact 
it amounts to a scheme for providing international clubs for 
aviators in all countries. 


During the past few weeks Mr. Harmon has been making 
a tour of Western Europe to establish certain of these Posts. 
And in the course of his tour he arrived in England on 
Sept. 29, with the intention of forming a British Post of the — 
League. 

Contrary to all law, order and decency, instead of Mr, 
Harmon being received as the guest of honour of British 
aviators, he himself gaye a lunch at the Savoy to some fifty 
people concerned with British aviation in order to introduce 
his beneficent proposal. And as a fitting accompaniment to 
this topsy-turvy proceeding, instead of the host haying to 
wait for his guests to arrive, the guests duly assembled on 
time and had to wait half-an-hour for their host, owing to 
the very simple fact that he had trusted to air transport to 
get him there in time instead of coming by more conyen- 
tional methods. 


THE INTRODUCTORY LUNCH. 


At the Lunch the Chair was taken by Lieut.-Col. Ivo A. E. 
Edwards, C.M.G., Deputy Director of Air Transport, in the 
absence of Sir Sefton Brancker, who was detained on official 
business. 

Cor. Epwarps said that he had the unusual task of introducing 
our host to his own guests. He also introduced Col. Falchi, the 
Chairman of the Italian Post of the League, who is Colonel of a 
bombing regiment of the Italian Regia Aeronautica, and Col. Baron 
Wahis, the Chairman of the Belgian Post, who is a senior Officer of 
the Belgian Air Service. 

Referring to our host, Coi. Edwards said that, like most of his com- 
patriots, Mr. Harmon was possessed of vision—(most of the guests 
thought he was going to say wealth). As to the development of Air 
Transport, he said that the tendency to-day was to form national 
companies, but that this could not be the final end, which must be the 
formation of international routes. And ultimately competition would 
arise along those routes. 

Another aspect of development was that frontiers were being 
obliterated and that camaraderie among aviators was expanding. ‘The 
result would be that commercial aviation would in some degree take 
the place of the League of Nations, and he thought that Mr. Harmon 
had some such idea in his mind in forming the Teague of Aviators. 

Mr. HARMON said that a lunch had been suggested to him as the 
best way of meeting prominent men in British aviation. The organi- 
sation of the League was four months’ old. They had got into their 
club rooms then and the membership had been growing ever since. 
He hoped that England would develop into the biggest of ‘their 
Posts. 

The qualification for the League was that every member must be a 
certificated aviator. 

Describing his journey he said that Col. Falchi had borrowed 
from the Caproni Co. a bombing machine with which to visit the 
Posts. They had left Milan on September 20th with a crowd of some 
ten thousand people to see them off, and landed at Turin. Leaving 
there next day they had a very fine reception in Paris on the azst. 
Thence they flew to Brussels on the 22nd. ! 

In Brussels they were presented by Col. 
the Belgians, who had honoured them by becoming a patron and 
Honorary President of the League. His Majesty had expressed his 
interest in the purposes of the League and had said that they could 


Wahis to the King of 
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INTERNATIONAL LEAGUE OF AVIATORS.—The Caproni Bomber 


engines in tandem), temporarily made into a passenger craft for a tour in the interests of the League. 
well, but as a passenger-carrier it is not the last word. 


‘© Asso ”* 
It flies 


(two Isotto-Fraschini 


The passengers enter by the pilot’s cockpit, who, when 
windows being too small to allow escape. If in a bad 


he takes his seat, sits on their only means of exit, the 
landing the machine telescoped its nose, the passengers would have to be excavated. 
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: 
The most successful aero 
engine of 1926 is the 
Napier Lion 


: 
: 
by 
: 
; T has proved its superiority for RE- ; 
ty 
; 
; 
i 


LIABILITY, EFFICIENCY and SPEED 
—not in an isolated case, but consistently 


with standard engines taken from Stores. 


Fout Royal Air Force Fairey miachines fitted with Napier engines suc- 
cessfully flew from Cairo to Cape Town and back to England, covering 
56,000 engine flying miles. 


Two twin-engined Royal Air Force Supermarine flying boats fitted with 


Napier engines have flown from Plymouth to Alexandria and back, ‘onal 
A . r : ; [aie «88 
coveting 27,000 engine flying miles. 4 
i 5 ‘lnhay 
A flight of Royal Air Force Vickers-Victoria machines fitted with Napier Sa Om OF 
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Major Franco, on a Dornier Wal flying boat fitted with two Napier L 
. ~ ° Ge ¢ . e rte rtd 
engines, flew from Spain to Buenos Aites, covering 12,518 engine Coren 
flying miles. eons 
The First Prize in the German competition to discover the best com- ba 
mercial seaplane was won by the only Napier-engined machine entered one 
—the HEINKEL NAPIER. al 
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On commercial service fourteen Napier engines in the employ of Imperial = 
Airways have coveted nearly 24 million miles. One engine alone has tid 

flown 221,000 miles and is still in service. cep 
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The Finest eAero Engine in the World 


ACTON, LONDON, W.3 
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not have a better Chairman of the English Post than Sir Sefton 
Brancker. 

Thence they had gone to Amsterdam, where they were hospitably 
received by the Aero Club of Holland. 

As to the aims of the Teague, Mr. Harmon said that it was 
intended to give aviators homes all over the World where they could 
walk in and hang up their hats and find comrades and friends. 
Fourteen countries had already signified their willingness to join 
in the scheme. 

The French Post was run by Les Vieilles Tiges (the Old Stalks), an 
organisation composed entirely of pre-War aviators, with M. Léon 
Bathiat as its Chairman, and it offered already many practical advan- 
tages to its members. Sixteen doctors in Paris had already consented to 
attend members of the League free of charge. Special rates of dis- 
count had been arranged for members at various hotels, restaurants, 
theatres and stores in Paris. 

At the club house in the Bois de Boulogne they were holding classes 
in various languages for the benefit of members. Also stenographers 
who could take letters in various languages were available, and 
members would have the use of all the conveniences of a_ well- 
equipped office. 

He hoped that the Post of each country would appoint somebody 
who was resident in Paris to be its executive officer there, to attend 
the monthly Meetings of the League and to report the proceedings 
of the Meeting to the Post and to report the wishes of the Post to 
the Meetings. 

Every member of the League would receive a passport book vouching 
for his identity to whichever foreign Post he might visit. Mr. Harmon 
pointed out jokingly that these passports had a very official appear- 
ance and had already proved to have considerable influence with police 
officers to whom they had been produced, as they looked so important. 

Further Mr. Harmon said that it was the intention of the League 
to hold a great entertainment and balf at the Opera House in Paris 
in March. One-third of the profits would be presented to the member 
of the League who was adjudged to have put up the best per- 
formance of the year and two-thirds would be devoted to the 
benevolent purposes of the League. 

In this connection he said that already the League had sent ten 
orphans of French aviators who had been killed on service to the 


-United States to live in well-to-do homes where they would be pro- 


perly educated. He hoped that the Teague would be rich enough to 
help other orphans. of aviators in a similar way. 

In the lunch room was a handsome symbolical bronze statue, and 
Mr. Harmon explained that a replica of this had been presented to 
each country in which a Post kad been formed and that it was 
to be given to the particular aviator of that country who had put up 
the best performance of the year. 

Coy. Farcar thanked Mr. Harmon and those present for the recep- 
tion given to him and Col. Wahis. He said that he had met Mr 
Harmon a year ago and had found him to be one of the best sports- 
men of the United. States. He appreciated very much the fact that 
Mr. Harmon had committed himself to his ‘‘ poor wings” over the 
Alps instead of travelling, as he might have done, in a comfortable 
sleeping car. ; 

As to the Teague, Colonel Falchi said that Americans when they 
have a sentiment have a need to turn it into action, and that this 
idea of an International Teague was much more practicable than it 
might seem at first appearance. 

He himself was a regular ofiicer, but he believed that aviation 
would bring the countries closer together. Air war would make 
offence greater than defence, so as a man of war he felt justified 
in taking part in this movement. People habitually combined to 
prevent illness instead of inerely trying to cure it, so he hoped that 
this combination of aviators might heln to prevent war. 
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PORT OF CROYDON TO BE. 


are being built alongside the new Brighton Road, next door to the premises of A.D.C, Aircraft Ltd. 
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He spoke of the cordial welcome they had received in France and 
in Belgium, and he said that as England was the head of human 
progress he hoped the Teague would be successful in this country. 

ADMIRAL MaRK Kerr thanked Mr. Harmon, on behalf of the guests, 
for his hospitality. He believed that the League would Make for a 
brotherhood of aviators. The spread of Aviation would improve 
understanding between nations. And perhaps this League might be a 
milestone on the road to peace. 


A BRITISH BRANCH. 


The guests assembled by Mr. Morgan, who had come over 
some days before on behalf of Mr. Harmon to organise the 
Lunch were truly representative of British aviation. They 
were practically all pilots, and they included! representatives 
of the Air Ministry, of Imperial Airways Ltd., well-known 
test pilots belonging to different firms, and independent test 
pilots, and representatives of the Royal Aero Club. 

As the result of talking to a, greati many of them there is 
no doubt that the idea of forming a British Post of the 
Teague meets with very general approval. Therefore the 
first thing to be done is to take some practical step towards 
forming the Post. 

Obviously the right way to do it would be for some wealthy 
and patriotic individual, of Mr. Harmon’s type, to take 
premises in London and engage a competent secretary- 
manager to run them. In this way the actual pilot-aviators 
would have their own little club quite as a distinct entity, 
where they could discuss their own problems free from all 
outside influences. 

But one fears that no such individual does in fact exist in 
England to-day. The only person of whom one can think 
at the moment as being at the same time sufficiently wealthy 
and sufficiently interested in aviation to take such a re- 
sponsibility has already been so generous in his benevolences 
that it would be almost indecent to ask him to do any more 
than he has done. But perhaps with the recent growth of 
interest in aviation there may be some other wealthy person 
who is willing to come forward as what the French used in 
the early days to calla ‘‘ Meecenas of Aviation.” 

Somebody or another suggested that the best scheme for 
the British Post would be for the Air Ministry to allocate 
two or three rooms in the new aerodrome hotel which is 
being built at Croydon in conjunction with the new airport 
buildings. This sounds a nice simple way of getting out 
of the difficulty. 

But one would point out that when an aviator of any 
nation lands at Croydon the first thing he wants to do when 
his work is over is to get away from the aerodrome and into 
civilisation of some kind. Foreign aviators do not want to 
hang around the aerodrome, they want to get to London. 
And British aviators either want to go home or they, too, want 
to get to the civilised part of London. 


A CHANCE FOR THE AERO CLUB. 


Therefore the only workable proposition at the moment 
seems to be for the Royal Aero Club to constitute itself the 
sritish Post of the League. 


Some day International Aviators will have new problems to tackle in 
landing at Croydon. The present aerodrome buildings are to be demolished and new sheds, offices and a hotel 


where 


they are precisely in the line along which machines alight into the prevailing wind. Here, photographed by 
the Surrey Flying Services, the new buildings are seen in process of obstruction. 
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There are, of course, many objections to such a course, 
but there do not seem to be any difficulties about it. One 
objection is naturally that so far as British aviators are con- 
cerned it means bringing them within the pernicious in- 
fluence of the Club, in relation to competition flying and so 
forth, when it would be so much more to the advantage of 
everybody concerned for the actual pilots to have premises 
of their own in which they would be in no wise beholden to 
4 club which has failed so lamentably to promote the Sport 
of Flying, which is its primary reason for being. 

As concerns foreign aviators, anybody who has any proper 
pride in the British Nation might well feel a certain sense 
of diffidence, if not actual shame, in bringing to the cramped 
and rather shabby little premises of the Royal Aero Club 
aviators who have been accustomed to the magnificence of 
the German Club and the spaciousness of the League’s own 
premises in the Bois. But failing the provision of better 
premises, the Aero Club might do. 

To adopt this method would be all for the benefit of the 
Aero Club, and could not present any particular difficulties. 
Under the existing state of affairs, any member of any Aero 
Club which belongs to the Fédération Aéronautique Inter- 
nationale is entitled to temporary membership of the Royal 
Aero Club on presenting his card of membership in his own 
Club. Probably the majority of foreign pilots visiting this 
country are already members of their own national clubs, and 
have actually the right of using the Aero Club, if they need 
it, or if they care to do so. : 

Therefore it would only mean extending to the Ligue Inter- 
nationale the courtesies already extended to the various other 
Aero Clubs. The only difference would be that members of 
the League would have a definite right to use the premises 
of the Aero Club, instead of feeling that they were guests 
there simply as an act of courtesy. 

So far as the Aero Club itself is concerned, it would bene- 
fit very materially. ‘The members of the League would spend 


IMPERIAL INTEREST.—His Imperial Highness the 
German Crown Prince talking to Senor Don Juan de la 
Cierva (on right) and Mr. Frank Courtney, during the 
Flying Meeting at the Tempelhofer Feld at Berlin, at 
which Mr. Courtney demonstrated the Autogiro, 

His Highness had a long talk with Mr. Courtney on 
Aviation in general and expressed his keen interest in 
Civil Aviation. He said that though a war, for which 
nobody in particular was responsible, had failed to bring 
the European nations under one flag, he believed that the 
spread of Civil Aviation and the way in which it would 
bring the peoples and the capitals of great) nations close 
together, would make. for. better international under: . 
standing and would so go far towards preventing war and 
prolonging peace. Thus one finds the Crown Prince and 
Mr. Clifford Harmon united in principles if not in politics. 


money there. And certainly the outlook of the members of 
the Royal Aero Club would be vastly expanded by continually 
meeting aviators. of all nations who come~-to this. country. 
These distinguished foreign visitors might even haye an 
educative and elevating ettect on members of the Com- 
mittee of the Royal Aero Club, if only-Committeemen could 
be induced to visit the Club occasionally and talk Aviation 
instead of motoring. 

‘Therefore on the whole one thinks that this would prob- 
ably be the best method of working the English Post. 

There is, however, one very important point in this con- 
nection. ‘I'he British Post of the League should not be in 
any way subject to the governance of the Committee of the 
Aero Club, except in so far as the members of the League 
would have to conform to the ordinary rules of the Club. 
The Committee of the Club would always have the right to 
exclude from the Club any member of the League who might 
behave in an objectionable manner. 

Perhaps Mr. Stevenson, the able and amiable Assistant. 
Secretary of the Aero Club, might take on his already hard- 
worked shoulders the task of looking after correspondence 
as between the British Post and the Headquarters of the 
League in Paris. And one feels sure that Mr. Perrin would 
keep a benevolent eye on all the foreign visitors. 

Apart from that the British Post would have to be re- 
garded as absolutely distinct from the Aero Club and would 
have the absolute right ta remove itself to other premises if 
its membership grew to such an extent as to permit suca 
an expenditure, or if some kindly patron of aviation en- 
dowed it with premises of its own. It would have to be care- 
ful to keep off its Committee all Modocks and lime-lighters, 
for in any new organisation, especially one of such inter- 
national importance, there is always the danger of someone 
thrusting himself (or herself) onto the Committee who is 
more concerned with self-advertisement than with the actual 
welfare and progress of Aviation, The ultimate success of the 
Post must depend on who runs it. 

In any case one hopes that the British Post of the League 
will come into being and that it will prove to be not only a 
home from home for foreign aviators in this country but 
will also help materially in promoting good feeling between 
the nations whose pilots benefit by its existence.—c. G. G. 


AIR SURVEY EXPANSION AND MAIL WORK. 


The Air Survey Company has, on the conclusion of its 
aerial survey work in Borneo for the Sarawak Government 
and the Miri Oilfields obtained a further contract for work 
in the Malay Peninsula. This contract, made with the 
Government of the Federated Malay States, is for an aerial 
survey of the west coastline between Port Swettenham and 
Port Weld, a stretch of coast which includes valuable man- 
grove forest areas. 

It is the first work of its kind to be undertaken under the 
auspices of the F.M.S. Government, although H.M. Seaplane- 
carrier Pegasus did an extensive survey for the Admiralty 
during four months of 1924. 

The survey will be done by Mr. J. Durward (late R.A.F.) 
with Mr. Vincent as pilot, and the seaplanes to be used will 
be based at Port Swettenham. 

Mr. R. C. Kemp, the-Managing Director of the Air Survey 
Company, is at present in England making arrangements 
for a future survey, and the expansion of the company. Mr. 
F. P. Raynham, who has been in charge of the Borneo sur- 
veys, is returning to England on leave. 

Since the Air Survey Company came into existence it has 
surveyed by means of air photography and air reconnais- 
sance over 20,000 square miles of territory in India, Burma, 
and Borneo, which included a photographic mapping survey 
of the Irrawaddy Delta, and 1,400 square miles of forest re- 
serves for the Burma Government, surveys for the Burma Oil 
Company, the Rajah of Sarawak, and the Miri Oilfields in 
Borneo. 

On Aug. 23 the Air Survey Company ran an experimental 
air mail service between Singapore and Port Swettenham, 
Selangor, F.M.S. 

The machine, which was flying from Borneo to Port Swet- 
tenham in connection with the new survey contract men- 
tioned above, picked up two bags of mail despatched by the 
Straits Post Office at Singapore to Kuala Lumpur and Port 
Swettenham. The seaplane, piloted by Mr.- Vincent and 
carrying Mr, Durward as passenger, left the Lagoon Dock, 
Singapore, at o9.08 hours and arrived at Port Swettenham 
at 11.45 hours. : 

Mail posted in Singapore at o8.00 hours was received in 
Kuala Lumpur at 14.30 hours and delivered the same after- 
noon. ‘The Straits postal authorities are~watching-this -ex- 
periment with interest and it is hoped that this flight will 
soon be followed by the inauguration of a regular service 
from Penang to Singapore and from Singapore to Java. 
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THE SIR CHARLES WAKEFIELD FLIGHT. . 


[Since the following article ‘was written, the Secretary: of 
State. for Air, Sir Samuel Hoare; Bart., has: announced that 
His Majesty the King has been pleased to confer the honour 
of Knighthood of the British Empire on the pilot of the 
flight to Australia and back. Thus Sir Alan Cobham, as a 
K.B.E., takes precedence of Sir Henry White-Smith and. Sir 
Frank McClean, who are Knights Bachelors, and ranks with 
but after’ Sir Keith Smith and Sir Arthur Whitten Brown, 
the only other civilians who have been knighted for their ser- 
vices to Aviation.—c. G. G.] 


On Octs 1 the De Havilland s5o0J, with Armstrong- 
Siddeley Jaguar engine, which flew to Australia and back, 
alighted on the Thames at Westminster with Messrs. Cobham, 
Ward and Capel on board. So great was the press of people 
to witness the arrival that the task of describing the event has 
ben committed to THE AEROPLANE’S Rugby Football specialist, 
who is more accustomed to such scrimmages than is the 
present writer. One proposes therefore to confine one’s own 
remarks to a consideration of the flight as a’ triumph of 
British aeronautical engineering, and its relation to aero- 
nautical progress. The various receptions, speeches, lunches, 
dinners, parties, and so forth, inflicted on Mr. Cobham have 
been or will be fully reported in the non-technical papers; 
and anything more than a record of their occurrence would 
be out of place in a paper devoted to flying and not to talking. 

In their enthusiasm the non-technical newspapers: of this 
country seem to have forgotten that great World flights 
have been made before this journey to Australia and back. 
Consequently many erroneous statements have been made 
and much misleading information has appeared during the 
past week. 

The first flight to Australia was made between Noy. 12, 
1919, and Dec. 10, 1919, by the brothers Ross and Keith 
Smith, with Sjts. Bennett and Shiers as engineers, in a 
Vickers Vimy biplane with two Rolls-Royce Kagle -engines. 
So this recent flight is not a pioneer undertaking as the 
newspapers would have their readers believe: Nor is it the 
fastest flight between England and Australia, for the Smith 
Brothers actually took a shorter time on their journey to 
Australia than Mr. Cobham took on his return. Nor is it the 
longest flight from Europe to Far Kastern waters and back, 
for the total distance of this flight is 28,000 miles, whereas 
the Marchese de Pinedo covered 33,000 miles last year be- 
tween Apr. 21 and Noy. 7. 

AN ALL-BRITISH TRIUMPH. 


It is just as well to get important events into something 
like their proper proportion and perspective. Where the 
flight to Australia and back stands out above all other long- 
distance flights is in the demonstration which it has given 
of the soundness and reliability of British aeronautical en- 


Reo 


THE END OF THE JOURNEY. 


The D.H.50J (Armstrong-Siddeley Jaguar engine) 
Houses of Parliament. 


gineering: In practically all the other flights of World-wide 
interest it has been the pilot and his engineer or engineers 
who have made the flight while engines and sometimes whole 
aeroplanes have been changed. 

Of course, in such a fight as that of the late Sir John Alcock 
across the Atlantic on the Vickers Vimy with Rolls-Royce 
engines, Which is still the most heroic flight in history, no 
change was made. And the non-stop long-distance records 


_put-up by French aviators on aeroplanes which are practi- 


cally vast petrol tanks with wings stuck onto them, are also 
done without a change. But in that magnificent flight round 
the World by four American Army aviators engines and 
floats were changed over and over again. And even the 
Marchese de Pinedo changed his engine in Japan. 

The outstanding fact about this Australian flight is that 
the same material which left England returned to it intact. 
And all concerned in the performance have good reason to 
be proud of themselves, for they have all helped to demon- 
strate to the World the reliability of British aircraft material 
and workmanship. 


‘THE PATRON OF THE PERFORMANCE. 


Primarily the thanks of all those who have thus profited 
by the flight are due to Sir Charles Wakefield. And one was 
glad to see that Mr. Cobham chose to call the flight officially 
“The Sir Charles Wakefield Flight.’’ 

The’ teason was that when Mr. Cobham set out to organise 
the affair he found considerable difficulty in getting the neces- 
sary financial support for actual running expenses. Machine, 
engine, petrol, oil, and accessories, were all forthcoming, but 


actual money for out-of-pocket expenses was lacking. Conse- 


quently, like the Royal Aero Club and everybody else in 
Aviation who wants money for praiseworthy enterprise, Mr. 
Cobham went to Sir Charles Wakefield, ‘‘ that ever open door 
of- aviation ’* as-somebody has called him, and the needed 
money» was at-once: produced. 

One has on several occasions endeayoured to express the 
indebtedness of British Aviation to Sir Charles. His gener- 
osity in giving prize-money to the Royal Aero Club when the 
numerous exalted personages and millionaires among its 
patrons have failed to find the necessary finance, his gift of 
an aeroplane to the Lancashire Aero Club, his financial help 
in Mr. Cobham’s previous flights, and all that he has done 
from the very earliest days of aviation when he was the first 
among oil manufacturers to produce a special oil for aero- 
engines, really entitle him to be recognised as the Fairy God- 
father of British Aviation. Therefore it is only right and 


proper that this splendid demonstration of what British aero- 
nautical engineering can do should have been accomplished 
under the egis of Sir Charles Wakefield. 
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JAGUAR 


AIR COOLED ENGINE 
flown by 


Alan Cobham 


on his De Havilland 50 Aeroplane 


has now completed 


44,000 Miles 


of Trouble-free Running. 


The same Jaguar Engine was The ees ad ppc ealey Range of 
used in Alan Cobham’s flight 5, Air-coole Engines :— A 4 
feed Cc T d Jaguar’ 14-Cylinder 385 h.p.; ‘ Lynx 
ondon to ape iown an 7 Cylinder 180h.p. ; “Mongoose” 5 Cylinder 
back. T25emep. + §* Genet is ACwlindéer 68 .hip. 
ARMSTRONG SIDDELEY MOTORS, LIMITED 


(Allied with Sir W. G. Armstrong Whitworth & Co., Ltd.), 
Works & Aerodrome: Coventry. London: 10, Old Bond St., W.1. 
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THE EXCELLENT AIRCRAFT. 

Naturally the centre of interest is the De Havilland so] 
itself. Personally one regards the D.H.50 with the old Sid- 
deley Puma engine as the ideal single-engined aeroplane for 
touring, as distinct from the many-passengered air liner. 
And this particular D.H.50 has a truly remarkable record. 

With the Siddeley Puma it conveyed Sir Sefton Brancker 
from London to Rangoon and back in 1924 piloted_by Mr. 
Cobham with the late Mr. Elliott as engineer. After that 
voyage it had an accident at the De Havilland aerodrome at 
Stag Lane in the hands of another pilot and though it was 
rather badly damaged it was rebuilt and most of the original 
material still remained in it. When it was rebuilt it was fitted 
with one of the first Armstrong-Siddeley Jaguar engines and 
in it Mr. Cobham and Mr. Elliott flew to the Cape and back 
in 1925-26. 

For the Australian journey no alterations whatever were 
made in the machine itself after the Cape flight. The Jaguar 
engine, embodying improvements as the result of experiences 
during Cape flight, was again fitted. Also it was fitted with 
a pair of duralumin floats built by Short Brothers of 
Rochester, the pioneers of British seaplanes. And that com- 
bination went all the way to Australia and back. 

At Port Darwin the floats were changed for wheels for the 
journey to Melbourne and back to Port Darwin. 


ALL-BRITISH MATERIALS. 

Being essentially a wooden machine, as distinguished from 
the all-metal type, one is justified in mentioning first of all 
that the timber in the machine was supplied by Mallinson 
and Sons Ltd., who were, one believes, the first timber 
dealers to specialise in aircraft material. 

As in all De Havilland machines, the wooden framework 
is largely held together by plywood panels. And this material 
was supplied by the Aeronautical and Panel Plywood Co. 
Ltd., which is allied to the Mallinson firm. 

Those who have doubts about wooden construction will do 
well to note that the same plywood and timber did the whole 
of the flight to the Cape and back and to Australia and back, 
through all sorts of variations of temperature and humidity. 
And most of this material in the machine has also been to 
Burma and back, though some of it had to be replaced after 
the accident before-mentioned. 

The steel tubing in the machine was naturally supplied by 
Accles and Pollock, who, like so many of the other people 
concerned with the material in the machine, were the first 
in their line of business to specialise in aircraft material. In 
fact any aircraft manufacturer of to-day when he thinks of 
steel tubing automatically thinks of Accles and Pollock. 

The various steel fittings in the machine, such as eye-bolts, 
turnbuckles and so forth, known in the "Trade as 2A. G°Ss 
Parts,’’? came from Rubery and Owen, who were certainly 
the first of the firms which specialise in the manipulation of 
sheet steel and steel forgings and so forth to specialise on 
aircraft work. 

The bar steel for other parts of the machine was supplied 
by Jonas and Colver, a firm which, if not the very first, was 
certainly one of the first to produce special aircraft steels, 
thanks to the foresight of the late Sir Joseph Jonas. 

The fabric in the machine was treated with Titanine 


dope. The same was used in the Cape flight and it was 
not re-doped. As is usual with machines treated with 
Titanine, tne fabric arrived back in exactly the same state of 
tautness and with practically the same brilliance of aspect 
as when. it started. Which of course is only what attyone 
would expect who has had experience of Titanine since it 
was first introduced as a kind of by-product of the great firm 
of Holzapfel of Newcastle, which for so many years supplied 
the British Navy with the bulk of its paint and non-corrosive 
coatings for warships. 

The various working parts of the machine were lubricated 
through Tecalemit greasers, which are at any rate related to 
the very earliest days of aviation seeing that the business is 
run by Mr. R. A. Chalmers, who built aero-engines in the 
year 1908, and has been a specialist on lubrication ever since. 

The upholstering of the machine was done with Pegamoid, 
the product of another pioneer firm in aviation, for one can 
find Pegamoid advertised as a covering for aircraft in old 
aviation papers of 1909 and thereabouts. 

For the journey overland across Australia of course 
Palmer tyres were used. Once more a pioneer firm is here 
concerned with the flight. The Palmer people were the first 
of tyre manufacturers to give special attention to the curious 
stresses to which aeroplane tyres are subjected. 

They produced quite early in the War rgr4-18 a special 
type of tyre,.rim and wheel, extraordinarily light and amaz- 
ingly strong, to take up the severe shock- loading to which 
aeroplane wheels are subjected. And it was not till the 
Palmer people produced these special wheels and tyres that 
pilots could take such liberties as they do now ‘in cross- 


wind starts and landings without the danger of pulling their. 


tyres off the rims or buckling their wheels. 

The machine started with a wooden airscrew and 
finished with it. But one is told that a Fairey-Reed screw 
was used on the part of the journey from Port Darwin to 
Melbourne and back, because the Fairey screw was specially 
designed and made at the works of the Fairey Aviation Com- 
pany to suit the speed and power of the macliine when fitted 
with wheels, and there was no time in which to get another 
one made and tested to suit the machine when flying with 
floats. 

The fact that the duralumin screw did all the Australian 
part of the journey and went through the worst of hot 
weather after reaching Australia should be sufficiently con- 
vincing to those who doubt the reliability of this type of 


. SCTeW. 


The great firm of Vickers Ltd., who, as already mentioned, 
were responsible for the first flight to Australia and the only 
non-stop flight. across the Atlantic, supplied all the 
duralumin used in the machine and its floats. Vickers Ltd. 
also supplied the streamline wires and swaged tie-rods. 


THE SEA-GOING BASE. 

The floats used for the journey from England to Australia 
and back deserve special notice. As already mentioned, they 
were built by Short Brothers of Rochester. 

The Short Brothers began making seaplanes with floats 
in 1912, and have held their place in the front rank of sea- 
plane manufacturers ever since. The original Short machines 
had short flat-bottomed pontoon floats with a small float 


COMING IN.—The D.H.50J (Jaguar ening gliding over Westminster Budge’ with St. Thomas’ Hospital in the 
background, The pleasing lines of the Short duralumin floats are noticeable. 
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under the tail of the machine on which the weight rested 
when on the water. The long series of experiments made by 
Mr. Oswald Short during the years since the end of the 
War, in the. special experimental tank which he installed 
at great expense at Rochester shortly after the -War,. has 
resulted in the production not only of flying-boat. hulls of 
novel and yaluable types but also in seaplane floats, of which 
those used on the D.H.so are the latest example. 

As the photographs of the machine show, they are of the 
long streamline type with a turtle back which has proved 
so successful on racing machines. If one recollects rightly 
the first successful floats of this’ particular typ€é were made 
by Mr. Howard T. Wright just before the War, when he was 
in charge of the aircraft works of J. 5. White and Co. of 
Cowes. One pointed out the advantages of the type in THE 
AEROPLANE at that time. 

These Short floats on the D.H.50 have now proved not 
only the reliability of duralumin for floats but have also 
proved the soundness of Short Brothers’ design and con- 
struction. 

When Mr. Cobham took over the machine at the Short 
Works at Rochester a few days before starting for Australia 
he had never flown a seaplane. Naturally, being so skilled 
a pilot as he is, he did not take long to learn the trick 
of getting a seaplane off the water and onto it again, but he 
had to do a certain amount of practice before he acquired 
the knack. 

Thereafter these same floats stood the buffetting of getting 
off heavy seas and of alighting on flat calm water without 
showing the slightest sign, of strain or inconvenience of any 
kind. Their success is evidence that the Short firm has lost 
none of its old ability in the construction of sea-going air- 
craft. 

Tur POWER PLANT. 

Comparisons are ever odious, so one will not attempt to 
compare the arduousness of the duties of the aeroplane and 
its floats with those of the power plant which pulled them 
off the water and through the air. It is enough to say that 
the power plant was worthy of the aircraft. 

The Armstrong-Siddeley Jaguar engine which went to 
Melbourne and back has proved itself worthy of the highest 
traditions of British engineering in all its branches. 
Throughout the whole journey of 28,000 miles no part of 
the engine gave any trouble. 

The engine was overhauled in Melbourne by Mr. Capel, 
one of the most experienced engineers in the employ of the 
Armstrong-Siddeley Company, with the assistance . of 
Serjeant Ward, R.A.F., who had flown in the machine from 
Basra as substitute for the late Mr. Elliott. So far as one 
has been able to discover no part of the engine was replaced, 
and after a proper cleaning, which they deserved, all the 
original parts were put back again for the return journey. 
The result is the best possible testimony to the soundness of 
the detail design of the engine and of the high quality of the 
workmanship put into it. 

The loads on the bearings of these very light high-powered 
engines are of a nature which would have shocked the most 
skilled designers of steam engines or internal combustion 
engines a few years ago. And the fact that such a journey 
as this could be made without trouble is proof that the metal 
used in the bearings is fully adequate to do its work. The 
bearing metal used in the Jaguar is that made by the Hoyt 
Metal, Company. 

Here again is “am example of a pioneer firm still main- 
taining its pre-eminence. The Hoyt people started making 
special metals for petrol motors somewhere in the dark 
ages of motoring, and it was natural that designers of aero- 
engines should go to the firm for their material. All the 
wonderful durability records put up by the first all-British 
aero-engines, those made by the Green Engine Co. in the 
earliest days of flying, were made thanks to Hoyt metal bear- 
ing. And to-day Hoyt metal is still used as a matter of 
course in our latest aero-engines. 

All other parts of the machine and engine being given due 
credit for what they have done, the fact still remains that if 
there had been any defect in the Hoyt metal of the bearings 
the voyage could not have been finished. So to the Hoyt 
firm belongs a large portion of the credit for this success. 

Credit must also be given to the Anti-Attrition Metal Co. 
Ltd., for the phosphor bronze which is used in certain parts 
of the Jaguar engine. 

Though for the purposes of the recent Light Aeroplane 
Competition at Lympne magnetos were not considered as 
an integral part of the engine and could be replaced as often 
as might be thought advisable, the magneto is at any rate 
an essential part of the power plant. And, in the Siddeley 
Jaguar, B.T.H. magnetos, made by the British Thomson- 
Houston Co. Ltd., are used. So far as one can learn, the 
B.T.H. magnetos which started from England made the 
voyage to Melbourne and, back without trouble and without 
change. Magnetos are particularly apt to suffer from ex- 
tremes of temperature and humidity, and it is therefore the 


more to the credit of the B.T.H. that they went through this 
gruelling journey without trouble. 
These particular magnetos were in fact the identical pair 


which had already made the flight to the Cape and back. 


It is almost unnecesary to say that K.L.G. plugs were 
used. Ever since Mr. Kenelm Lee-Guinness started experi- 
menting with plugs for racing cars the name K.1.G. has 
become more and more prominent. The constant full-power 
running of an aero-engine and the curious circumstances 
under which it has to operate, are a severe test of plugs. 
And the fact that the K.l.G. plug, in one or other of its 
many types is almost the only make used for all our aero- 
engines to-day proves definitely that the K.L.G. plug stands 
alone as the most reliabie for aero-engines. 

INSTRUMEN'S. 

Mr. Cobham is a very experienced aviator and consequently 
probably depends less on purely mechanical aid to his pro- 
gress than does almost any other pilot, but certain things in 
the way of instruments are necessary even to him. Conse- 
quently the D.H.so was fully equipped with the various in- 
dicating and navigating instruments made by 5S. Smith 
and Sons Ltd. 

Smiths’ instruments are practically standard fittings on all 
Service and civilian aircraft in these days. Nothing can be 
more dangerous than an unreliable instrument which may 
give the pilot an entirely false sense of security. Low-read- 
ing rev. indicators and high-reading air-speed indicators 
probably account for quite a number of deaths among 
aviators. But the aviator who uses Smiths’ instruments and 
takes the trouble to keep them in order and to have them 
checked occasionally against properly calibrated instruments 
can at any rate assure so far as is humanly possible his 
safety against that particular kind of accident. 

The Smith firm give special attention to calibration of 
instruments for all climates. In the works are hot and cold 
testing rooms which are themselves works of. art. And the 
firm claims’ to be the only makers of such instruments in 
bulk who make such searching tests. 

Some idea of what the instruments have to do may be 
gained from the calculation that the rev. indicator on the 


SIDE-SLIPPING.—The D.H.50J (Jaguar) side-slipping 
down after crossing the bridge. 
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Jaguar made 40,000,000 (forty million) turns in its voyage to 
Australia and back. Truly these are astronomical figures. 

Altogether the power plant with its accessories has proved 
that it is second to none among those which have created 
aerial records in the past. 

OUTSIDE AIDS. 

Apart from the machine and its floats and its power plant 
the success of a flight of this kind depends on two other 
material factors. One is the fuel used, and the other is the 
lubricating oil. The best of oil cannot do its work if asked 
to co-operate with inferior fuel, and the best of fuel cannot 
give the engine the desired power unless the engine is 
properly lubricated. ; 

In this instance the lubricating oil was Wakefield Castrol. 
The Wakefield firm arranged all the necessary dumps along 
the route so that wherever Mr. Cobham alighted he would 
have the oil) which his soul loveth—or at any rate he ought 
to love it after all that Sir Charles Wakefield has done and 
after all his experience of-the lubricating qualities of Castrol. 
As is its custom the Wakefield Castrol did its duty without 
hitch or hindrance and so eased the way for Mr. Cobham. 

The credit for the excellence of the fuel used has to be 
divided between three great oil firms. The British 
Petroleum Company, which is Anglo-Persian oil, arranged 
for petrol supplies for the Jaguar from London to Karachi. 
This time there was no hitch in the proceedings and 
apparently the proper proportion of benzol was duly 
delivered. 

From Karachi to Siam the supply of petrol was under- 
taken by the Burma Oil Company. 

From Siam to Melbourne and back the supply was assured 
by the British Imperial Oil Company, which is in alliance 
with the Shell and Royal Dutch zroups. 

Anyhow, B.P. and Shell between them seem to share the 
honour of providing the gas which supported Mr. Cobham and 
his fortunes. 

Altogether it was a very great performance. As those 
readers who have taken the trouble to read the foregoing 
notes will have noticed, the machine was completely British 
and all of the material in the aeroplane and the engine was 
supplied by firms or individuals who were pioneers of aviation 
in its earliest days. It is a splendid example of virtue reap- 
ing its reward, in that all those individuals who were re- 
sponsible for persuading reluctant partners or directors to 
come into the despised aeroplane movement in its earliest 
days must see in this example of durability and reliability 
the fulfilment of their beliefs and prophecies.—c. G. G. ; 


MR. COBHAM’S ARRIVAL. 

At the kind invitation of the Lord Great Chamberlain one 
proceeded to the Terrace of the Palace of Westminster on the 
occasion of the arrival of Mr. Alan J. Cobham, A°F.C., on 
completion of his return flight from Australia on Oct? 2. 

Mr. Cobham [With Mr. Capel and Sjt. Ward, R.A-F., 
bien entendu.—Ep.]| arrived at 14.27 hrs. over the County. 
Hall and flew straight up the river to Hammersmith. As 
it seemed rather a long time before his return, G.D., who is 
Morris-minded, suggested that he had forgotten the gyratory 
traffic system at Hammersmith and was having an argu- 
ment with the police. 

However, he reappeared as the sun was breaking through 
the clouds in accordance with the best Royal wedding tradi- 


THE HUMAN FACTOR.—Left to right,—Mr. C. S. Capel, 


tions. A motor-boat belonging to Shorts of Rochester 
promptly had an attack of hysterics or hydrophobia [Or 
would it be aerophobia ?—Ep.] and rushed out into the tide- 
way barking. Mr. Cobham evidently did not like the look 
of it, and did another circuit over the crowd to the huge 
delight of the said crowd. 

Incidentally the police did not carry out their threat of 
preventing people from loitering on Westminster Bridge 
to see “ London’s Own Airman ’’ (vide Press). Perhaps 
their -hearts relented at the last moment, or perhaps the 
great Traffic King decided that the Bridge had better break 
down and have done with all arguments about it. For he 
could send the bill in to Mr. Cobham anyhow. 

An interesting exhibit during the half-hour of waiting 
was the parade in the river of the suicide-snatcher boats of 
the River Police. Not the essence of tact perhaps but very 
interesting. 

It is quite possible that this Department was taking a 
professional interest in the vast crowd assembled on the 
decks of s.s. Viscountess. ‘This noble but somewhat anti- 
quated craft was showing a decided list to port, but even 
Mr. Cobham’s arrival and the subsequent further lurch did 
not upset her river-worthiness. A certain amount of money 
seemed to change hands on the Terrace on account of the 
possibilities of the behaviour of the Viscountess. 

Mr. Cobham made a very nice ‘‘alighting ”’ in what 
seemed to be rather restricted space, and after handing the 
machine over for exhibition in somebody’s bargain base- 
ment or roof-garden, the crew—Mr. Cobham, Sjt. Ward, 
R.A.F., and Mr. Capel—were transported to the Speaker’s 
steps for their official welcome by the Secretary of State for 
Air.—C. M. MCA. 

WORDS OF WELCOME. 

Sir Samuel Hoare opened the proceedings by handing the 
following message from His Majesty the King to Mr. Cob- 
ham :— 

On your safe return from Australia I offer you a cordial welcome 
home and congratulate you heartily on the successful termination 
of yet another historical flight.—Grorer, R.I. 

In a short speech Sir Samuel Hoare welcomed Mr. Cob- 
ham, Sjt. Ward, and Mr. Capel, on behalf of the British 
people. He pointed out that this was the first occasion on 
which one of the great pilot pioneers of the Empire had 
been received at the Palace of Westminster. Sir Samuel 
Hoare referred sympathetically to the untimely death of Mr. 
Elliott and said that he was glad that a substitute had 
been found in the ranks of the R.A.F. 

After praising the D.H.s0 and the Armstrong-Siddeley 
engine and the Short floats, Sir Samuel Hoare said he would 
like to add a word of thanks to Sir Charles Wakefield who 
had given so much support to British flying. 

The Mayor of Westminster then added a few words of 
welcome. And Sir Charles Wakefield made one of his cus- 
tomary hearty speeches of welcome. 

According to The Times, Mr. Cobham in acknowledgment 
said :— 

They had flown to Australia to gather information about long- 
distance “Imperial routes and they had gathered much _ useful in- 
formation. He wished to make it clear that this flight could not have 
taken place without the help of many people, and at least 25 had con- 
tributed to the finance, while all along the route he had asked in 
advance for, and had obtained on arrival, the help of people who in 
juany cases had never seen an aeroplane before 
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engineer, of Armstrong-Siddeley Motors Ltd.; Mr. 


Alan Cobham, pilot; Serjt. Ward, R.A.F.; and the late Mr. Arthur Elliott, who was killed near Basra on the 
outward journey. 
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He paid a handsome tribute to the work Sjt. Ward had carried 
out -single-handed on the journey from Basra to Australia, and. said 
that the added assistance of Mr. Capel ‘was invaluable when he was 
trying to make a quick flight home and cover two stages a day 
instead of one. 


He hoped, Mr. Cobham added in conclusion, that the success of the 


flight did not end there, but that the people of Great Britiain would 
realise the great importance of flying to the future of the British 
Empire. 

Mr. Cobham brought with him a parcel addressed to the 
Colonial Secretary containing a letter from the Governot- 
General of Australia to the King, and another to Mr. Amery, 
the Secretary of State for the Dominions. ; im 

He also brought letters from Mr. Bruce, the Prime Minister 
of Australia, to Sir Samuel Hoare, to Mr. Amery, to Lord 
Southborough, and, among other people, to Lord Haig, Sir 
Charles Wakefield, and Mr. Lloyd George. 

TO WHoM THE BENEFIT ? 

The tumult and the shouting having died and the various 
people of exalted rank having departed, the question arises 
as to what is the net benefit to anybody of the whole flight. 

Mr. Cobham himself, to give him his due, can have de- 
rived no very great financial benefit. There was no big 
money prize attached to the flight as there was for the 
Smith Brothers’ pioneer flight to Australia. Mr. Cobham has 
probably been quite reasonably well paid by The Daily Mail 
for the exclusive right of his story of the flight, but one 
hardly imagines that the sum represents a fortune for Mr. 
Cobham’s old age. 

He may, and one hopes he will, be very well paid for his 
lecture tour in the States, though one would not be at all 
surprised if, on arriving there, he discovers that the citizens 
of the United States are very little interested in flights within 
the British Empire, considering that American aviators have 
already flown the Atlantic and the Pacific, as well as flying 
right round the World, and congidering that every three days 
Uncle Sam’s Trans-Continental Air Mail between New York 
and San Francisco covers a distance approximately equal to 
that from London to Australia. 

The flight, as a flight, was a very stout effort. There are 
dozens of pilots in this country who wish that they had the 
opportunity of doing it, and who might have done it if only 
they had possessed Mr. Cobham’s Heaven-sent gift of per- 
suading people to help his enterprises. 

Mr. CoOBHAM’s GENIUS. 

One has watched Mr. Cobham’s career with close interest 
ever since he began joy-riding in a small way of business. 
And all the way through he has owed his success to that 
ability. In those days he used to persuade local newspaper 
people and local music halls and theatres to help him to 
advertise his own particular corner of aviation, and the re- 
cent amazing demonstration when several millions of people 
suffered personal inconvenience in order to see him fly along 
the Thames and alight thereon is simply the result of that 
same persuasive ability developed to the nth power. 

The reason why Mr. Cobham has gone from success to suc- 
cess along these lines is that he has always delivered the 
goods. Whatever he has persuaded other people to advertise 
that he would do, that same thing he has done. It would be 
a great thing for British trade the World over if all British 
commercial men delivered the goods as completely as does 
Mr. Cobham. 

In one of his numerous speeches, Mr. Cobham remarked 
that this journey to Australia and back was not a stunt. 
It was not. It was an excellently-organised and carefully- 
executed example of good steady flying with as little as pos- 
sible left to chance. 

That is were Mr.. Cobham has always scored. He takes 
no chance when chances can be avoided and trusts little 
to luck, preferring to rely on organisation. On that account 
his syccesses are all the more deserved. There is little merit 
to be attached to a success which happens through sheer 
good luck. 

STUNT OR ACHIEVEMENT ? 

But the newspapers chose to make a stunt of the flight. 
That was why even more people gathered to see Mr. Cob- 
ham arrive than crowded to welcome Miss Mary Pickford 
or Mr. Charles Chaplin. 

The psychology of those who control our newspapers is be- 
yond comprehension. On what grounds, for example, can 
one explain the chartering by The Daily Mail of a three- 
engined machine from Imperial Airways Ltd. to fly by night 
from Paris to London over an unlighted air route simply to 
bring photographs of Mr. Cobham alighting on the Seine. 
The cabin of the machine was turned into a dark-room in 
order to develop and print the photographs on the way. 

Some tens of thousands of pounds’ worth of aeroplane and 
the lives of a very valuable pilot and of a mechanic pre- 
sumably also valuable, and of sundry members of the. staff 
of The Daily Mail, were all subjected to a greater risk than 
that entailed in ordinary daylight flving, just to get a few 
photographs to England a few hours earlier than they would 
have arrived by land and sea. 


Why was it done? Was it because the British public is so 
wildly interested in aviation that it had to have those photo- 
graphs on Saturday morning? Or was it because Mr. Cob- 
ham was already such a National, even Imperial, hero, that 
the public had to have ocular evidence that he had reached 
Paris in safety? One hardly thinks that the millions of 
toilers in this country are so air-minded as all that. 

Or was it that by this particular stunt within a stunt, as 
a means of securing a beat or scoop, or whatever Fleet 
Street calls it, over its contemporaries, The Mail wished to 
impress on its readers its own phenomenal enterprise, and to 
demonstrate that the Northcliffe spirit is not dead, nor even 
gone before? 

That little trip must have cost The Mail a good few hun- 
dreds of pounds. It would be interesting to have actuarial 
figures to show how the organisers of such a stunt are likely 
to get their money back. 

THE PSYCHOLOGICAL MOMENTUM. 

However, stunt or no stunt, so far as the Australian flight 
is concerned, how is British Aviation likely to profit by the 
way in which all the newspapers have made a stunt out of 
a very sound and praiseworthy flight? Are any of those 
millions of people who gathered along the banks of the 
Thames any more air-minded than they were before ? 

The actual flying of the D.H.so over the bridges was 
nothing like as thrilling to watch as was the flight under 
the Tower Bridge in 1913 by a Short biplane piloted by Mr. 
Frank McClean—now Sir Francis, an it please you, Mes- 
dames and Messieurs. And the actual alighting opposite the 
Houses of Parliament had less of entertainment about it than 
had the performance some six years ago of the amphibian 
Vickers Viking which squatted on the river at low tide, 
solemnly waddled onto a mud bank on its own wheels under 
its own power, rested there awhile, waddled back into the 
water again and departed therefrom with all the dignity of 
a pelican—which curious bird, as you may not know, is a 
very fine aviator, so that one is not casting aspersions on the 
Viking in perpetrating this simile. 

There would be much interest, if it were possible to 
discover the facts, in finding out whether anybody has been 
irresistibly impelled by the mass psychology of that vast 
concourse to rush off and buy a Moth, or even to go and 
enlist in the Royal Air’ Force, or whether any City man has 
been suddenly possessed by an attack of air-mindedness and 
has hastened to pay up his arrears of income-tax.so that our 
first line of defence may be the more adequately financed— 
for naturally, the poor wretch would be ignorant of the fact 
that so far this year the Air Ministry has spent very little of 
the millions voted for new aircraft in 1926-27. 

Personally, one doubts very much whether any of these 
things have been brought about by the newspapers’ stunts. 
THE SURVEY QUESTION. 

As to another aspect of the flight, we are told that it was 
to be of the nature of a survey of the route from London to 

Australia. 

It is true that by dashing through a country one may notice 
salient features which escape the notice of those who live 
there, and that thus one may write a truer book about that 
country than any of its habitual residents could write. So 
it is possible that Mr. Cobham’s eye may have noticed certain 
things which have escaped the habitual users of the routes 
along which he flew. 

Somewhere one has seen that Mr. Cobham has discovered 
a couple of excellent air ports on the shores of the Persian 
Gulf which apparently escaped the notice of those sent by 
Imperial Airways with the express intention of surveying the 
route from Cairo to Karachi, and that Mr. Cobham judged to 
be quite impossible a couple more places which the said 
surveyors had, approved as landing places. 

Yet one cannot help thinking that if the ultimate organisers 
of the route from, let us say, Calcutta to Melbourne, had a 
serious talk with Major Norman, Brearley of the Western 
Australian Airways and with Mr. Hudson Fysh of the Queens- 
land and Northern Territory Aerial Services Ltd. they might 
learn more about flying in Australia than even Mr. Cobham 
can tell them. 

And if they consulted Mr. Ronald Kemp and Mr. Fred 
Raynham, who have surveyed photographically a good many 
thousands of square miles in Burma and the Straits Settle- 
ments and Borneo, they might learn more about monsoon 
weather in the Bast Indies than Mr. Cobham learned during 
his lamentable disappearance for three days at Victoria Point. 

And it is possible that if they paid a visit to our very good 
friends, the officers of the Royal Dutch Air Service, dis- 
posed at large on their various aerodromes in the Dutch oil 
islands over which Mr. Cobham flew, they might become 
better acquainted with the possibilities of an air line on 
the direct route from Singapore to Port Darwin than is Mr. 
Cobham himself. 3 

Of course, all these consultations would take time. But 


one imagines that even the enterprise of Imperial Airways 
will scarcely run to extending the Cairo—Karachi route to_ 
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Calcutta, Kuala Lampur, Camooweal and Canberra without 
spending a little more money and time than that contri- 
buted to Mr. Cobham’s survey of the route. 

Nevertheless, even if all these demonstrations do not 
cause an immediate boom in Civil Aviation, and even if it 
does not cause over-crowding at the recruiting depots of the 
Royal Air Force, and even if a further survey of the air 
route to Australia should be necessary before an air line 
can be fully established, we have had a magnificent example 
of what British aeronautical engineering can do, and Mr. 
Cobham has at any rate consolidated his position as the 
World’s leading commercial aviator.—c. G. G. 

ENTERTAINING MR. COBHAM. 

On Oct. 4 Sir Charles Wakefield gave a lunch to some 600 guests at 
the Connaught Rooms to meet Mr. Cobham. 

Sir Charles referred to Mr Cobham’s genius for organisation and 
his bland imperturbable will-power. Mr. Cobham thanked Sir Charles 
for making the flight a financial possibility. He said that the 
Australian Covernment had sent. Col. Brinsmead, Director of Civil 
Aviation, from Melbourne to Port Darwin to meet him, a distance 
equal to that from London to Constantinople—which showed how muca 
interest they took in the flight in Australia. [Or else it showed how 
little the Australians think of covering long distances by air, thanks 
to their 1co per cent. efficient air lines—Ep.] Speeches were also 
made by Lord Thomson, Sir Sefton Brancker, Lord Novar, Major-Gen. 
Sir Neville House, V.C. (Australian Minister for Defence), Mr. J. G. 
Latham (Australian Attorney-General), Lord Riddell, Lord Dewar, and 
the Spanish Ambassador. 

On the evening of Oct. 4, Mr. Gordon Selfridge held a reception in 
his mammoth store, as a ‘‘ private view” of the D.H.50, the Jaguar 
engine and other accessories (see catalogue hereinbefore) to the 
Australian flight. Several peers, a number of knights and about a 
dozen mayors of London boroughs were among those present. Sir 
Sefton Brancker addressed them, under the egis of the Air League— 
which thus steps into the circle of Mr. Cobham’s limelight, or at 
any rate into its reflection. Mr. Cobham said that the reason why 
aviation had not gone ahead was that it had lacked publicity, and 
he had done his utmost to give it publicity. . [Carried without 
opposition.—ED. ] 

ENTERTAINING SIR ALAN COBHAM. 

On Oct. 5 the Department of Government Hospitality, in- 
cited by the Air Ministry, gave a lunch at the Carlton to 
Mr. and Mrs. Cobham. 

After lunch Sir Samuel Hoare, having remarked that it was 
rarely that Government hospitality was extended to a British 
subject, and that a precedent was being created by inviting 
ladies to such a function, announced that His Majesty the 
King had been pleased to confer a Knighthood of the British 
Empire on Mr. Cobham. So henceforth our most prominent 
commercial aviator will be known as Sir Alan Cobham. 


AERONAUTICAL ENGINEERS AND SIR ALAN COBHAM. 

The dinner to be given by the Institution of Aeronautical 
Engineers in honour of Sir Alan Cobham and his com- 
panions, Serjeant Ward, R.A.F., and Mr. Capel, will take 
place at Kettner’s Restaurant, Church Street, W.1, on Friday 
next, Oct. 8, at 7.45 p.m. for 8 p.m. 

Tickets (12s. 6d. each for members, 15s. each for guests) 
may be obtained from the Hon. Secretary, The Institution of 
Aeronautical Engineers, 34, Broadway, S.W.1. 

MR. COBHAM’S TIME-TABLE.—1926. 

OuTWARD JOURNEY :—Rochester—Naples, June 30. Athens, 
July i and 2. 

Alexandretta, July 3. Baghdad, July 4. Basra, July 5 to 
12. Bushire, July 13. Bundar Abbas, July 14 to 17. 

Karachi, July 38 and 19. Bahawalpur, July 20. Delhi, 
July 21. Allahabad, July 22. Calcutta, July 23. 

Akyab, July 24. Rangoon, July 25 and 26. Victoria Point, 
July 27. Penang, July 28. Singapore, July 29 and 30. 

Muntok, July 31. Batavia, Aug. 1. Sourabaya, Aug. 2. 
Bima, Aug. 3. Kupang (Timor), Aug. 4. 

Port Darwin, Aug. 5 to 7. Camooweal, Aug. 8 and 9g. 
Charleville, Aug. 10. Sydney, Aug. 11 to 14. Melbourne, 
Aug. 15 to 28. 

HOMEWARD JOURNEY :—Melbourne—Adelaide, Aug. 29. 
Oodnadatta, Aug. 30. Alice Springs, Aug. 31. Katerine, 
Sept. 1. Port Darwin, Sept. 2 and 3. 

Kupang, Sept. 4. Sourabaya, Sept. 5. Muntok, Sept. 6. 

Penang, Sept. 7. Puket, Sept. 8. Victoria Point, Sept. 
9 to 13. Rangoon, Sept. 14 to 17. Akyab, Sept. 18. 

Calcutta, Sept. 19 and 20. Allahabad, Sept. 21 and 22. 
Karachi, Sept. 23. 

Chabar, Sept. 24 and 25. Basra, Sept. 26. Alexandretta, 
Sept. 27. 

Athens, Sept. 28. Marseilles, Sept. 29. Paris, Sept. 30. 
London, Oct. 1. 

THE SMITH BROTHERS’ TIME-TABLE.—1919. 

Hounslow—Lyon, Nov. 12. Pisa, Nov. 13 and 14. Rome, 
Nov. 15. Taranto, Nov. 16. Suda Bay, Nov. 17. 

Cairo, Nov. 18. Damascus, Nov. 19. Ramadie, Nov. 20. 
Basra, Nov. 21 and 22. Bundar Abbas, Nov. 23. 

Delhi, Nov. 25 and 26. Allahabad, Nov. 27. Calcutta, 
Nov. 28. 

Akyab, Nov. 29. Rangoon, Nov. 30. Bangkok, Dec. 1. 
Singora, Dec. 2 and 3. Singapore, Dec. 4 and 5. 

Kalidtjatta (Java), Dec: 6. Sourabaya, Dec. 7. Bima, Dec. 
8. Atamboca (Timor), Dec. 9. Port Darwin, Dec. 1o. 


The Silver Spruce, English Ash and other timbers 
employed in the construction of Mr. Cobham’s de Havilland 


machine, is as good and sound to-day as when first put in. 


This timber was supplied by 


Wn. Mallinson & Sons, Ltd. 


130-140, Hackney Road, London. 


The Pioneers and to-day the Largest Suppliers 


of 


Aeroplane Timbers. 
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on 


MR. ALAN COBHAM’S 


FLIGHT TO AUSTRALIA. 


\\ 


ALL-METAL 


FLOATS 
% 


were uulised by Mr. Ccbham 
on his D.H.50.J. machine 
during his magnificent flight 
across half the world, flying 


These floats, upon which the 


success of the flight so very 
lagely depended, were 
spec.ally designed and bullt 


by the pioneers of British 
All-Metal Aircraft. 


over many thousands of miles 


of ocean. 


SHORT BROS. 


(Rochester and Bedford), LTD. 


Seaplane Works : 
ROCHESTER, KENT. 
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The first direct flight 


across the Atlantic 


June, 4 th-1ith. 1919. 


Capt. Sir John Alcock.%..e,0.5¢. LieutSirA Whitten Brown, K.BE. 


“f= 


The first flight from Cairo 


Col 


to South Africa (Zulmyo 


Feb.22nd.to March,5th1920. 


Sir Hesperus PVan Rynevela, Sqa.LarSirC.J.Quinton Brand 
K8.E.,D.S.0.,M.C. K.B8.E.,0.S.0,,M.C., 
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The first flight from 
England toAustralia 


4 Novl2th.toDec.10th.1919. ~ 27a/zys, AW hrs. 


TETR 
ATULATIONS 


The first flight from London 


to Central Africa (Zora) 


Dent: Jan.24th.toFeb.27th. 1920. 


3roadway, 


SWI. 


ms: VICKERS, SOWEST, LONDON 


‘ks, 


URREY. 


Capt. Sir Ross Smith, KBE.Mc,o£c | Lieut. Sir Keith Smith, K.B.E. 
HAM, A.EC. ft mi : 
Capt.d.Cockerell. a.f.c  Capt.F C Broome. DFC. AFC. 
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THE ROYAL 


The London Gazette. 
(Oyere. a 
GENERAL DUTIES BRANCH.—The following are granted perm. comms. as 


Plt. Offs. with effect from: Sept. 18, 1926, and seniority of Sept. 18, 
1925 :—C.. S.. Cadell, J. H. E.. Jones. 

The following are granted S.S. commns. as Plt. Offs. on probaticn 
with effect from and with seniority of Sept. 18:—G. C Bainbridge, 


G. Bartholomew, A. K. K. Calwell, J. F. Duff, F. G. Fairhead, G. P. TT. 
Gibbons, M. Griffiths, H. C. D. Hayter, D. &. King, BF. Boek: 
Reynolds, V. D. Morshead, J. A. Rogers, E. L. J. FROW.Cy ele ics 
Schleman, C. K. IT. Hughes, G. R. Weighill. 

The following are granted temp. comns. as Flg. Offs. on seconding 
for four years’ duty with the R.A.F. (Sept. 18) :--B. F. R. M. Freeman 
(Lt., King’s Qwn Royal Regiment), J. W. Thompson (Lt., R.A.). 

The following Flg. Offs. are transferred to the Reserve, Class A:— 
H. MacMillan (Sept. 27), B. J. Finn (Sept. 29). Fig. Off.. (Hon. Fl 
Lt.) F. B. Iawrie (1.t., R.N., retd.) resigns his S.S. comn. (Sept. 30), 
Eom WOfoia AmebweA. aN Carsley: relinquishes his S.S. comn. on account 
of ill-health (Sept. 29). 

Mrprca, BRANCH.—The following Flg 
in this rank (Sept. 29):—B. W. Cross, I. MacC Kilpatrick, M.B. 

CHAPLAINS’ BRANCH.—The Rev. A. H. Dolphin granted a. S.S. 
comn. as a Chaplain, with the relative rank of Sa. Ldr. (Sept. 6). 

MEMoRANDUM.—Sec. Lt. A. E Morecroft is deprived of his honorary 
comn. on convicition by the Civil Power (Aug. 9). 

RESERVE OF Atk Force Orricers.—The following are granted comnus. 
in Class A.A., General Duties Branch, as Plt. Offs. on probation :— 


Offs: are granted perm. comns. 


is 


A. L. Muir (Sept. 13), Eo i. Purdy. MECC. (Sept. 16). 

The following are confirmed in rank:—Fic. Orr.—C. EH. M. Pick- 
thorn, M.C. (Sept. 23). Prt. Orrs.—G. N. Warwick (Aug 28); H. CG 
Barrett (Sept. 25). 


The following Flg. Offs. are transferred from Class A to Class C:— 
W. E. de B. Diamond (Sept. 2); F. A. Smith, A.F.C. (Sept. 25 )ee ute 
Off. E. F. S. Hughes is transferred from Class B.B. to Class C (Sept. 28) ; 
Flt. Lt. G. Kinneir is transferred from Class D.2 to Class D.t (May 7). 
Flg. Off. G. Colledge relinquishes his comn. on completion of service 
(May 2c). 

AUXILIARY AIR FORCE.—GENERAL Dutirs BrRaNncH.—The following to 
be Plt. Offs. :—No. 600 C1iy or LONDON (BOMBING) SQUADRON.—L. A. 
Hackett (Sept. 7). 

Appointments. 
Week Oct. A 

Grneral, DutIEs BRaNcH.—Group Captains A. B. Burdett, D.S.O., to 
Air Ministry on appointment as Deputy Director of Organisation, 21/¥. 
R. Ps Mills, M.C., AUR.Ch) to H.O.7 dndiay for Arr Staff duties, 21,/'9. 

Wing Commanders D. L. Allen, A.F.C., to No. 2 Wing H.Q., India, 
pending taking over command, 21/9. I. A. Pattinson, D.S.O., M.C., 
D.F.C., to H.Q., India, for Air Staff duties, 21/9. EH. R. Cc. Nanson, 
D.S.C., A.F.C., to Station Commandant, Hinaidi, for Air Staff. duties, 
A. B. Gaskell, D.S.C., to H.Q., Iraq, for Air Staff (Armoured 


ending 


ar/9. 
Car) duties, 21/9. 

Squadron Leaders J. McCrae, M.B.E., to Station Commandant, 
Hinaidi, 2r/9. G. S. M. Insall, VC, M.C,, ta Station H.Q., Basran, 
at/9. A. S. Morris, O.B.E., to Nos 5 Arm. Car Coy., Iraqys 21/0. 
Cc. ‘BO. H. Medhurst,. OB.E.. M.C., to. H.0., Iraq, 2t/9. C.. H. Keith, 


to No. 7o Sqdn., Iraq, 21/9. F. J. Vincent, D.F.C., to Aircraft Depot, 
Iraq, 21/9. C.-O. F.. Modin, D.S.C., tos H.M.S. Eagle, 30/0. . S.2R- 
Watkins, A.F.C:, to R-A.F. Base,. Gosport, 20/9. 

Flight Lieutenants C. Boumphrey, D.FC., to No. 481 Flight, Malta, 
21/9. A. H. Flower, to No. 208 Sqdn.,. Egypt, 21/9. P. Murgatroyd, to 
No. 4 F.T.S., Egypt, 21/9. H. EB. Walker, M.C., D.F.C., to H.Q., Special 
Reserve and Auxiliary Air Force, 21/9. W. A. C. Morgan, M.C., A. H. 
Orlebar, A.F.C., R. M. Trevethan, M.C., W. E. G. Mann, D.F.C., and 
G. I... Ormerod, to H.Q., Iraq, 21/9 ‘I. Henderson, M.C., A.F.C., 
and K. B. Iloyd, A.F.C., to No. 7o Sadn., Iraq, 21/9. T. C. Thomson 
and P. J Clayson, M.C., D.F.C., to Aircraft Depot, Iraq, 21/9. 

Flying Officers T. Marchant, C. Snow and A. P. Marchant, M.B.E, 
D.S.M., to Aircraft Depot, Iraq, 21/9. H. S. Sandiforth and M. W. C 
Ridgway, to No. 6 Arm. Car Coy., Iraq, 21/9. EH. D. Barnes and 
V.. Hatris, to No. 5 Arm. Car Coy., at/o. M. HB. Ely, to Station 
Commandant, Basrah, 21/9 J N. Boothman and (Hon. Fit. Lt.) 
U. C. de Burgh, to No 55 Sqdn., Iraq, 21/9. G. N. P. Stringer, to 
No. 30 Sqdn., Iraq, 21/9. F. E. Nuttall, to No. 84 Sqdn., Iraq, 21/9. 
R. R. Dennett, to Aircraft Depot, Iraq, 21/9. J. H. Parry and C. W. 
Switzer, to No. 7o Sqdn., Iraq, 21/9. H. T. J. Jagger, to No. 6 Sqdn., 
Iraq, 21/9. (Hon. Fit. It.) A. KE. G. Forrest, to Aircraft Depot, India, 
21/9. R. I. Bateman, J. H. Hutchinson and R. A Seaton, to No. 4 
F.T.S., Egypt, 21/¢. H M. Whittle, to No. 481 Flight, Malta, 21/09. 
W. J. P. Sloan, to No. 27 Sadn., India, 21/9. V. D. Bingham-Hall, 
M.C., and C. H. Noble, to No 208 Sqdn., Egypt, 21/9. A. J. Holmes, 
to No. 28 Sadn., India, ar/o. C. A.C. Fidler, D.C.M., to’ Hlectrical 
and Wireless School, Flowerdown, 11/10. G. P. H. Carter to No. Ti 
Sqdn , Netheravon, 17/9. C. G. C. Sullivan, to R.A.F. Training Base, 
Leuchars, 27/9. N. W F. Mason, to No. 24 Sadn., Kenley, on transfer 
to Home Estab., 21/9. F. I. Collinson, to No 24 Sqdn., Kenley, on 
appointment to a S.S. Comn., 6/9. W. A. Chase, to R.A.F. Depot, 
Uxbridgs, on transfer to Home Estab., 28/8. M. H. Fitzgerald, tu 
k.A F. Depot, Uxbridge, 27/c. 

Pilot Officers S. H. Hardy, F. B. Tomkins and R. Matheson, to 
No. 84 Sqdn., Iraq, 21/9. €. Heard-White, to No. 55 Sqdn., Iraq, 21/9. 
J. H. Leach, to No. 5 F.T.S., Sealand, 4/10. R. IL. Burnett, to No. 20 
Sqdn., India, 21/9. 
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Sqdn., Netheravon, 28/8. C. Hanson-Abbott, to E. and W. School, 
Flowerdown, 28/8 C. P. Wingfield, to H.Q., Special Reserve and 
Auxiliary. Air. Force, 21/y. F. B. Ludlow, O.B.E., M.C., to Aircraft 


Depot, India, 21/¢. Pilot Officers H N. Davies, to Home Aircraft 
Depot, Henlow, 28,8. R. H. Clay, to Aircraft Depot, Iraq, 21/9. 

ACCOUNTANT BRANCEH.—Squadron Teader R. Whyte, to Aircraft Depot, 
Iraq, 21/9. Flight Lieutenant J. C. Brice, to Aircraft Depot, Iraq, 
21/9. Flying Officers F .C. Chalmers, to Brigade Accountant Office, 
Iraq, 21/9. R. T.-Carter, to No. 5 Arm. Car Coy., Iraq, ar/¢.. HE 
Titherington, to No. 6 Arm. Car Coy., Iraq, 21/9. KE. Smith, to No. 95 
Sadn, Iraq, 21/9. YVilot Officer R. A. J. Mullarkey, to R.A.F. Base, 
Gosport, 20/9. 

The Service Cruise to Aden. 

The Flight of Vickers Victoria aeroplanes (two Napier 
Lions) under Air Commodore C. R. Samson, C.M.G., D.S.O., 
A.F.C., which left Heliopolis on Sept. 16, for a cruise to 
Aden and back, landed at Heliopolis at 3.30 p.m. on Sept. 29. 


An Assortment of Accidents. 


On Sept. 28, two Supermarine Southampton flying-boats 
belonging to No. 480 (C.R.) Flight, Calshot, met with acci- 
dents in Southampton Water. 

The first boat, when taking off, was involved in the wash 
of a passing liner and the wings were damaged. 

The second accident occurred when a boat was return- 
ing from a night flight. Owing to the glassy state of the 
sea, the pilot misjudged his distance. The boat hit the 
water hard, rebounded, and in striking the water again 
turned over on its side. Sq. Ldr. A. Durston, A.F.C., re- 
ceived injuries to the face, Flg. Off. A. EK. Haes was re- 
moved to Haslar Hospital suffering from compound frac- 
ture of the thigh and other injuries, and AC. Fisher suffered 
from shock and minor injuries. The machine sank, but has 
been raised and towed ashore. 

On Oct. 1 a Bristol Fighter of No. 20 (Army Co-operation) 
Squadron station at Peshawur hit an obstruction on taking 
off, caught fire, and was wrecked. The pilot, Flg. Off. P. H. 
Nicholls, was severely injured, and L-AC. G. Cairns was 
slightly injured. 

On Sept. 30 a torpedo machine belonging to the R.A.F. 
Base, Gosport, while carrying out torpedo-dropping prac- 
tice, fell in the Solent. The Pilot, Plt. Off. D. S. E. Vines, 
was picked up by a lifeboat belonging to the Southampton 
and Isle of Wight Steampacket Company’s steamer, Queen, 
and the machine was taken in tow by H.M. mooring ship 
Steady. 

On Sept. 30 a Hawker Woodcock belonging to No. 17 
(Fighter) Squadron, Hawkinge, was forced to alight in the 
sea off St.. Leonards, owing to engine trouble. The pilot, 
F-Sjt. Payne, was picked up by a fishing boat. 

These accidents might be taken as showing why the death- 
rate is high in the R.A.F., for any one of these crashes 
might easily have caused a death or two. But the curious 
thing is that genuine accidents such as these, which cannot 
be foreseen or prevented, or else are caused by pure errors 
of judgment or plain bad flying, seldom cause deaths. 

A great number, probably a majority, of the fatal acci- 
dents are due to machines of obsolete types, which ought 
to have been abolished from the R.A.F. years ago, stalling 
and diving and spinning. And the possibility of such acci- 
dents could be stopped within three months if someone in 
high position in the Air Council had the power—and the 
initiative—to give orders instead of waiting for technical 
experts to report and make up their minds.—c. G. G. 


Non-Regular Squadrons and their Equipment. 


Two new squadrons, one Special Reserve and the othet 
Auxiliary, to be formed this year under the Royal Air Force 
Expansion scheme, come into being on Oct. 5. These are 
No. 503 (Special Reserve) Bombing Squadron and No. 605 
(County of Warwick) Auxiliary Bombing Squadron. 

No. 503 Squadron will be equipped with Avro Aldershot 
and Fairey Fawn bombing aircraft and will be stationed at 
Waddington, near Lincoln. 

No. 605 Squadron will have Avro 504 and D.H.9a aircraft 
and will be stationed at Castle Bromwich, near Birmingham. 

One merely wonders mildly why Auxiliary squadrons, the 
pilots of which, by the nature of their engagements, get less 
flying than pilots in any other category in the R.A.F. should 
be obliged to fly 9as,—which are admittedly more difficult, 
and therefore more dangerous, for an inexperienced or out- 
of-practice pilot to fly than are any others in the Air Force. 


; MEpDIczL BRANCH.—Flying Officer C: W. Coffey, to Station. H.Q., oat F 

; 3ircham Nevwton,. 18/9. Presumably the Auxiliary Squadrons have to make-do with 

. 18/9 > Nene J 

Stores BrANcH.—Squadron Teaders F. G. M. Williams, to H.Q., anything that is too obsolete for the Regulars—and that 
4 Iraq, 2t/9. T. Fawdrey, M.B.E., to Supply Services (Directorate), means very obsolete, seeing that, we are still using ten-year- 
i me ee Set Recs et Iraq, 21/9. H. T. Foxden, to  oJq designs in Iraq—just as Territorial Batteries used to play 
- 6 3 ges 7d < 7 1x -» 2 7° 1] 4 a) thie 7 O cS S 
Mo Flight Lieutenants ‘fi+R ivernon, to \wWeseex Bombing Saree: with old guns which were useless to the Regular Gunners. 
thie Andover, 15/9. I. G. Bowler, to Station H.Q., Andover, 28/8. G. A. But obsolete eens did not kill their user easily as do obso- 
roe Curtis, to H.Q., Iraq, 21/9. lete aircraft. Still, the Air Council might have dug out 
i] Flying Officers H. J. Payne, to Station Commandant, Basrah, 21/9. some R.E.8s from A.D.C. Aircraft Ltd.—and that would have 
ih A. J. Walker, to Stores Depot, Iraq, 21/9. G. F. P. Warren, to No. 11 been worse. 
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M* ALAN J. COBHAM’S 
FAMOUS D.H. 50 


in which he made his historic 


28,000 MILES 


AUSTRALIAN FLIGHT 


was not re-doped after his 17,000 Miles 
Cape Town Flight making 45,000 Miles 


with the same 


TITANINE 


which 


Stood up to the most Severe Weather 
Conditions, including Torrential Rains and 
Extremes of Heat, 


AND REMAINED 


constantly 
Alan J. Cobham Alan J. Cobham 
London—-Rangoon— London— prave Town— 
London London 
ll 
Marchese de Pinedo Commander iinet, area Commandante Franco 
Rome—Tokio— Rome North Pole Flight Trans-Atlantic 


TITANINE-EMAILLITE, LTD., 


EMPIRE HOUSE, 
175, PICCADILLY, LONDON. W.1. 


TELEPHONES 
Regent 4728. 
Gerrard 2312. 


TELEGRAMS & CABLE S: WORKS: Hendon (London). 
Tetrafree, Piccy, London.’ New Jersey (U.S.A.). 
Codes: A.B.C. 5th Ed. and Betey a Milan (Italy). 
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: R.A:F. SPORTS... 
The R.A.F. Golf Championship. 


The R.A.F. Golf Championship Meeting was held at Caim- 
berley on Sept. 27, 28, and 20. 

The qualifiers and draw for the first round were :— 

Plt. Off. H. lL. R. Gough (162) v. Sa. L.dr. Brown (159). Fit. Lt. EH. A. 
Faweus (167) v. Flt Lt. Bs! Hope (171). Fig. @ff.. J. S. Stevinsoi 
(166) v. Sq. Ldr. ‘Hayward {157). “Sd. Ldr: «A. S.. Mi Lowe (167) Vv. 
Flt. Lt. D:. Craik (180): 

The results of the three days’ play were :— 

First ROUND.--Sq. Ldr. Brown beat Flg. Off. H. L. RB. Gough by 
4 and 3. Sq. Ldr. C. H. Hayward (holder) beat Pit. Off. G. Stevinson 
by 4 and 3. Sq. Ldr. A. S M. Lowe beat Flt» Lt. Craik by 2 and 1. 
Fit, Lt. &. lL, Hope beat Fit. Lt. HB. A. Faweus by 2 and ti. 

SEMI-FINsL ROUND—Hayward beat Lowe by 5 and 4. Hope beat 
Brown by 5 and 4. 

Final Rowunp.--Sa. Ldr. Hayward heat Flt. It. Hope cver 36 holes 
by 4 holes up and 3 to play. 


The R.A.F. Footbal! Association. 


The draws for the preliminary rounds of the Open and 
Junior Cups have been made and all matches are to be played 
on or before Nov. 30. Full particulars may be obtained from 
the Hon. Secretary,. R.A.F. Football Association, H.Q., 
Coastal Area; R.A.F., London. 

The fixture list for the season 1926-27 is as follows :— 

Oct. 27--Football Association XI, Ipswich. 

Nov. 6—Tottenham Hotspur F.C., Tottenham; Nov. 17—Oxford Uni- 
versity F.C., Uxbridge; Nov. 27—Cambridge University F.C., Henlow. 

Jan. 1s—Norfolk County F.A., Yarmouth; Jan. 22—Corinthians F.C., 
Crystal Palace. 

Feb. s5—Spartan League, Slough; Feb. 12—West Ham United F.C, 
Upton Park 

Mar. 12—Army, Tidworth; Mar. 23—Civil Service, Salisbury. 

Apr. 2—Royal Navy, Uxbridge. 

Oct. 11—Probables v.- Possibles (Trial), Uxbridge; Oct. 18—Officers 
v. The Rest (Trial), Uxbridge. 

Nov. 6—Army Officers v. R.A.F. Officers, Aldershot. 

Mar. 5—R.A.F. Senior Cup Finai, Uxbridge; Mar. 26—R.A.F. Junior 
Cup Final, Uxbridge. 


A Service v. Industry Rugger Match. 

R.A.F., Uxbridge, v. Napiers—This match was played at D. Napier 
and Son Ltd.’s sports ground at Gunnersbury Park and resulted in 
a win for Uxbridge bya “dropped goal and a try to nil. 

The game was very fast and strenuous in the first half, but to- 
wards the end the hot weather had its effect on some of the 
players. 

There were many occasions during the first half when there were 
break-aways by three-quarters.and forwards when tries seemed certain, 
but half-time arrived with blank score-sheet. 

The second half saw pressing by both sides, with Uxbridge probably 
being slightly the better team, and a fine piece cf work on the part 
of their scrumhalf was réwarded by a try from a fine run just in- 
side the Napier 25, touching down nearer the flag ‘than ~the post. 
The converting kick went rather wide of the post. 

Napiers made several strenuous attempts to equalise, but without 
success, and within a few minutés of time an Uxbridge three-quarter 
took a drop at goal which proved successful. 

A return match has been fixed up at Uxbridge for Oct. 30. 

The teams were:—Napiev.-R. W. Mark, H. W. Whymper, A. K. 
Harvey, A. B. Wright, P. Foulds, H. Huggins, H. Owen, G. Pate, 
C. Robson-Elgie, H. L. Cleverley, G: E. Young, H. J. S. Rowe, 
A. E. Benson, S. Pearson, and E. Scott. 

R.A.F.,»Uxbridge.—I,-AC. Bailey, Cpl. ‘Turner, AC. *Scholfield, AC. 
Moseley, -L-AC. -Arrows, Cpl. Smithson, AC. Webb, Hits Li Cars, 
Sit. Broadway, Sit: More, Sjt. Bucklel, AC. Warren, AC. Wray, -AC. 
Booth, L-AC. O’Malley. ji 


The Yarmouth Re-union Dinner. 

The Seventh Annual Re-Union Dinner for Officers and ex- 
Officers who have served at the Air Station, Great Yar- 
mouth, will be held on the last Saturday in October (30th), at 
the Café Royal, Regent Street, London W., at 7.30 for 8.0. 

Application for tickets (15s. 6d. each, exclusive of wine) 
should be made to-G.~F.~H: Bloom, 17, Welbeck Street, 
Weis 

A Boxing Handbook. 


[“ The R.A.F. Boxing Association Handbook,”’ 1926-27. 
TSetret.|| 

In his introduction to the present issue the compiler 
points out that since the publication of the last Handbook 
the R.A.F. Boxing Association has become an amateur body. 
The rules of the Imperial Services’ Boxing Association have 
been re-arranged and certain new rules have been introduced. 
These alterations and additions have been incorporated in 
the Handbook. 

Other information contained in the Handbook includes the 
R.A.F. winners ‘at the I:S.B.A. Meetings; the winners of the 
R.A.F. Individual Championships; and a list of Referees 
and Judges. The rules for the various Championships are 
also laid down. 

Section II of the Handbook deals with the organisation 
of boxing meetings and gives full lists of the officials and 
equipment required. 

Section III shows the method of scoring points, etc. 

The whole Handbook has been compiled with great care 
and is complete in every way. 
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MILITARY EDUCATION. . 

Those who are interested, as all officers of the R.A.F. 
should be, “in the inside history of the War 1914-18 should 
make a point of attending the series of lectures to be given 
at King’s College, London (Strand, W.C.2), during the 
present month. ‘These lectures are entitled, ‘“‘ Ten Years 
Ago,’’? and deal with the Military operations of 1916. 

The lecturer is Major W. E. de B. Whittaker, The King’s 
Regiment, Reserve of Officers, and the dates and subject 


matter are as follows :— 

Oct. 11.— The Battles of the Somme, 1916: Special Problems of the 
Great War; the Setting-in of Sicge Warfare; State of the Com- 
batants in 1916; Preparations for the Somme Offensive; the First 
Phase of the Battles.’ Chairman: LGrigadier-General J. E. Edmonds, 
C.L., C.M.G., Director, Military Branch, Historical Section, Committee 
of Imperial Defence. 

Oct. 18.— The Battles of the Somme, 1916 (continued) : Second snd 
Third Phases; the Coming of the Tank; the Effect of the Mechanical 
in War: Immaturity of the Weapon.” Chairman: The Principal of 
king’s College. 

Oct. 25.— The Battles of the Somme, 1916 (continued): Political 
Factors; Statesmen and Soldiers; the Effects of the Battle; British 
Depression, French Depression; German Depression.” Chairman : 
Licutenant-General Sir Archibald Montgomery-Massingberd, K.C.B., 
K.C.M.G. 

Readers of THE AEROPLANE will remember Major Whittaker 
as being closely concerned with aviation and with this paper 
before and after the War. 

TURKISH AVIATION TAXES. 

According to The Times :— 

The taxes in aid of aviation which the Aviation League asked the 
Turkish Government to authorise are now being. collected. They 
are styled “voluntary,” but it is mot clear whether or not this is 
a correct description. 

The system of collection is as follows: A citizen»or business firm 
pays, for instance, £11,000 annually in income-tax. .When-he demands 
a receipt for this sum he is requested to pay_an additional 10 
per cent., which represents the “voluntary aviation tax.” Until he 
pays this 10 per cent. the receipt for his income-tax payment is with- 
held. 

Naturally this state of affairs is causing much unfavourable com- 
ment, and the foreign commercial secretaries have held a meeting to 
consider what steps, if any, should be taken in regard to the position 
in which their nationals may find themselves. 


THE SCHNEIDER TROPHY COMPETITION. 

It is reported that. the seaplane race for the Schneider 
Trophy has been postponed from Oct. 24 to Nov. 11 owing 
to delay in the delivery of certain material for the Italian 
entries. 

The competition will take place at Hampton Roads, Vir- 
ginia. Only the United States and Italy have entered teams 
and both Italy and the United States have won it twice, the 
former in 1920 and 1921, and the latter in 1924 and 1925. 

According to Aviation, New York, the Italian entry consists 
of three Macchi twin-float monoplane seaplanes, two fitted 
with Fiat engines and one with a Napier Lion engine. 
Rumour states that a speed of 243 m.p.h. has been reached 
by these machines on test. 

The American entry will consist of the three Curtiss R.3C.2 
seaplanes which took part in the race last year, when Lieut. 
J. H. Doolittle, U.S. Army Air Service, won the Trophy at 
a speed of 232.57 m.p-h. 


LIEUT. H. J. NORTON, U.S.M.C. 

Lieut. Harmon J. Norton, U.S. Marine Corps, one of the 
team chosen to represent America in the forthcoming 
Schneider Trophy Competition, was killed on Sept. 14 while 
making a practice flight on the 1923 Curtiss R.2.C.2. racing 
seaplane. 

He was flying at a height of 2,000 feet when the machine 
went into a vertical dive and fell into six feet of water in the 
Potomac River. 


LIEUT. C. K. BETTIS, A.C: 

On Aug. 23, Lieut. Cyrus Bettis, U.S. Army Air Corps, 
while flying 1m company with two other pilots, from Phila- 
delphia to Selfridge Field, crashed into a mountain side near 
Bellefonte, Pa., in a thick fog. He was badly injured, but 
managed to crawl six miles from the scene of the accident, 
where he was found and conveyed to hospital in Bellefonte. 

Three days later he was transported by air to a Washing- 
ton hospital, for specialised treatment, but meningitis set 
in and Mr. Bettis died on Aug. 31. 

Cyrus Bettis saw service with the Mexican Border Patrol 
and later served two years in the Philippine Islands. 

In 1924 he won the John L. Mitchell Trophy at the 
National Air Races, Dayton, Ohio, and in 1925 he won the 
Pulitzer Trophy at the National Air Races, Mitchell Field, 
L.1., at an average speed of 248.9 m.p.h. 

In 1926 he and Lieut. Doolittle, the winner of the Schneider © 
Trophy, were. awarded jointly the Clarence Mackay Trophy 
for the most outstanding performance during 1925. 

By the death of Lieut. Bettis, the U.S. Army Air Corps has 
lost one of its most brilliant pilots, and a valuable helper 
in aeronautical progress.—L. B. 
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Proved Reliability. 


Alan Cobham’s 
28,000 Mile flight 


successfully com- 


pleted throughout on 


Type Jl. Price 6s. 


SPAR KING PLUGS 


without any trouble 


whatever. 


The ROBINHOOD ENGINEERING WORKS, Ltd. 


K.L.G. Works: Putney Vale, London, S.W.15. 
’Phone: Putney 2132-3. 


Sole Export Agents: 
Messrs, S. Smith & Son (M.A.,), Ltd., Cricklewood, N.W.2. 


0 K-LG—THE BEST PLUG IN THE WORLD—KLG 6 
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THE TESTING OF THE HERCULES. 

On Friday last the first of the five de Havilland Hercules 
(triple-Jupiter) machines for the Cairo—Karachi Service, 
was tested at Stag Lane by Mr. Hubert Broad. The Hercules 
is the first three-engined machine ever produced by the de 
Havilland Design Staff. As the machine was only ordered 
early this year, it is something of a triumph in quick con- 
struction, despite the various strikes, to have completed it 
by this date. 

Fridav morning was spent in putting the finishing touches 
to the machine, such as making the engines start easily 
with the gas starter, and thoroughly testing the engines. At 
4.30 in the afternoon everything was ready and as Mr. Broad 
took his seat in the pilot’s cockpit, the Works hooter blew 
and all the de Havilland hands streamed out onto the aero- 
drome to watch the machine make its first flight. 

Capt. Geoffrey de Havilland said that he was somewhat 
nervous in adopting this procedure as he had recollections of 
the testing of the Grahame-White Ganymede at Hendon. 
On this occasion, it may be remembered, there was an elabo- 
rate christening function by Miss Ethel Levey with all the 
Grahame-White staff on the aerodrome watching and pray- 
ing. The machine then trundled forward across the ground 
onto which it slowly subsided, and never took the air at 


euble 
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The de Havilland Hercules was, however, a very different 
proposition. The machine was, of course, quite light and 
only carried a hundred gallons of petrol. When Mr. Broad 
opened up the engines she got off the ground in her own, 
length and climbed at a steep angle with plenty of speed. 
As she got off the ground all the hands cheered Iustily and 
watched the machine floating round with interest. 

Mr. Broad flew her on two engines for some of ‘the time 
and then flew straight along the aerodrome without losing 
any height with two engines stopped. After flying round for 
ten minutes he brought her down with a very slow glide 
and landed without a bump, which was a signal for more 
cheering by the workers. 

Mr. Broad found that the machine handled perfectly and 
there were no snags whatever. The following day the Her- 
cules did quite a lot of flying piloted by Mr. Broad and Capt. 
Geoffrey de Havilland. 

It is expected that she will be handed over to Imperial 
Airways in about a month’s time and until Jan. 1 she will 
probably fly on the cross-Channel services. As the machine 
will not be sent to Martlesham, a great deal of time will be 
saved and a great deal more knowledge will be gained by 
those who will have to use thei type. 

The second Hercules is almost completed and the other 
three will be ready shortly.—c. D. 


AN IMPERIAL AIR-LINER. 


The first of the De Havilland 66 (Hercules) series, with three Bristol Jupiter 


ESSE koe eats 


engines. Five of these machines are on order for use by Imperial Airways Ltd. on the Cairo—Karachi route. 
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Fastest Time on Course. 


105.5 


M.P.H. 


Fastest Time on Individual Lap. 


106.8 


M.P.H. 


WESTLAND 
~ WIDGEON 


with Armstrong-Siddeley “Genet” Engine, was scratch 
| machine in the 


GROSVENOR CUP 
_ AIR RACE, LYMPNE, 1926. 


WESTLAND AIRCRAFT WORKS, 


(Branch of Petters Limited) 


YEOVIL, 
SOMERSET. 
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THE BLACKBURN IRIS IN PUBLIC. 

On Wednesday, Sept. 29, the Blackburn Iris flying-boat 
(three 650 h.p. Rolls-Royce Condor II engines) was seen 
in public for the first time off Cromer 

It was originally arranged that the machine should fly 
up from Felixstowe to Cromer and there be inspected by 
Sir Samuel Hoare, the Secretary of State for Air. Weather 
conditions permitting, Sir Samuel Hoare was to have gone on 
board and to have had a short flight. Unfortunately a stiff 
north-westerly breeze was blowing and this with a ground 


alighted and got away again, but to attempt to go alongside 
ina small boat would have caused risks both to the Iris 
and the small boat and its occupants. 

Punctually at 15.00 hours the Iris hove in sight and for 
over half an hour the pilot, Fit. Lt. H. G. Sawyer, A.F.C, 
flew up and down the front at heights varying from 200 to 
ro feet and demonstrated the machine in a most convincing 
manner. 

The pilot flew successively on the various combinations 
of his three engines. First he flew with his port engine 


swell made it unwise to attempt to carry out the latter stopped. Later he stopped his starboard engine and pro-— 
i part of the programme. ceeded to fly in a circle against the “ dead’ engine. With 


1 i It must not be imagined that the Iris could not have i 


any one of the three engines stopped the machine was able 
to gain height. 

Finally with only the centre engine working the machine 
was able to go on flying with an almost inappreciable loss 
of height. 

Other exhibitions of speed, climb and manceuvrability 
showed the Iris to be very much in a class by herself. 

Unfortunately the Iris is on the Air Ministry Part Publica- 
tion List so that it is impossible to give any dimensions, or 
performance figures, or describe or illustrate anything other 
than that which can be observed from external-view photo- 
graphs. The machine has already been illustrated in THE 
‘AKROPLANE and further illustrations of the machine in the air 
are published herewith. 

The Iris has been designed for long range reconnaissance 
work with the Fleet, for submarine patrols and general escort 
work. She carries a crew of five,—rst pilot, 2nd pilot and 
navigator, W/T. operator and two engineer-gunners. 

The existing Iris is of all-wood construction, but the hull 
has been reproduced in metal and this will be tested at a 
later date. 

The load carried is unmentionable, but fuel is carried in 
three wing tanks sufficient for nine or ten hours’ flying. The 
result of her performance trials shows that the estimated per- 
formance has been exceeded all round and in her class she 
is believed to be the fastest flying-boat in existence. 

The Blackburn Aeroplane and Motor Co. Ltd., the con- 
structors, Major J. D. Rennie, her designer, and Rolls-Royce 
Ltd., who are responsible for ‘the Condor engines, are to be 
congratulated on the success of the Iris. 


NIGHT-FLYING ADVERTISEMENTS. 


For a considerable time there have been various schemes 
afloat for the operation of aeroplanes at night carrying illu- 
minated.signs* under the wings, for advertising purposes. 
One gathers that some experimental flights have been made 
with such aeroplanes and that fairly satisfactory results have 
been obtained. But not having seen such a machine oneself, 
one is not prepared’ to vouch for its effectiveness as an 
advertising medium. 

Apparently the difficulties hitherto met in these experi- 
ments- have been firstly that of discovering lamps which 
would stand up to the work and vibration, and secondly the 
difficulty of arranging the lamps so that they do mot cause 
such an amount of head-resistance under the wings as to 
impede the machine seriously, or to make control difficult. 
One is told that these difficulties have been overcome, but, 
so far as can be discovered, no machine has yet flown with 
these latest developments. 

A statement has been made that patents have been taken 
out for the use on such aeroplanes of variable lettering. 
Hitherto, the sole aim of the designers of such aircraft has 
been the fixing of the lamps to show one particular name. 
The later idea, which 1s a logical outcome of the changeable 
illuminated signs in street advertising, is to vary the letter- 
ing as the machine flies and thus enable the operators of the 
aeroplane to advertise several different commodities in the 
course of one flight. 

This appears to be quite a simple problem after the pro- 
duction of the right sort of lamp and the suitable fitting of 
it. And, naturally, the weight of the apparatus, which im- 
volves carrying a large number of lamps, because one set 
must be idle while the rest are illuminated, must be con- 
siderable. 

Therefore, if the various difficulties have been overcome, 
we shall doubtless have another terror added to the night 

life of our greater cities. 
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i | OUR FASTEST SEAPLANE.—The Blackburn _ Iris 
(three Rolls-Royce Condor engines) flying at Cromer 


ALL WEATHER FLYING /™ 


In low visibility the Marconi Direction Finder—installed on aircraft or at 
Ground Stations—is a valuable aid to navigation and makes for safety 
of flight. 

Sir Samuel Hoare, the Air Minister, in an address at the Royal Aero 
Club said wireless was now of tremendous help to pilots working in weather 
which a few years ago would have been regarded as impossible for flying. 


Marconi's Wireless Telegraph Co., Ltd., Marconi House, Strand, W.C.2. 
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Tyre phe sa Track Tyre Whee! | ebetas. Track Tr ‘Wheel | Hub | Track Coen 
Size Ree ie s ancike| Bore Line Size No. | Length| Bore | Line size | No | Tengtr | Bore Line i 
} } | ip 
m/m m/m m/m mm | mm | m/m | m/m | mim mjm te 
87555 |168 | 111.12 | 25.4 | Central] 700x100 |112 | 150. | 38.09 | Central 1000 x 160 |210 | 185. | 60.32! Central F 
176 | 178. | | ow 
80060 | 16 | 111.12} 25.4 [Central] 128 | 7a | S545 | Central! 1000x180 /148 | 220. | 80. | Central : 
45060 | 30 89. 31.751 Central u. | Bee) a 1149 | 185. | 55. Central mae 
650X125 119 | 178. | 55. | 132/46 155 | 220. | 66.67 Central rape 
9 172 | 130, 38.09 | Central | | ” | | ane Ba 
F 147 | 178. | 55, | Central - 166 | 185. | 55. | 125/60 ‘aa 
575 X 60 a ie 28. Central i 1188 | 120. | 34.92| Central , : dosh 
” 50. 38.09) 104/46 | | 900X200 {107 | 185. | 55. | Centra Or 
Me 1200) | 34.92 Central | 750%125 | 77.) 12h | 44.45) 182/46 108 185. | 58, 125/60 ci 
»  |190] 150, | 38.09|Central] 92 | 185. | 55, | 135/50 P 128 | 220. | 66.67| Central oh 
r 95 185. 55. | Central 137 | 250. | 80. | Central io 
65065 | 78 | 178, 44.45| 132/46 . 99 | 178. | 38,89) 132/46 “ 157 | 185.| 80. | 1 cee 
79 | 178, | 44.45|/Ce | 150 | ” | 280; | 20. a Cesta tis 
” ’ 45 ntral A 1112 - | 38.09 | Central 202. 185. | 60.32' Central aes 
“dl 100 | 178, 38.09 | 132/46 3 176 | 178. | 44.45) Central - | ; ia) eo 
» 101 | 178. | 31.75| 132/46 - 179 | 178. | 55, | 132/46 f1100x 220 |134 | 220. | 66.67 | Central ste 
600 X 75 ae en 28. |Central] goox 150 }161*! 185. | 55. 135/50 - 136 | 250. | 80. | Central re 
r 50. | 38.09; 104/46 162*| 185. | 55 tral fer sea | | ee 
» [186 | 120, | 34.92|Gentral| " —_[1¢3*| 188, | e¢'67| i3s/g0 | 973% 225 |192 | 185. | 60.82 | Central , 
” 190 | 150, 38.09 | Central $ 169+! 185. | 55. 135/50 ” 194 | 185. | 55. | 125/60 
700X75 | 78 | 178. | 44.45| 132/46 i 177 | 185. | 55, | 135/50 [1250x250 {133 | 250. | 80. | Central 
2 79 | I78. 44.45 | Central + 183 | 185. | 55. Central < 154 | 304.8; 101.6 | Central 
; 10 : / 7 211*| 185. | 60.32} 135/50 | | 
Meio tcis, \reizs| aocac | /90 11500 x 300 115 | 304.8) 101.6 Central 
ae elie eee 1000 X 150/167 | 185. | 55. | 125/60 é 126 | 304.8| 152.4 | Central 
Sabicea’ AB) 18248 | os 174 1250...) 80... Centralliosy gq j139| 400."|' 152.4 | Central 
i 185. | 55. | 135/50 4 182 | 185. | 55. | Central ReMMSEOE MIRO oh Centcal 
-s 95 | 185. | 55. | Central ' 187 | 220. | 66.67/ Central " | Sbaehee a 
‘. 99 | 178, | 38.89 | 132/46 * 201 | 185. | 60.32) 125/60 |17E0X3£0|193 | 400. | 125. | Central 


*Wheels Nos. 161, 162, 163 and 211 are of stronger type than the other wheels for 800 x 150 tyres. tWheel No. 169 ts fitted with Ball Bearings. 
Grease gun equipment ts now a standard fitting on all wheels. 


THE PALMER TYRE LIMITED, 


Contractors to the Admiralty, the War Office, and the Air Ministry, 


el — 7 ] — 
eg Ce nasa 700-1064, CANNON > STREET,CsLONDON, E.Czz4. Deepens Teal 
| DIND PARIS: 31, Rue la Boétie. (365) 
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THE FIRST FLIGHT FROM LAND’S END TO JOHN O’ 
GROATS. 

Colonel the Master of Sempill, flying a De Havilland Moth 
(85 h.p. Cirrus Mark I) left Land’s End at '7.25 on Sept. 29 
and landed. at John o’ Groats just after four o’clock, a totat 
distance of 630 miles in 8 hours 14 minutes’ flying time. He 
made one ‘stop at Shotwick, near Chester. 

Immediately after starting on the return flight on Sept. 30 
he had to make a forced landing, owing to a punctured car- 
buretter float, and the undercarriage and screw were damaged. 

This is the first flight from Land’s End to John 0’ Groats, 
and it is fitting that it should be done by an enterprising 
Scot. 

On Angust r (Sunday) Col. Sempill, with his father, Lord 
Sempill, as passenger (not Mrs. Sempill, as reported at the 
time) flew from the family seat near Aberdeen to John 0’ 
Groats, and so took the honour of being the first aviator 
to land there. He now has the further honour of being the 
first to do the End-to-end journey by air. 

The journey which took him 8} hrs. by air takes 30 hours 
by train and the record trip by road is between 30 and 35 
hours, by motor-cycle. 

The machine he used was the red and white D.H. Moth 
G-EBMO, commonly known as Sir Charles Wakefield’s Bath, 
which won the King’s Cup, and is now fitted with the 
Mk. II Cirrus engine. 

THE SECOND YORKSHIRE MEETING. 

The second Flying Meeting of the Yorkshire Aeroplane Club held 
on Saturday, Oct. 2, was a success which very nearly compensated for 
the disappointment of ‘the first meeting, which was spoiled by rain. 
Many thousands found their way to the excellent but out-of-the-way 
aerodrome at Sherburn-in-Elmet, and there were nearly a thousand 
motor vehicles in the é€nclosure. 

Sir Sefton Brancker went to I.eeds by train on Friday night in 
default of finding an acroplane to take him there on Saturday 
morning In a brief discourse he said that the Yorkshire Club had 
cone of the finest aerodromes in the country, and he urged the Club 
to hold another meeting next year on a bigger scale, promising that 
he would try to get a uumber of the leading pilots to fly” there. 

He reminded the Club that the existing arrangements between the 
“approved”? Clubs and the Air Ministry would end in July next, and 
said that the Air Ministry were investigating the figures for ‘he 
Clubs in the matter of the number of members, charges for flying, 
amounts of subscriptions and so forth, and on these facts would make 
proposals to the Clubs to put them on a different basis. In the 
meantime the present scheme was justifying itself as they were getting 
the right tvpe of man into the Clubs. 
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Apart from the actual racing some very good exhibition flying was 
done by Mr. Dudley Watt on the old Sopwith Grasshopper and on 
the Sopwith Swallow monoplane; by Mr. Norman Blackburn and 
Mr. Loton from the Blackburn School at Brough; and by Mrs. Lynu, 
who flew an S.B.; aftér damaging a wheel of a Moth in a forced 
landing on the way to Sherburn. 

Particularly fine shows were put up by Sa. Ldr. Longton on the 
Blackburn Bluebird (Genet engine) o1 which he won the Grosvenor 
Cup Race at. Lympne, ard by Mr. Neville Stack, the Aerodrome 
Manager .of the Iancashire Club, on one of the Club Moths. Sq. Ldr. 
Longton again showed that heavy bombers had not spoiled his hands 
for his pet pastime of crazy ilying, and Mr. Stack equally demonstrated 
that the regular up-and-down routine work of instructing has nct 
deteriorated his touch for the particularly brilliant aerobatic flying 
in which he was so expert before he took to instructing 

The prizes were pretty well distributed geographically. But tiie 
Newcasile Club, thanks to the brilliant flying of Doctor Dixon and 
Mr. Thompson, got rather more than their share 

Results :— 

Inter-Cluh Members’ Handicap Race to Selby and back.—H. RB. 
Dixon (Newcastle); 2,’ M. B, ‘Lax (Yorkshire); 3, D. H. Thompson 
(Newcastle). 

Open Handicap Race, twenty-five mile course round Selby and Tad- 
caster.—Sq. 1dr. Longton (Blackburn Bluebird), scratch, time, 17 mins. 
23, secs.; 2, Mrs. S. C. Eltott-Lynn (S.E.5), 5 mins. 24 Secs., time, 18 
mins., 38 secs.; 3, Dudley Watt (Sopwith Swallow), 5 mins. 12 S€CS., 
time, 18 mins. 49 secs.; “4, A. M. West D.H. Moth). 

Message Dropping Competition (fifteen points for a bull, ten for 
an inner, and five for an outer).—Yorkshire, Mr. R. Kenworthy (30 
points); 2, Newcastle, Mr Heppell (15); 3, Lancashire, Mr. Wilkinson 
(1¢e). 

Gladstone Trophy, machines to climb 2,000 ft., then glide down with 
crgine throttled and land near a given mark (seven entrants).—M->. 
Mi. Lacayo (Lancashire). 


THE FLYING CLUBS. 
The London Aeroplane Club. 

The London Aeroplane Club broke all its previous records for 
flying time during the month of September. There were three blaukx 
days owing to bad weather and the total flving time during the month 
was 206 hrs. 15 mins., giving an average of over 7} hrs. per day. 

Report for week ending Oct. 3. 

Total flying time 60 hrs. to mins. 

The following members were given dual instruction :—Miss O’Brien, 
ii BR. Presland, S, H. SsGarne, J. Barros, E. -A. Lingard, O. H. Best, 
WwW. I. S. Mcleod, M. P: Susman, HE. K. Blyth, B. B. Tucker, D2 Ga 
Sykes, H. F. Wright, G. “yon, P. O. A. Davison, I. S. M. Michie, 
N. J. Richardson, R. A. “St. John, I. G. Crammond, G. N. Howe, 
G. Wlasto, F. 'C. ford; 2. 35.0: Richardson, H. Solomon, V. H. 
Doree, T.ady Bailey,. R I. Portway, R. Malcolm. 

The following members flew solo:—J. Barros, Miss O’Briea, 


AUSTRALIA 


AND 


BACK ON 


HOYT NUMBER ELEVEN METAL 


HOYT BEARINGS AGAIN HIGHLY SUCCESSFUL 


IN) 385eH Bee JAGUARS 


ENGINE EMPLOYED BY 


MR. ALAN COBHAM. 


32fore starting back from Australia Mr. Cobham cabled Messrs. Armstrong- 
Siddeley Motors Ltd. as follows:— Have just dismantled engine after 160 
hours’ running, after flight fronv London to Melbourne, first time cylinders 


removed since start flight, discovered engine in perfect condition. 
BEARINGS SAME AS WHEN STARTED and during whole of flight 
Congratulations on supreme reliability 


engine never’ fatled us once. 
Siddeley-Jaguar engine. 


COBHAM. 


(Vide: Ihe,‘‘Aeroplane.’’) 
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ABSOLUTE HIGHEST GUAMITY ae 
DURABILITY AND ENDURANCE ee 
SURPASS Bs ALLAOLAEKS: 


DEPENDABEER "3 


MAXIMUM 
MOST 


HOYT METAL CO., LTD., DEODAR ROAD, -PUTNEY, LONDON, S W.15 


Telegrams - 


. Profanity, ’2hone, London. 


A-ti-Friction Metals and Die-Castings for every Bearing requirement. 
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London-Australia 
London-Capetown 


In both these wonderful 
flights Mr. Alan Cobham 
relied on 
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MAGNETOS 


Using the identical 
magnetos for the two 
flights—a proof of 
absolute reliability. ! 


In addition to many World’s records B.T.H. 
Magneto successes include. 


200 Mile Race. T. Teac. 
King’s Cup. Grosvenor Cup. 
Shelsley Walsh. Grand Prix (Belgium.) 


fit B.T.H.—@— 
the Trouble-Proof and Trophy-Winning Magneto. 


UUTTTTETTETTETTETTTETCTTTECC CEE C CCE COCOO UCT OOM 


The British Thomson-Houston Co., Ltd., 


ELECTRICAL ENGINEERS AND MANUFACTURERS. 


Alma Street Coventry, 


Works:—Rugby, Birmingham, Willesden, Coventry and Chesterfield. 
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Rk. Malcolm, O. J. Tapper, W Hay, W. Roche-Kelly, N. Jones, Major 
K. M. Beaumont, B. B. Tucker, E. .K. Blyth, I,ady. Bailey, H.. Petre, 
A. H. M. J.ees, R. I. Portway 

The following members had joy-rides:—S. “S. Hope, S: ©. Brad- 
shaw, Miss Hay. 

At the Manchester Pageant, organised by the Lancashire Aero Club, 
which was held at Woodford Aerodrome on Sept. 26, the Club was 
represented by Major K. M Beaumont and Messrs. G. H. Craig, 
W. Hay and F. G. M Sparks. 

Mrs. Eliott-Iynn is now giving flying instruction and. the first of 
her- pupiis to pass the tests for an Aviater’s. Certificate-is Lieut. 
G. H. N. Larden, R.A. His tests were Gone on Tuesday, Sept. 28. 


The Lancashire Aero Club. 

Report for week ending Oct. t. 

Total time for aweek. 29° hfs. 4omins,, nade up as follows :— 

Dual with Mr. Stack :--Birley 3 hrs. 50 mins,, Fallon xr hr. 10 mins., 
Gatterell so mins., Hope 55 mins., Shires 30 mins., Gerrard 45 mins., 
Nelson 30 mins., Costa 30 mins., Abdulla 25 mins., Smith 25 mins., 
‘Anderson 25 mins., Benson 10 mins, Honeyball 10 mins. 

Dual with Mr. Cantrill:—Miss Brown “s9 mtins., Wood 30 mins. 

Solo :—Costa x hr. 30 mins., J.cete x “hf 25 “mins’, Goodfellow 35 
mins., Agar 20 mins., J.acavo 25 mins., C. Agar 25 -1nins., T.eeming 20 
miins., Cantrill 310 mins., Williams 10 mins.,- Fallon 1a mins 

Joy-rides with Messrs. Stack, Scholes, Goodfellow, I.eeming aud 
Leete :—Warrington 35 mins., Miss Holman 30 mins., White 30 mius., 
Smith 30 mins., Leeming 20 mins., Pitman 15 niins. 

Flying during the display 5 hrs. 5 MHS. ests 2suts. 

Three more soloists have made their debuts, Messrs. Costa aud 
Benson going solo just before the display and Mr. Fallon just after it 

With any reasonable luck the Club may now count on achieving its 
twentieth A Licence before the Philistines (in the shane of “November 
fogs) be upon us. While admitting in the most frank and open mannef 
that Mr. T. N. Stack is nobody’s ‘‘ inveterate rival,” one-may yet be 
permitted to offer him a gentle pat on the thoracic vertebra in re- 
spect of his well-intentioned efforts in the way of turning out pilots. 

Congratulations also to Mr. Mark LT.acayo, one of the Club’s first 
pupils, who followed up his success in the inter-Clu)y members’ rave 
at Woodford by capturing the Gladstone trophy at the Yorkshire meet 
ing last Saturday. 

Will members please note that the Club will not be: closed on 
the 6th, 7th and 8th as announced last week? It will re-open at Io 
a.m. on Wednesday, the 6th, for flying as usual. 


wit 


The Newcastle-upon-Tyne Aero Club. 

Report for week ending Sept. 20. 

Dual instruction 5 hrs. 30 mins. Solo 13> hrs. 5 mins. 

Total 18 hrs. 35 mins. 

The following members flew under instruction with Me. Parkinson : — 
Miss C. R- Leathart, Mrs. Marcks, Messrs, Irving, FB. C. -Kennedy, 
Somerville, Matthews, Shaw, Middleton, J. M. Kennedy, Turnbull, 
ieee lise 


Solo:—Mr Phillips with Mr. Whitfield and Mr. A. Bell as pas- 
sengers. Mr. Forsyth Heppell with Mr. Herdman as passenger. Mr, 
N.S. Todd with Mr. W. Todd and Mr. R. N. Thompson. Dr. H. L. B. 
Pixon with Mr-Charlton aid thé Rev. Mr. Allan. “Mr. RN. Thompson 
with Mr. Whitfield, Mr. Carr, Mr. N. S. Todd, Mr. H. Ellis. 

LX left for Woodford on Saturday, so that on account of this 
and the absence of Mr. Parkinson only a small amount of flying 
took place at the aerodrome. 

Report for week ending Oct. 3. - 

Dual. instruction.nil. Solo 7, hrs. “15 mins: < 

Both Moths were at Sherburn “from -Saturday ‘until Sunday after- 
noon. LY was returned to service on the ist and took part in the 
Yorkshire Club’s meeting. 

The following members flew :—Mr. Phillips with Messrs. H. Ellis 
and Garr. Mr. Ro-N. Thompson with Messrs. Whitfield and Ellis. 
Mr. N: S; Todd with Miss ‘B. Thompson and Miss N Turnbull. Mr, 
Forsyth Heppell and Dr. H I. B. Dixon flew alone. 

The Club is very pleased with the performance of its team in the 
Relay Race at Woodford. The Tankards did come to Newcastle 
after all 

The team-was as follows, not as given in the programme and 
previous reports::—Mr. Forsyth Heppell, Mr. F. H. Phillips, Mr. N. S, 
Todd and Dr. H. L. B. Dixon. 

Mr. N.-S- Todd-was placed second in the landing competition. Mr. 
Baxtér Ellis was absent on holiday. 

Dr Dixon has. collected another ab initio trophy, that from the 
Yorkshire Club’s “meeting, and all are pleased that Mr. R. N. 
Thompson obtained third place. 

Mr. Phillips was second in the competition for the Captain Glad- 
Stone. Trophy and Mr. Parkinson second in Bomb-Dropping. 

Now that the Club has completed one year’s operations and that 
the Flying Meetings are over for the year, the Club looks back with 
satisfaction upon the progress made 

The total amount of flying carried out is 1,160 hrs. Twelve members 
have obtained Licences and a further eight are in the final stages of 


training and seventeen have had a considerable amount of dual 1n- 


struction and with continuity of practice will soon pass out. Atl 
flying has taken place on the two original Moths. 

The following are the successes in the four Meetings attended. - 

Yorkshire =Aero Club’s Meeting (August).—Instructors’ Race, Mr. 
J. D* Parkinson; Trophy presented by Mrs. R. W. Kenworthy and £20. 
Open Handicap, Mr. J. D. Parkinson; 2nd oprize, Io. 

Newcastle Meeting.—Instructcrs’ Race, Mr. J. D. Parkinson; Presi- 
derit’s Cup and Prize (First). Inter-Club Members’ Race, Dr. H. lL. B. 
Dixon; Trophy presented by Mrs. De Lancey Willson. 

Lancashire Club Meeting (September).—Team Race, team of four 
members; four Silver Tankards presented by Sawley Brown, Esa. 
Landing Competition, Mr. N. 5. Todd; Silver Cigarette Lox, 2nd prize, 
presented by Mr. John T.ord 

Yorkshire Meeting (October).—Inter-Club Members’ Race, Dr. H. L. E. 
Dixon; First, Silver Cup;.Mr, R. N Thompson, Third. Landing 
Competition, Mr. F. Howard Phillips; Second. Bombing, Mr. J. D. 
Parxinson; Second. 


THE 
AERONAUTICAL 


With Mr. Cobham for 
over 61,000 miles 


through all weathers and 
varying climatic temper- 
atures the ‘MALLITE” 
Plywood used on the 
D.H.50 machine is still — 


in perfect condition. 


Manufactured by the 


Aeronautical & Panel Plywood Co., 
Lid., 


218/226, Kingsland Road, London, E.2. 


Phone; Clissold 3680 (3 lines). Grams & Cables: Vieply, Kinland, London. 
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Reliability Extraordinary 


THE MOST SEVERE TEST 
to which 
SPEED INDICATING INSTRUMENTS 
have ever been subjected. 
| eobh ams. Australi an Fligh 


AR 


SMITH’S 


Speed and Revolution Indicators, Altimeter, 
Oil and Temperature Gauges, were used through- 
out this 28,000 miles flight. 


: Mr. Cobham telegraphed: 


“ Smith’s Instruments and K.L.G. Plugs as usual 
perfect throughout flight, Cobham.” 


S. SMITH & SONS (M.A.) LTD. 


AVIATION INSTRUMENT SPECIALISTS, 
SOLE EXPORT DISTRIBUTORS FOR K.L.G. SPARKING PLUGS, 


yf ; (Manufactured by The Robinhood Engineering Works, Ltd., Putney, S W.) 
_.. CRICKLEWOOD WORKS, LONDON, N.W. 


ROYAL CHARTER 


9 INCORPORATED BY 
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The Yorkshire Aeroplane Club. 

Report for week ending Oct. 3 

Total flying time 12 hrs. 35 mins. 

Total dual 7 hrs. 20 mins. Joy-rides 5 hrs. 5 min. ‘Test 5 mins. 
Solo x hr. “15, artis: 

The following members had dual. instruction :-—Miss Woodhead, 
Messrs. Dawsons (Senior and Junior), Hewitt, Armitage, Bramham, 
Fensiva and Leetham 

Messrs. Leetham, Norwal, Wood, Fensiva and Hewitt flew soio 

We are now in a position to pass out some seven members for A 
Licences, having now obtained a barograph aud made the neces- 
sary arrangements» for the other requisite tests. 

One must here record a moan, in the hope that members who read 
Tur AFROPLANE will take it to heart, namely, that we must have a 
better attendance at the aerodrome. 

Mr. West has 24 pupils who probably average half-an-hour a month 
each with the exception of sOme~-six very keen members, who in- 
clude Mr. Dawson, Senior, and Mr. Dawson, Junior. These two 
members have an excellent piece of land adjoining their house and 
purpose buying an aeroplane of their own. 

And now for our Pageant, which was really a continuation meeting 
of our last one, which was marred by a severe vainstorm. It may be 
described as a Northern Group meeting. for our very excellent friends, 
Lancashire and Newcastle, turned up in force, and the honours were 
evenly divided to everyone’s satisfaction. 

The first competition was Event No. 2, won by the ga lant Dr. 
Dixon, of Newcastle, with Mr. Lax, of Yorkshire, a very good secon. 

In the Open Handicap the Blackburn Bluebird won in a canicr, 
with Mrs. Eliott Lynn second and Mr. Dudley Watt third. One 
must here record one’s sympathy with Mrs. Eliott Lynn in the 
damage caused to her machine in a forced landing. 

Yorkshire scored a good win in the Message Dropping Competition 
by Mr. Reg W. Kenworthy. 

The trophy presentcd by Captain W. E. Gladstone for the Iandiny 
Competition, open to Club-trained members, was won by. Mr. Lacayo, 
of Lancashire, who finished dead on the mark. 

The evening and night, and in some cases the early hours of the 
next day, passed in usual pageant fashion. 

The Midland Aero Club. 

Report for week ending Oct. 2. 

Total flying time 10 hrs. 38 mins. 

The following members were given flying instruction:—E. R. 
King, J. Brinton, H. Beamish. 

The following ‘‘A” pilots made solo flights:--H. Willis, W. Swann, 
R. I. Jackson, -C, &. Knox, EF. J. Brighton: 

During the week E. R. King and J. Brinton made their first 
solo flights, which in each case were satisfactorily done. 

Mr. Willis had a forced landing on the Austin Whippet on 
Sunday, but despite the small size of the field in which he landed 
no damage whatever was done. 

The Hampshire Aeroplane Club. 

Revort for week ending Sept. 23. 

Total flying time 23 hrs. 20 mins. Instruction flying 18 hrs. 45 mins. 
Passenger flying 2 hrs. 45 mins. Solo flying 1 hr. 4o mins. 

The following members. had instruction :—Messrs: Fry 3 hrs. 40 mins., 
Shepherd «z hrs. 25 mins., Heathcote 1 hr. 15 mins., Rumble r hr. 
1o mins., Nicholson rz hr. ro mins., Dobson 1 hr. Keeping 55 mins., 
Bowen 45 imins., Miss Home 45 mins., Messrs. Malony 4o mins., 
Fowler 30 mins., Dunning 20 mins., Bound zo mins., Bishop 20 mins., 
Courtney 20 mins., Dickson 20 mins., Sommer 20 mins., Perfect 20 
mins., Westbrook 20 mins, Kerry 15 mins. Stokes:+15 mins., South- 
cliffe 25 mins., Cooper 20 mins., Burry ro mins., Wing Cdr. Wyllie 
25 mins., Lt. Musselwhite ro mins. 

The following members flew solo :—Messrs. K. L. P. Bowen 4o mins., 
O. E. Simmonds 25. mins., Lt Musselwhite 30 mins., and. Wing Cdr, 
Wyllie 5 mins. 

On ‘Tuesday last several members of the Club who. hold commissions 
in the R.A.F. left Southampton in the troopship Assaye for the East, 
and the ship was escorted down Southampton Water by a flight cf 
Fairey Foxes and some III.Ds and one »2f the Club Moths flown by 
Mr. Thomson. 

The passenger in the Moth was Mrs. Boothman, whose husband 
was on board the Assaye, and as Mr. Thomson flew round the ship 
lie received a rousing cheer from all on board. 

Report for week ending Sept. 30. 

Total flying time «14 hrs. 36 mins. 

Instruction flying 1 hrs. Passenger flying 1 hr. 46 mins. Solo 
flying 1 hr. 50 mins. 

The following members received instruction:—Miss Home 2 hrs. 
35. mins., Messrs. Perfect 70 mins., Dobson 45 mins., Shepherd 55 
mins., Rumble ao mins., Bishop 35 mins., Stokes 35 mins., Maloney 
30 mins., Southcliffe 25 mins, Rodger 25 mius., Everett 25 mins., 
Courtney 20 mins., Dunning 20 mins., Chadwick 20 mins., Westbrook 
18 mins., Fry 15 mius., Nicholson 15 mins., Bound 5 mins. 

The following members received passenger flights:—Mrs. Dick, 
Master Waite, Mr Laver, Mr. Hales, Mr. Key, Mrs. Fry, Lady Snagg. 
_The following members flew solo:—Mr. O. E. Simmonds 45 mins., 
Flg. Off. Clarkson 12 mins., Mr. K. R. I.. Bowen zo mins., Mr. Fry 
20 mins. 


FRENCH AIRCRAFT FOR GREECE. 

A Reuter message from Athens in The Times of Sept. 18 
states :— 

The Commission appointed to study the needs of Greek aviation has 
placed an order for 25 aeroplanes with the Morane-Saulnier factory 
at Puteaux, France. The order has been placed abroad, as it is 
considered that the English Blackburn works at Phaleron are not yet 
in a position to supply all the country’s requirements in the matter 
of aviation. 

[Opinions differ. There is no doubt that the Greek Naval 
Aircraft Factory which has been organised and is being run 
by the Blackburn Co. will soon be in a state to supply all 
the aeroplanes which the Greek Services can possibly use. 
And, incidentally, the factory is Government property, it is 
not ‘‘the English Blackburn works.’’—c. G. G.] 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WHER. 

Trips per Day. —Monday, 15; Tuesday, 13; Wednesday, 15, Thursday, 
18, Friday, 16; Saturday, 13; Sunday, 5. 
IMPFRIAL AIRWA*S LTD. ¢ 

london—Paris—Zurich ; London—Ostend—Brussels—Colog ne ; London 

—Rotterdam-—Amsterdam—Berlin : Machines 45, pasS€m@eers 37%, 

freight. 19 tons. 
AIR UNION: 

Paris—-London: Machines 30, passengers 98, freight 12 tons. 
Gs Dn Oe 

Amsterdam—RotterdJam—London: Machines 12, passengers 47, freight 

23 tons 
SABENA : 

Machines 0, passengers 0. 
DEUTSCHE J,UFTHANSA AG. : 

Berlin--London: Machines 0, passengers 0. 
PRIVATE : 

Machines 4, passengers 2c. 

Total number of trips by British Machines, 51, carrying 375 Dpas- 
sengers. Foreign Machines, 44, carrying 161 passengers. 
Comparative Figures: 

Week ending Oct. 3: 

Machines, 95; Passengers, 536; Crews, 125; Total personel, 661 
Corresponding week, 1925 ° 

Machines, 94; Passengers, 381; Crews, 122; Total personnel, 503. 
Corresponding week, 1924: 

Machines, 113; Passengers, 484; Crews, 142, Total personnel, 626. 
Corresponding week, 1923: 

Machines, 79; Passengers, 238; Crews, to8; Total rersonnel, 346 
Corresponding week, 1922. 

Machines, g8; Passengers; 330; Crews, 159; Total personnel, a 
Corresponding week, 1921. 

Macnines, 75; Passengers, 227; Crews, of! Total personnel, 325. 
Corresponding week, 1920 

Machines, 131; Passengers, 222;-Crews, 152} Total personnel, 274 


Croydon Notes. 

The Passenger traffic continues to-be extremely heavy for 
the time of the year, especially on the Paris route. It 1s 
to be hoped that the accident to the French Bleriot at Hilden- 
borough will not cause any serious slackening of passenger- 
booking. 

Shortly after midday on Wednesday Croydon was startled 
by a curious apparition, This proved to be a Caproni 73 
which had left Italy a night or two before and found that it 
really was Wednesday over here. The pilot was Colonel 
Falchi and the passengers were the hosts at the Junch 
given by Mr. Clifford B. Harmon for the International League 
of Aviators. The machine flew back on Thursday. 


intervals between exposures. 
9! ins.x 74 ins. (18x24 cm.) 
—up to 100 can be made on 
one 75 ft. roll of Eastman 
Daylight Loading Film. The 
film is held flat by the constant 
suction caused by the Venturi 
tube. Shutter speeds can be. 
varied at will from 1/90 to 


1 /310th of asecond. Fitted with 
either 12in, or 20 in. £4.5 lens. 


Eastman Aero Camera 
Model K1 


for Topographical Work 


The Eastman Aero Camera (Model Kl1) is entirely automatic 
in action. Driving power is provided by a wind motor containing 
a rotary paddle wheel, with a lever control, which also regulates 
Any number of exposures—size 


Further particulars post free on application to 


Kodak Limited, Kingsway, London, W.C. 2 


There was a certain amount of activity in connection with 
the arrival-of Mr. Cobham, about which some paragraphs 
have appeared in the daily press. The Daily Mail and The 
Daily Sketch hired the Hampstead and Mr. O. P. Jones to 
go to Paris to fetch photographs of Mr., Cobham’s arrival 
there. The Daily Mirror hired..Mr. Dudley Travers and his 
D.H.9 to go to Paris and photograph~ Mr. Cobham’s start on 
Friday morning and to photograph him in various attitudes 
on his way across. Why they should want to go to all this 
expense one does not know, but they did. 

Apparently there is’ desperate rivalry between The Daily 
Mail and The Daily Sketch on the one hand and The Daiy 
Mirror. on the other, which is amusing, because they are all 
owned by the Lord Rothermere. 

The Daily Mail and Sketch were afraid that The Daily 
Mirror would try and smuggle photographs onto their Hamp- 
stead, and so the most elaborate searches of both pilot and 
machine were made by Daily Mail henchmen at Le Bourgét 
and Croydon without result. 

While on the subject of The Daily Mirror, it seems that 
that paper has been guilty of a most unpatriotic action. Pip, 
Squeak and Wilfred are to start this week on a flight round 
the World and Uncle Dick has arranged for them to go in 
a French aeroplane, with a French pilot, M. Bonbonniére. 
Surely for reasons of safety and patriotism, they should 
travel by a British machine. 

Apparently Uncle Dick is one of those persons who still 
labour under the delusion that the French are the leading 
aviators of the World. 

It may be recalled that when Mr. MacMillan, Major Wil- 
fred T. Blake and Col. Broome made an unsuccessful attempt 
to fly round the World some years ago, their adventures were 
chronicled and depicted in THE AEROPLANE at the time, as 
the ‘‘ Adventures of Mac, Broome, and Wilfred.” At the 
Wakefield lunch on Monday Major. Blake seemed highly 
amused when one informed him that the real pets were now 
to attempt the flight.—c. D. \ 


THE AIR UNION ACCIDENT. 

On Saturday afternoon, a Bleriot 155 (four Renaults) 
piloted by M. Mallet with a mechanic and five British pas- 
sengers, caught fire in the air while flying over Tonbridg? 
en route for Croydon. The machine was practically destroye 
in the air and fell into a field near Hildenborough station 
and everyone on board was killed, 

There are many theories as to hew the fire_occurred, and 
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TUNGSTONE’S SECRET— | 
Uses only Pure Lead. Machine Pasted Plates. i 
No Separators. Va 
i 
OFFICIAL TEST CERTIFICATES EXPLAINED. 
AMP. HOUR EFFICIENCY 
is the amount of Electrical Current given out by any Battery in proportion to 
the amount put im by the Dynamo. 
For example, the very high and exceptional efficiency figures of the Amp. hour |prw 
Electrical Current put into any Tungstone Starter or Wireless Battery by the ies] 
Car Dynamo, or bench charged, is efficiently and economically Stored by the ae 
Pure Lead Plates (used only by Tungstone), and 96% is available for the onal 
future needs of Self Starter, Lights, Ignition or Wireless purposes, ies = 
If the Car Dynamo is not constantly and fully charging the Tungstone Battery up 
you are losing these high efficiency results which Tungstone is capable of co 
receiving and maintaining and which are considerably more in Volume than any ue 
competing present day Battery. . 


WATT HOUR EFFICIENCY ee 


is the stored amount of Electrical Energy or Power given out as demanded Shah || 

in proportion to the amount put in by the Dynamo. The Watt Hour efficiency r 

at 88% is exceptionally high and in proportion to Amp. Hour is an equally 
remarkable result. 


.3 54.3 
aa ees 


Sent post free, Copy of the Original British Government Test 
Certificate with “ Unique Booklet of the Battery Trade” Inaugurating 
Revolutionary Methods favourable to Users. For the first time in 
the World’s History of Accumulator Manufacture, Tungstone as the 
result of its original | Design and Manufacture on Standardised, 
Interchangeable and Accessible principles can issue a definite Priced 
Parts List. of all its Component Parts and Plates for fitting in any 
Tungstone Battery by unskilled labour. No other Accumulator maker 
in the World has ever issued a complete Parts List for Battery Owners. 
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OFFICIAL TESTS CREATE A WORLD'S RECORD. 


; ' T.M.74 
TUNGSTONE ACCUMULATOR CO., LTD., St. Bride’s House, Salisbury Sq,, London, E.C.4 
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there is to be an official inquiry. The Bleriot 155 is fitted 
with ripping panels to the petrol tanks, and it seems possible 


that the sudden spreading of the fire was due to the pilot ° 
ripping the tanks when a fire had already started in one of VW onderful Flying ‘Round 


the engines. 


The following telegram of condolence has been sent by 
Sir Samuel Hoare, Secretary of State for Air, to the Air the Wy orld 
Union :— 
Deeply grieved to learn of most regrettable accident to one of your b * ‘ 
machines on Saturday. lease convey expression of my profound "y 
sympathy to relatives of victims. Bik eam 
a b A 

Mr. Alan Cobham vAGec 

bi i whose machine @SdX U4 

eh | PERSONAL NOTICES. was fitted with ~s ot 

¢ i ; MARRIAGES. cr +: 

fi H ih KENNARD—TRAVERS.--On Sept. 30, at the Church of St. Michacl ® 

ey ii t and All Saints’, Paddington, Edmund Kennard to Wilda Nancy, widow ae u In 
se of Wing Cdr. J. L. Travers, R.A.F. 

; | OMMANNEY—WILLIAMS.—On Oct. 2, at St. Tuke’s, Redcliffe —The Safety Link between Tank and Carburetter— 
iP } Square, Montagu Douglas Ommanney, R.A.F., second son of D. G. 

13 i Ommanney, Fsq., D.I.G., Indian Police, Karachi, to Phyllis, daughter LONDON to BURMA 

Oa of the late Mr. and Mrs. S. Williams. 

sain |e 

Pal t TODD—-LITTI.B.—At Benwell, on Sept. 30, Norman Storey (New 39 39 SOUTH AFRICA 

Pile i castle Aero Club and late R.A.F.), second son of Mr. and Mrs. Thos. 

Piulh i Todd, of Newcastle, to Jemima, youngest daughter of the late Mr 33 39 AUSTRALIA 

itd i and Mrs. ‘hos. J.ittle, of Newcastle. and BACK. 

f i VOSPER—LIDDELOW.—In August, quietly, in Qondon, Fit. Lt. 

il Roy A. Vosper, R.A.F., to Kathleen Iris Liddelow, youngest daughter “ 4 ” : : . : . 
i of Mr. and Mrs. Liddelow, of Errol Park, Trinidad, B.W.I. PETRO-FLEX 3s 4 Light, Flexible Pipe Line 
rae which is impervious to the action of Petrol, 
a BIRTHS. B i i i 
Lah : ; enzol or Oil, and is entirely unaftecte 

i ALCHIN.—On Sept. 28, to Sylvia (née Wrensted), wife of Gordon 2 C : 7 e ected 
Alchin (late R.A.F.), of the Middle Temple—a daughter. by excessive vibration. 
COMPSTON.—On Sept. 29, to Nina, wife of Robert John Orton BOOKLET & PRICES ON REQU T 
Compston, D.S.C., D.F.C. (late R.A.F.), of St. John’s Avenue, ‘Thorner, QUEST. 


Teeds—a son. — 
HAVERS.—On Oct. 2, at Coombe Lodge, Ascot, to Sq. I.dr. and Mrs. 
. Havers—the gift of a son. HOBDELL WAY & Co Ltd 
? bt | mo, 


BK. W 
Tondon, to Carrie, 
45, Church St., Minories, London, E.1. 


MAXWELI,.—On, Sept. 27, at 2, York errace, Lor 
fe of Major Gerald Constable Maxwell, M.C., D.F.C:, A.F.C.—a son. 


SULLOCK.—At Rose Mount, Oxton, Birkenhead, to Irene (née Small- a) 
4OC ’ “ sae elephanes : Tel : 
wood), wife of Edward A. Sullock, A.F.C., R.A.F.—a daughter. Royal 8022 (4 lines). “ Habcale Kid: | codon ” 
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Surely the Ideal in Tubular 
Components for Aircraft. 


Yes, but there are other important points, such as 

A definite standard (and the highest, at that) 
in chemical analysis and physical structure of 
the Tube Material. 

Accuracy of manipulation that eliminates all 
trouble in assembly. 

An unlimited range of manipulation that adapts 
itself to all requirements—plus prompt deliveries. 


OF WELDLESS STEEL TUBING 
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ON A FEW PRACTICAL POINTS. 


Having progressed from the parish politics of light aero- 
planes to Imperial air ways, and from Imperial air ways to 
the consideration of an International League of Aviators, 
during the past three weeks, not to mention the return of 
“ London’s Own Airman,’’ one proposes for a change to dis- 
cuss a few little practical points which may be of interest 
to people who merely fly and are not particularly interested 
in politics of any kind or in the boosting of any particular 
flight. There are lots of things about aeroplanes which need 
improving before flying becomes safe and comfortable. Some 
of them will have been discussed at the Inaugural Meeting 
of the Institution of Aeronautical Engineers before these 
notes appear in print, for Mr. Bramson is to read a Paper 
on “ Unsolved Aeronautical Problems ”’ on the Tuesday night 
on which this issue of THR AEROPLANE goes to Press. And 
Colonel the Master of Sempill read on Friday night at the 
Inaugural Meeting of the Royal Aeronautical Society a Paper 
on “‘ Fuel Problems,’’ which matter concerns the safety and 
comfort of flying. 

30th these distinguished aviators have concerned them- 
selves with problems of much greater magnitude than thos: 
to which one desires to direct the attention of one’s 
readers. Yet the solution of the simple problems which one 
will now proceed to discuss would go a long way towards 
making flying popular, and so would help to put money in 
all our pockets. 

NOISE. 

Apart from the danger of flying, undoubtedly one of the 
things which puts people off travelling by air is the amount 
of noise which an aeroplane makes. 

Noise is a thing about which probably less is understood 
than almost anything else in this World which is of equal 
importance. Those scientists who pride themselves on know- 


ing something about the Science of Acoustics are if anything 
more ignorant on practical matters to do with their own 
science than are scientists of any other species. And 
that 1s saying a great deal 

As usual the practical men know the most. The people 
who build the H.M.V. Gramophones know a lot more than do 
the scientists who try to cure the echo in the Albert Hall. 

Certain facts are known about noise, using the word noise 
in its widest sense as did the humorist who defined music 
as the most expensive form of noise. 

For example, anybody who lives in a top-floor flat knows 
that the sound of a dog barking or of a boy whistling will 
penetrate all over the place even though the street may be 
full of motor-’buses in full blast at the same time, while on 
the ground floor the noise of motor-’buses will drown every- 
thing, and the whistling and barking will be unheard. And 
fifty years ago balloonists reported that at a height of some 
thousands of feet over a big city they could hear whistling 
aud barking though they could not hear the rumble of traffic 

Anybody who drives one car habitually, and presumably 
anybody who drives ote aeroplane habitually, can not only 
hear but can locate the direction of quite a small noise in the 
engine or in the machine in spite of the regular roar of the 
engine. People know these things, but none of the acousti 
scientists have explained them. 

Some people have schemes which work for insulating noise 
For example, some telephone boxes are almost sound-proot 
And one is told that the cabin of the new D.H.66, which con- 
sists practically of a wooden box inside a steel tube fuselage 
the outside of which is covered by fabric in the ordinary Way, 
so that there is a space of dead air in between the wood and 
the fabric, is almost quiet. At any rate, it is said that with 
the three Bristol Jupiter engines going full power, it is 


LANCASHIRE ENTERPRISE.—A snapshot of a corner of the Woodford Aerodrome during the Lancashire Aero 
Club’s Display-on Sept. 26, 
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not only possible to carry on a conversation comfortably in 
the cabin but it is actually possible to make oneself heard 
from one end of the cabin to the other by shouting., So 
evidently there is a good deal to be said for insulation as a 
means of producing peace and quietness for the passengers 
of an aeroplane. But mere insulation does not abolish the 
noise. 
SILENCING AKROPLANES. 

Every now and then paragraphs appear in the Press an- 
nouncing as a great’ discovery that somebody has invented 
a silencer which will abolish the noise of aero-engines and 
so make aeroplanes so quiet that not only will the passen- 
gers be relieved from the noise, but the machine will be 
unheard from the ground—which would be a distinct advan- 
tage, either in peace or war, but especially in war. 

Now there is no more difficulty actually in making an aero- 
plane engine silent, so far as exhaust noises are concerned, 
than there is in making a motor-car engine silent. Quite a 
number of different inventors of silencers have proved con- 
clusively that their silencers do not decrease the power of 
an engine, and some have proved that on certain car engines 
the power has actually been increased by fitting a silencer. 

The only objection to silencers on aeroplanes is the extra 
weight. And for ordinary commercial machines the advan- 
tage of having a quiet engine compensates for a slight loss 
of load. 

SLIPSTREAM NOISE. 

As a matter of fact one does not believe that the noise of 
the engine exhaust has a great deal to do with the noise in 
the cabin of the machine itself. The exhaust is probably the 
noise which is most heard by people on the ground, because 
it is probably of a quality which travels furthest or fastest 
through the air. But one is fairly sure that what makes 
most of the noise in the machine itself is the slipstream 
from the airscrews banging against obstacles, such as the 
leading edges of the wings and the slab sides of the body in 
single-engined tractor machines, and against the struts and 
the engine mountings and the surfaces of the planes in twin- 
engined machines. 

You cannot take a huge cylinder of air travelling at high 
speed and revolving at the same time and break it in a dozen 
places without the air setting up a song about it. 

One has been told by a designer whose opinions on practi- 
cal points have generally proved to be correct that the slip- 
stream on an ordinary two-seater at about 120 miles an hour 
inakes something over one complete turn in the length of the 
fuselage. If that be so it means that every flat surface on the 
machine within the radius of the airscrew gets a pretty good 
jolt from each blade of the screw at each revolution. 

All the struts and all the surfaces of the machine are stream- 
lined for a straight fore-and-aft stream. Consequently they 
present beautifully flat, unstreamlined surfaces to a rotating 
stream. 

ENGINE NOISE. 

Also a good deal of the noise comes from the vibration of 
the engine itself. “If you put an engine on a solid steel test- 
bed in a workshop and fit it with the most perfect possible 
silencers, it still makes a considerable row inside the 
shop itself. And when you put that engine on a 
flexible mounting in the middle of that palpitating jelly 
which we call an aeroplane it is naturally going to make a lot 
more noise, at any rate for the people sitting inside the afore- 
said jeily. 

For the same reason the internal noises, in the engine, 
such as the slap of the valves and the grinding of gears, 
is enormously exaggerated when transmitted from the engine- 
hearers into the body structure. 
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DRUMMING. 

The whole problem is very like the problem of “drumming” 
in motor-car bodies. ‘There are certain cars which with cer- 
tain closed bodies and even certain types of hoods, drum 
horribly. Quite a slight alteration in the shape of the body 
or the hood will sometimes stop the drumming, and the same 
car may not drum with a body of a different shape, and the 
same body may not drum on a different chassis. 

There are certain taxis on the London streets which have 
one particular engine speed, which happens to be their best 
travelling speed, at which the drumming is guaranteed to 
reduce the inntates to an unconscious pulp if maintained 
for about a quarter of an hour. Even in a run of about two 
or three minutes along an open stretch like the Thames Em- 
bankment one begins to feel the effect of it. And the curious 
thing about it is that it is not unpleasant—in fact it is rather 
the contrary, something like an aneesthetic. 

Apparentiy a lot of this problem of silencing aeroplanes is 
connected with drumming rather than with actual exhaust 
noises, and much of it is actually a question of syntonic yibra- 
tion. : 

One noticed some time ago that the all-metal Dornier 
Komet, although it drums to a certain extent, is actually 
quieter than some of our machines with fabric sides. ~And’ 
curiously enough, although the machine is made completely 
of metal, the sounds from the engine are much less metallic 
than they are in some wooden iachines. 

INSIDE AND OUTSIDE NOISE. 

Another thing to remember is that the noise of an aero- 
plane inside the cabin is completely divorced from the noise 
of the aeroplane in the air when heard from the ground. 

An aeroplane with long exhaust-pipes all along the fuse- 
lage such as the D.H.50 or the D.H.34 seems very quiet when 
one hears it from the ground and the machine is at a height 
of 2,000 or 3,000 feet. But as the pipes are attached to the 
longerons of the fuselage they themselves must cause a cer- 
tain amount of drumming inside the fuselage. 

If the exhausts were taken up a short chimney over the 
top of the upper plane as they used to be in certain German 
war machines that exhaust might make a terrible row when 
heard from the ground and yet diminish the amount of noise 
heard in the cabin. But on the other hand the slipstream of 
the airscrew hitting a large streamlined exhaust pipe on the 
side might cause increased vibration inside the machine and 
so cause more noise, though of a different kind. 

Taking the problem all round one believes that most of 
the noise which is so objectionable inside the cabin of an 
aeroplane does come from the rotating slipstream slapping 
against the surfaces of struts and planes and fuselages. The 
cure for this seems to be to abolish tractor screws and to use 
pushers, the slipstreams of which do not hit anything. 

‘THE PUSHER PROBLEM. 

That again introduces fresh problems. Unless the screws 
are going to be driven by enormously long shafts it means 
that the engines have got to be mounted on the back spars 
of the wings. And to balance them the cabin and passengers 
and goods have got to be further forward, thus splitting up 
the weights and increasing the longitudinal moment of in- 
ertia of the machine whereas at present the weights are pretty 
well massed along the thwartships line of the centre of pres- 
sure—or transverse axis, aS our pseudo-scientists call it. 

If ever we reach the stage of having the central engine-room, 
so beloved by sensational journalists who design mamunoth air 
liners in their imagination, and if we can produce a light and 
efficient indirect drive, then we can have our airscrews be- 
hind the trailing edges of the wings driven by shafts from 
the central engine-room. [ut one fears that many years will 


A BIG NOISE.—The unfortunate Sikorski biplane, which in spite of having three French-built Jupiter engines, 
abolished itself before leaving the ground when starting to fly the Atlantic. 
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It looks like a nice easy way of doing away with the after 
part of the hull of the flying boat which is really only there 
to carry the tail. ‘The wing-tip rudders of the pterodactyl 
might, one imagines, be made comparatively easily into 
wing-tip floats so that the boat would have an absolute three- 
point suspension on the water. 

One has an instinctive dislike of back-swept wings. They 
always appear to one as inevitably setting up awkward twist- 
ing strains in their own spars and internal structure. But 
apparently they stand up to the work, so presumably they 
are good enough. But they must surely be a good deal 
heavier than wings with parallel spars. 

STARTING DEVICES. 

Another of the little problems which we do not seem to 
have tackled seriously in this country is that of starting 
mechanisms for an aeroplane. 

The Hucks-Ford starter is a boon and a blessing to Ser- 
vice and civilian mechanics who have torn their muscles and 
their internal economies to pieces swinging the airscrews of 
hig engines. And even in the recent Light Aeroplane Com- 
petitions some people got rather tired of swinging small 
engines. 

Incidentally some people seem to have missed the delight- 
ful story of that official of the Royal Aero Club who, when 
he was asked whether a Hucks-Ford starter might be used 
hy a certain machine in the Competition, replied that cer- 
tainly it could be used if it were carried in the machine 
throughout the Competition. 

But, useful as the Hucks-l‘ord starter is on an aerodrome, 


pass before anybody produces a system of drive light and 
efficient enough to pay for itself. 5 

Anvhow, if we are ever going to have quiet aeroplanes, we 
have got to get away from the tractor airscrew. And when 
we do that we shall probably find that our machines are very 
much more efficient, for we must waste an enormous amount 
of power in splitting up the slipstream all over the machine 
as we do. 

Noise is only produced by expenditure of power, and though 
of course noise can be stifled or choked or muffled so that 
people’ imagine it does not exist, whenever noise does exist 
it means that power is being wasted in producing it. That 
is to say, an airscrew which was 100 per cent. efficient and 
was allowed to operate free of all obstacles would be abso- 
lutely noiseless. 
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A PLACE FOR PROPELLORS. : 

One way of getting over the propellor-screw problem is sug- 
gested bv the shape of the Hill Tail-less Pterodactyl. In that 
machine the right place for the engine evidently is at the 
hack of the body, which becomes a “ nacelle,’ as in the pre- 
war pusher types, instead of a ‘ fuselage.” For the matter 
of that in these days we might justas well call either type 
of bodywork simply a ‘‘ body,”? now that we have got away 
from the idea that the French are before all other nations in 
the design and use of aircraft. ; ae 

If it be permissible in the eyes of our Airworthiness Officials 
to put the engine at the back of the body ina pterodactyl 
and to have the airscrew whirling round between the wings 
in such a position that if it bursts it has a very good chance 
of chopping one or other or both of the wings to pieces, then 
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it ought to be equally permissible in any big machine, such 
as the Argosy or the D.H.66, which has a big gap between 
the wings, to mount the engine between the spars and to 
have the airscrews revolving just behind the rear spar and 
actually between the upper and lower trailing edges, which 
would not interfere with the slipstream because the said 
trailing edges would be above and below it. 

The third engine might then be mounted above the centre 
cection of the upper plane. ‘That is to say, much as the third 
engine is mounted on the top of Mr. Koolhoyen’s three- 
engined F.K.33. : t, 

Or something might be done in the way of a twin-bodied 
machine like the cld war-time German “ two-tails.” In such 
a machine three engines might be arranged one between the 
two bodies and one on each side, all three of them being be- 
tween the upper end lower trailing edges. : 

After all, there is very little extra risk in putting the air- 
serews between the trailing edges, for even a tractor screw 
if it bursts may boomerang back and cut into a leading edge 
or a front spar, as one did on one of the Imperial Airways 
machines some few months ago, happily without causing an 
accident. And as the airworthiness people at the Air 
Ministry will pass the pterodactyl as airworthy with the screw 
revolving between the wings, they could not very well ‘re- 
fuse to pass a machine with the screws between the trailing 
edges. 

A Ust FOR THE PTERODACTYL. 

Personally, so far as the pterodactyl is concerned, one still 
has to be convinced that it does anything which cannot be 
done by an aeroplane of normal shape, or that it has any 
particular advantage over an aeroplane of normal shape. But 
where it does seem to have possibilities is as a flying-boat. 


we really do need something which lives inside the machine 
itself. Tlectric starters are a great deal too heavy, com- 
pressed air starters generally run out of compressed air he- 
fore they start the engine, and though the Bristol gas starter 
is a very efficacious little engine it is not altogether good to 
have an engine running inside the body of an aeroplane. 
And, besides, it weighs quite a good deal. 

The Americans have got a very nice thing which they eall 
an inertia starter. And so far as one can discover it has 
never heen used in this country. 

Roughly, it consists of a very light fly-wheel of rather 
large diameter which is driven through a very much geared- 
up handle. ‘The man who is going to start the engine turns 
the handle very slowly, which is all he is able to do, for the 
action is very much like starting up a cream separator. Then, 
as the flywheel sets going, he is able to wind faster and faster 
till the flywheel is running at some tens of thousands of reyo- 
lutions a minute and has an enormous amount of energy 
stored up in it. 

When he thinks that it is going fast enough he releases a 
friction clutch which engages the flywheel to the engine shaft. 
One gathers that about two minutes’ hard but steady wind- 
ing will fetch a Liberty or Curtiss engine round about half- 
a-dozen turns, which is a considerable improvement on yank- 
ing at an airscrew blade with one’s hands. 

Apparently these impulse starters can either be fitted in- 
side the cowling of the machine as an integral part of the 
machine or can be used outside it on a kind of hand trolley. 

One presents these few points to people who are interested 
in the practical side of aviation and hopes that they may 
provide subject for discussion and possibly lead to practical 
results.—C. G. G. 
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THE INAUGURAL MEETING OF THE ROYAL 
AERONAUTICAL SOCIETY. 

The 1926-27 season of the Royal Aeronautical Society was 
inaugurated on Oct. 7 by Col. The Master of Sempill, A.F.C., 
the new Chairman of the Society, at the rooms of the Royal 
Society of Arts, when he read a paper entitled ‘‘ Aero-engine 
Fuels of ‘'o-day and To-morrow.” The title suggests prophecy, 
hut, although the needs of the future are kept in sight 
throughout, the paper is in essence a singularly comprehen- 
sive account of the fuels of to-day—their origin, methods of 
production, and qualities. 

To those who regard petrol as merely a curiously-scented 
fluid which may or may not suit their particular engine and 
carburettor conditions, according to its particular label, the 
paper will give a very much mare extended idea of how com- 
plex a mystery petrol really is, and how many differing 
qualities go to make up its suitability for particular conditions. 

In addition to fuels proper, Col. Sempill gave same account 
of the curious compounds (tetra-ethyl-lead, and so forth) 
known as ‘‘ dopes.”’ 

‘The paper is long, and thoroughly interesting, and all those 
who are in the least interested in petrol engines will find it 
worth reading, when published in the Journal of the Society. 

The second lecture of the season will be held on Oct. 21 
at 6.30 p.m., at the Royal Society of Arts, 18, John Street, 
Adelphi, W.C.2, when Mr. W. R. D. Jones, M.Sc., will read 
a paper entitled ‘‘ Notes on Magnesium and Some of its 
Alloys.’’? Col. the Master of Sempill will take the Chair. 


MILITARY EDUCATION. 


The first of the series of lectures entitled ‘‘ Ten Years Ago,” 
by Major W. E. de B. Whittaker, dealing with the military 
operations of 1916 was given at King’s College on Oct. 11. 

Major Whittaker gave an outline of the various phases of 
war which led up to the British offensive on the Somme and 
described the intensive preparations which were carried ont 
during the six months which preceded the operations. 

He pointed out the grave results which arose from sacri- 
ficing the demands of the Royal Engineers for transport of 
road metal to the demands of the Artillery for transport of 
ammunition. When the ammunition arrived at the railhead 
the roads thence to the front line were impassable except for 
pack transport. And one horse could only carry two rounds 
of field-gun ammunition so bad was the going. 

In his description of the actual battle on a fifteen-mile front 
on July 1, Major Whittaker laid particular stress on the 
numerical superiority of the British forces over their 
opponents. On one sector alone two German battalions were 
opposed by four British Brigades. 

In reply to a number of inquiries which have reached the 
office of TH AEROPLANE, no tickets are required for these 
lectures, which begin at 17.30 hrs. 

The second lecture, which will deal with the first use. of 
the tanks and the effect of mechanical warfare, will be given 
on Oct. 18; and the third, which will deal with political fac- 
tors, statesmen and soldiers, and the- general depression of 
all belligerents, will be given on Oct, 25. 
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THE ROYAL 


The London Gazette. 
Oct. 5- 

GENERAL Dutirs BRANCH —Group Capt. A. B. Burdett, D.S.O., 1S 
appointed Deputy Director of Organisation, Air Ministry, vice Group 
Capt. R. P. Mills, M.C., A.F.C. (Sept. 27). 

The following Flg. Offs. are granted perm. comns. in this rank :-— 
A. A. Jones (Aug. 1); D. 8. Brookes, §. W. Colquhoun, H. I. Cozens, 
A. F. Hutton, R. O. Jones, J. B. Lynch, O: R. Pigott (Lt, Rea ars 
P. Slocombe, I,. Young (Sept. 18) i. La) Collinson s(t. e4toeessox 
Regt.) is granted a S.S. comn. as a Flg. Off. with effect from and 
with sendority of Sept. 6. 

The following Plt. Offs. are promoted to the rank of Flg. Off. :-— 
J. ¢C. C. Slater (Mar. 12); W. F. Rimmer, EF. B. C. Groner (May 15), 
BE. J Bilis, J. A. B. Inkster, G. M. E. Shaw (Aug. 6)5 V. J. Sofiano 
(Sept. Git ieatGaNOel a he kh Price: (Sent.aucns The following Plt. 
Offs. on probation are confirmed in rank (Sept. 13) :—W. I. N. Strong, 
J. Constable-Roberts, J. W Duggan, I. J. Fitch, H. P. Hudson, R. J. 
Legg, A. A. lieslie, N. McLeod, R R:. Nash, R. G. Pace; N. C 
Pleasance, N. C. Ross-Roberts, G. H. Shaw, S. R. Sherman, L. R. 
Stokes. G. A. Vi Tyson, Jf) &2 Wain, E °C. Foreman 

Flg. Off. S H. Hardy is restored to full pay from half-pay (Sept. 209) « 
Flt. Lt. F. Beaumont is placed on half-pay, Scale B, from Sept. 1 to 30 
inclusive; Flg. Off. R. D. V. Howard is transferred to the Reserve, 
Class A (Qct. =)c" BIL Ley Dy Se dillines, MCI. is) placedmionaithe 
retired list at his own request (Oct. 1). The following I4s., R.N., 
Flg. Offs., R.A *., relinquish their temp. comns. on return to Naval 
duty :—H. E. Guerrier (Sept. 28); E. A. A. Gibbon (Oct. 1). 

StoRFS BrRaNcH.-—Flg. Off. B. E. Essex is granted a perm. comn. in 
this rank with effect from Nov. 24, 1925, on completion of probationary 
service. 

The following are transferred to the Stores Branch on probation as 
Flg. Offs. with effect fron. and with seniority of Oct. 1:—FLr. Lr.— 
i, Ni. Hirst. Sere, (Orns-—Ie Ro OR, Wlarvey, VeVi War seat iced Wve 
Hustwaite, M.B.E., M. F. Tomkins, J.- W. Mitchell. HiswOte J. .C 
Daniels is transferred to the Reserve, Class C (Oct. 1). 

ACCOUNTANT BRANCH.—Plt. Off. on probation R. J. Wishlade is con- 
firmed in rank and is promoted to the rank of Flg.-Off. (Aug. ro). 
The following Fig Offs. are transferred to the Reserve, Class C: — 
J. P, A. Fulton (Oct. 1); H. Hedderwick (Oct. 1); H. C:. Roberts (Oct: 6). 

MEDICAL BRANCH.—Flg. Off.. G. J. Hanly, M.B., is granted a perm. 
comn. in this ramk (Oct. 6); Flg. Off. R. F. G. Dickson relinquishes 
his S.S comn. on account of ill-health (Sept. 22 

RESERVE OF ATR FORCE OFFICERS..—C. E. F. Sayer is granted a comn. 
in Class A.A., General Duties Branch, as a Pit. Off. on probation 
(Sept. 20). The following Plt. Offs. are confirmed in rank (Sept. 30) :— 
A. W. Lindsay, H. Wood. Flg. Off. A. E. Francis is transferred froin 
Class A to Class C (Oct. 5). The following Flt. Lts. are transferred 
from Class D2 tol Class Dre—J. CC. Smyth (Aten 26)5sOn Sts We 
Campion (Oct. 3). Pit. Off. C. T. G. R. Miller resigns his comn. (Oct. 5) 
The comn. of Pit. Off. on probation P. D. V Hackett is terminated on 
cessation of duty (Aug. 31). 


Appointments. 
Week ending Oct. 11. 

GENERAL DuTIES BRANCH.—Wing Commanders W. H. Primrose, D.F.C., 
to Air Ministry, for Technical Staff duties, 21/9. V. S. Brown, to 
Station H.Q., Upavon, to comsnand, 6/9 

Squadron Leader R. G. Parry, D.S.O., to R.A.F, Depot, Uxbridge, 
on transfer to Home Hstab., 1/10. 

Flight Lieutenants G. F. Smylie, D.SC., and H. I. I. Beardsworth, 
to R.A-F. Depot, Uxbridge, 12/10 A. Ke James, to’ R-A[B. Depot, 
Uxbridge, on transfer to Home Vstab., 13/10. C. J. Brockbank, M.B.E., 
to Air Ministry Directorate of Equipment, 30/9. F. M. F. West, V.C., 
M.C., and W. G. Meggitt, M.C., to Station H.Q., Upavon, 6/9. T. M. 
Williams, M.C., D.F.C., to No. 402 Flight, Mediterranean, 1/10. 
N. Comper, to M.AE.E., Felixstowe, 30/10 M. Moore, O.B.B., to 
R.A.F. Depot, Uxbridge, 25/9. O, W. de Putron, to R-A.F: Depot, 
Uxbridge, instead of to No. 99 Sqdn., as previously notified, 12/8. 

Flying Officers L. W. Beck, to R.A.F Depot, Uxbridge, on transfer 
to Home Hstab., 9/7. E. D. Cummings, D.F.C., to No. 440 Flight, 
Mediterranean, x/ro. A. Hi. J. Howlett, to No, 460° Blight; 
Mediterranean, 1/10. KE. S. Osborn, to No. 9 Sqdn., Manston, 29/10. 
A. M. Webster, to No. 1 F.T.S., Netheravon, 12/10. H. P. Morris, to 
No. 24 Saqdn., Kenley, 18/ to. KK. cB. Vernon, ito (REACE. “Depot; 
Uxbridge, 12/10. J. A. Mollinson, to R.A F. Depot, Uxbridge, on 
{(ransfer to Home Estab., 28/0. 3. HC: Wake, to R.A.B. Depot, 
Uxbridge, 5/10. G. W. R. Russell, to No. 28 Sqdn., India, 10/9. 
Pilot Officers G..P. Butcher, to No. 27 Sqdn., India, 10/9. EK. J. 
Ellis, to No. 28 Sqdn., India, 1/7. C. R. McEvoy, to Electrical aud 
Wireless School, Flowerdown, 27/9 
MEDICAL BRANCH.—Group Captain C. EF. C. 
B.Se., to H.Q., Iraq, pending disposal, 21/0. 
Flight Iieutenant R. S. Topham, M.B., D.Ph.; D-M.R.E., to R.A.V. 
Hospital, Halton, r/1z. Flight Lieutenant (Dental) T. K. Place, to 
H.Q., Egypt, 21/9 
Flying Ovficers G. S. Strachan, M.B., to Station H.Q., Bircham 
Newton, instead of to Andover, 28/8. C. W. Coffey, to Station H.Q., 
Andover, instead of to Bircham Newton, 18/9. P. H. Perkins, to No. 
58 Sadn., Worthy Down, instead of to No. 100 Sqdn., 15/9. G. J. 
Griffiths, T. W. Wilson, D. B. Smith, M.B., J. McM. Wilder, 
F. B. C. L. B. Crawford, M.B., R. J. K. Chattey, B. I.. Edwards, M.B., 
and KE. A. Aslett, to H.Q., Iraq, 21/9. J. Magner, MB, and Ey. 
Mockler, MB., to H.Q., India, 21/9. P. D. Barling, M.B., to HOF 
Egypt, 21/9. Flying Officers (Q.Mstr. Medical) F. W. Goodread, to 
Stores Depot, Iraq, 21/9. D. Breen, to Palestine General Hospital, 21/9. 

SToRES BrancH —Flight Lieutenants W. J. King, D.C.M., to No. 21 
Group H.Q., West Drayton, on transfet to Home Estab., 11/10. 
J I,undon, to Station H.\2., Upavon, 6/9. 

Flynie Cicer Law Hirst, J. Ro IR Hatvey, Te we Hustwaite, 
M. F. Tomkins, and I.. W. Park, to School of Store Accounting and 
Storekeeping, Kidbrooke, 1/10. J. W. Mitchell, to School of Store 
Accounting and Storekeeping, Kidbrooke, 30/9. Pilot Officer T,. F. 
Caunter, to No 4 Sqdn., S. Farnborough, 14/0. 


Stanford, D.S.C., M.B., 


AIR FORCE. 


ACCOUNTANT BRANCH.—Flight Lieutenants Hi. J. Gilbert, to remain at 
School of ‘T’l. (Men), Manston, instead of to A. and A.E.E., as 
previously notified, 23/9. H. Cc. KF. Ellis, to remain at A. and 
A.B.E, instead of to No. 1 School of ‘T.T. (Apprentices), as previously 
notified, 4/10. 

Flying Officers R. G. Dyer, to Central Accountant Office, Poona, 
21/9. S. C. George, to No. 2 Arm. Car Coy.; Palestine) 6/9_ ies 
Officers J. P. Cave and W. F. Quilliam, to Station H.Q., Upavon, 6; 9, 

Fatal Accidents. 

‘The Air Ministry regrets to announce that as the result of 
an accident at Kenley, Surrey, to a Grebe aeroplane of No. 
<6 Squadron, Biggin Hill, Kent, on Oct. 8, No. 312488 S.M.1 
iérik Gutzeit Haug, the pilot and sole occupant of the air- 
craft, was killed. 

The Air Ministry regrets to announce that Flg. Off. 
Philip Hedgeland Nicholls died on Oct. 5 as the result of 
injuries sustained on Oct. 1 in an accident at Peshawar, India, 
to a Bristol Fighter of No. 20 Sqdn., Peshawar. Flg. Off. 
Nicholls was the pilot of the aircraft. His passenger, No. 
347556 L-AC. George Cairns, received only slight injuries. 

The Dominion Premiers’ Visit to Croydon. 

The Secretary of State for Air.on behalf of H.M. Govern- 
ment has issued invitations to the Prime Ministers and other 
representatives of the Dominions and India and other guests 
to witness an inspection of Service and Civil aeroplanes at 
the London ‘Terminal Aerodrome, Croydon, on Saturday, Oct. 
Oe Lee) Pete 

Facilities will be provided for the Public to witness what 
one gathers will be a miniature R.A.F. Pageant. 


Air Action in Iraq: 

A Reuter message from Baghdad of Oct. 11 states :— 

It is reported that British aircraft have been in action in a 
punitive expedition against a small section of the Shammer tribe, who 
under the leadership of a iminor Sheik attacked a village in the 
Kuweit territory near the Persian Gulf. 

The Prisoners of War. 

The Baghdad correspondent of The Times in a message 
dated Oct. to states :— 

Flying Offcer F. M. Denny and Aircraftsman Hirst, Nor “40 
(Bombing) Squadron, Royal Air Force, who were captured by Shetich 
Mahmud last June, returned to the British lines: on Friday in charge 
of a strong escort of the Sheikh’s warlike Kurds. An exchange of 
prisoners hal been made in a remote -mountain village, 4o miles 
south-east of Sulaimania. 

30th =Deniuy and Tirst looked well in spite of their long intern- 
ment in the wilds of Kurdistan ‘They said that Sheikh Mahmud had 
done his best to make them comfortable; they had lived in a mud 
hut under a strong guard day and night, eating Kurdish food, chiefly 
rice, dates, and chicken, and had been allowed a daily bath aad 
exercise, Both men are cxpected to arrive at Baghdad shortly. 

Commander H. M. Denny, D.SO., R.N., Retd., the father of Flying 
Officer F. M. Denny, has received the following telegram from his 
son :—‘ Free once more. Both O.K. at Kirkuk. ‘Tell Hirst’s mother.” 
Gunnery Practice in Lincolnshire. 

The Air Ministry Notice to Airmen No. 63 of 1926 states :— 
Air gunnery and bombing practice, which takes place within the 
area and during the period detailed below, forms a danger to airt- 
craft except when flying above the minimum safety height specified. 
Ne liability for accidents arising to aircraft from the use of the range 
in this area will te admitted. No special warning signals for aic 
craft will be displayed, but the usual ilag signals will be employed at 
certain points whenever practice is in progress. 

Description and Position.—An irregular shaped area, dimensions 
approximately 5 miles by 4 miles. Situated on the coast and ex 
tending seawards, the centre of the area being approximately 13 
miles SE. of Gt. Grimsby, I,incolnshire. 

Programme of firing.—Daily, Sundays excepted, utitil Oct. 31, as 
follows :—Mordays to Fridays (inclusive) o700 to 1800 (G.M.T) 
Saturdays o700 to 120) (G.M.T.). 

Minimum Safety Height above Sea Level.—t4,ooo feet. 
Signals.—Red flags. 

Educating the Air Ministry. 

_ The Secretary of State for Air was present on Oct. 11 at the 
inaugural lecture of the courses and crafts classes for Air 
Ministry students. More than 300 members of the .Depart- 
ment have already enrolled for the classes. 

Sir Samuel Hoare said that these lectures provided one of 
the many answers to the charges often made against Civil 
Servants that they were less interested than other people in 
things happening outside their own departments. 

The R.A.F. Memorial Fund. 

I'he Report of the Secretary of the R.A.F. Memorial Fund 
for the period between July 1 and Sept. 30 shows that 189 
cases have been dealt with in the offices of the Fund and 
grants amounting to £1,959 6s. have been made to ex-members 
of the R.A.F. 

The total amount of the grants to post-war members of the 
R.A.F. is shown as £215 8s. od. 

o The Yarmouth Re-union Dinner. 

The Seventh Annual Re-Union Dinner for Officers and ex- 
Officers who have served at the Air Station, Great Yarmouth, 
will be held on the last Saturday in October (30th), at the 
Café Royal, Regent Street, London, W., at 7.30 for 8.0. 

Application for tickets (15s. 6d. each, exclusive of wine) 
should be made to G. F. H. Bloom, 17, Welbeck Street, W.1. 


Warning 
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Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. 
Designers and Ccnstructors of “MARTINSYDE” Types of Aircraft. 
Designers and Constructors of ‘‘CIRRUS” Aero Engines. 

120/140 h.p. “AIRDISCO” Aero Engines. 

300/330 h.p. ““NIMBUS” Aero Engines. 


THE 300/330 hp. A.D.C. 


“NIMBUS” 


AERO ENGINE 


BOS oR evi 


FOUR ATTRACTIVE FEATURES. 


{prramena ROD 
e e id So 
1. Lightest Engine per h.p. of its Type. od 
2. Exceptionally Low Petrol C ati =z 
xceptionally Low Fetrol Consumption. ime 
3. Installation Interchangeable with “Puma.” Css 
300/330 h.p. A.D.C. ‘‘ NIMBUS.” 4. Small Frontal Area. “2 
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Ste 9 ae os ast Seager in line, Vertical : THE AIR MINISTRY TYPE TEST. . 3 
olin a ae sue ater. : i. jeagl 
Bore ... Re iss .. 152 m/m. : ; ' cep 
Stroke... .. —.._ 190 m/m. In the ‘‘ Nimeus” is presented an engine at 
Normal r.p.m._... .. 1,450. : b h hi . ly a 
Maximum r.p.m. .. 1,600. 3 of (approx. ) 2 l S. per -Pp-, whic not Roly hai ae 
Normal b.h.p. ~- 305 at 1,450 r.p.m. : inherits the fundamental simplicity and reliabil- rele 
Maximum b.h.p. ... 335 at 1,600 r.p.m. : : ms : 5 - : b “dee 
Petrol Consumption at .53 pts. per h.p. hour. : ity of the six-cylinder In line engine, ut a 
i 2 ree es : achieves the result without resorting to a gear ree 
i onmsumption... 4 Pts. per h.p. hour. ; f 5 5 ° a ae 
Compression Retio ... 5.4: 1. : reduction and its attendant complications, or ee 
a te conning 670 Ibi) 10 Ite. : to an unduly high airscrew speed and its con- tae 
ani Water. sequent effects upon airscrew efficiency. 
Weight perh.p.as above 2 Ibs. (approx.) : 
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For particulars apply to:— 
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REGEN TS HOUSE 
ee 89, KINGSWAY, LONDON, W.C.2. aoe 


“Airdisco, London.” 
Works and Aerodrome: CROYDON, SURREY. 
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THE DE HAVILLAND HERCULES. 


The first De Havilland three-engined aircraft, known as 
the Type 66, and officially named the Hercules, which was 
recently completed at the De Havilland Works at Stag Lane 
is an unusually interesting and important machine. If for 
no other reason, it would be of special interest because it 
has been built to comply with a stringent and detailed speci- 
fication issued by Imperial Airways Ltd. and not by the Air 
Ministry. The design is necessarily in accord with official 
requirements as to airworthiness, but in detail the D.H.66 
has been built to meet the ideas of an aircraft-operating firm 
as to what will constitute a satisfactory aeroplane for a 
specific service. 

It may fairly be said that previous British aircraft intended 
for commercial purposes have represented either. the 
designer’s idea of what such a machine should be, or his 
attempt to meet the ideas of the Air Ministry on the same 
subject. ‘This statement involves no reflection on either the 
designers or the Air Ministry, for someone had to have ideas 
and get them tried out before aircraft operators could acquire 
the experience necessary to compile his own specifications. 

CONDITIONS OF SERVICE. 

The D.H.66 is intended for service on the new Cairo— 
Karachi route, which is to be opened at the beginning of 1927. 
Conditions on that route will necessarily differ very consider- 
ably from those existing on the European lines now operated 
by Imperial Airways, and the D.H.66 cannot therefore be 
directly compared with machines already in service on the 
3ritish air lines. One noticeable difference is to be found 
in the fact that no attempt has been made in the Hercules to 
carry the greatest possible pay load. A very ample reserve 
of power and the greatest possible degree of reliability in the 
power-plant have been the objects mainly in view. 

It can easily be seen that reliability of a very high order 
is essential on this particular service. On the European ser- 
vices of Imperial Airways in the year 1925/26, 7%, or say 1 
in 15, of scheduled flights were interrupted by an involuntary 
landing. The average length of each of these scheduled 
flights was about 250 miles. Cairo to Karachi is over 2,500 
miles, or the equivalent of ro of the European flights. 

Half the European forced landings were due to weather, 
and this cause of interruption should not be encountered on 
the new service with European frequency. But, neglecting 
all weather influences, the same degree of reliability as has 
been attained in Europe would give one interruption in three 
through trips between Egypt and India, as the result of 
mechanical defects. 

A forced landing in Europe is sufficiently annoying, but a 
multitude of them on the Eastern route would ruin any pros- 
pect of the service achieving success. The service if reliable 
will save at least a week in the time taken to reach India, 
and it may reasonably be supposed that the rates which can 
be charged for mails and passengers will be considerably 
higher than can be extracted on European services, which 
afford very small opportunities for the saving of time. Under 


these circumstances a sacrifice in pay load to secure reli- 
ability is commercially economical. 
THE MACHINE. 

The D.H.66 has been designed so that it may carry fourteen 
passengers, luggage and some mails, together with fuel for 
tive hours, with three Jupiter VI engines, each of 450 h.p. 
At the beginning, however, seats for only seven passengers 
will be fitted. 

It is never possible to obtain from the De Havilland Air- 
craft Co. any statement of the expected performance of new 
aircraft. In this case they state that they believe that a 
good performance will be obtained, and it is probably not 
rash to suggest that the D.H.66 will be able to work to 
schedule with its normal full load with any two engines de- 
veloping less than their rated full power. 

Unofficially one learns that the performance of the D.H.66 
surpasses all expectations. Her speed is ten miles an hour, 
or more, above her contract speed and her climb is 200 ft. 
per minute above contract, and those figures have been 
reached with more than her normal full load. Her cruising 
speed is well over 100 m.p.hr. and her top speed is over 
125 m.p.hr. 

Starting over Watford at 2,000 ft. with only the central 
engine running the machine lost only 500 feet by the time 
it reached Stag Lane,—again with more than full load. 

Given the proved reliability of the Bristol Jupiter and the 
standard of maintenance characteristic of Imperial Airways, 
landings away from an aerodrome by a D.H.66 ought to be 
extremely rare occurrences, and the new service may be ex- 
pected to set a new standard in air line regularity and re- 
liability. 

The D.H.66 is an equal-winged biplane carrying one engine 
in the nose of the fuselage and two, one on each side, mounted 
on the lower wings. All three engines drive tractor airscrews. 

THE FUSELAGE AND CABIN. 

The fuselage main structure, rectangular in section, is 
built of steel tubes, in straight lengths, with mechanical 
joints and swaged-rod bracing throughout. Any damaged 
member can be easily removed and replaced without elaborate 
workshop facilities or any call for highly specialised labour. 

Within the steel framing is contained a timber-framed and 
plywood-walled cabin as an internal structure, and outside 
the steel frame is the usual doped fabric covering. ‘Thus, 
except at the window spaces, the whole of the passenger and 
goods space is double-walled, with an air space between the 
walls—a feature which should make for quiet and also serve 
to insulate the interior from radiant heat. 

The cabin ‘proper is some 16 ft. long and of 450 cub. ft. 
capacity and provides space for fourteen passengers. As has | 
been already mentioned, it is not proposed at first to pro- 
vide more than seven seats, and a movable partition is to 
be provided so that the cabin space not used for seats may 
be used for mails or goods. Triplex windows, one half open- 
able, are fitted on each side over the whole length of this 
cabin. 


SPECIFICATION OF THE D.H.66. 


Sy ey vthe (PRS espa eerene recy BUG eai cet) 
Ten eth iececscscdtetess: aor (18.2 m.) | 
Prete ht lee ca-acsne eres (6.3 m.) (approx.) 


Wing area a8 
Weight empty ... 9,500 lbs. (4,300 kg.) (approx.) 


Weight loaded .........+++++ 14,700 lbs. (6,670 kg.) 
Engine 7.7... Three Jupiter VI, 450 h.p. each 
Wing loading 9.6 Ibs. sq. ft. (47 kg./sq. m.) 
Power loading ....-. 10.9 lbs./h.p. (4.95 lbs. /h.p.) 


Fuel capacity 300 galls. (1,360 litres.) 


THE DE HAVILLAND 66 
(HERCULES). 


Three 450 h.p. Bristol Jupiter Mk. VI engines. 


ae eet ee oe - 
- 


« 
ed 


OcToBER 13, 1926 The Aeroplane 497 


125,000 | 


+ =. MILES. 
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As the machine will operate in tropical conditions, adequate 
ventilation of the cabin space is of the utmost importance. 
The exact arrangements to be adopted to supply fresh and, 
as far as possible, cool air will be settled after tests of a 
certain number of alternative arrangements. That tenta- 
tively fitted to the first machine includes a large air scoop 
mounted above the top of the body at the front of the cabin. 
Air from this scoop passes into a diffuser box of large 
capacity and is discharged into the cabin through a large 
area of porous fabric which should effectively prevent the 
formation of any draught. 

Behind the cabin proper, and provided with a separate 
entrance door, is a luggage compartment of approximately 
160 cub. ft. capacity. 

THE OFFICE AND ENGINES. 

Ahead of the cabin are side-by-side seats for pilot and 
navigator. The seat normally used by the pilot is on the port 
side and is on a higher level than the navigator’s seat. Com- 
plete dual control of the stick type is provided, so that the 
pilot may be relieved when necessary. 

From the cockpit, the section of the fuselage tapers rapidly 
to a small square engine plate to carry the central Jupiter 
engine. 

The central engine-plate, and those for the wing engines, 
are remarkably light, being of rivetted duralumin plate. 

The bracing behind these plates is of steel tube, and swaged 
tie-rods are run in parallel with certain of these tubes. By 
putting an initial tension into these rods all joints on the 
tubes are kept tight and the development of chatter is pre- 
vented. 

Each engine is fitted with a standard Bristol Jupiter ex- 
haust-ring and with long exhaust-pipes having closed ends 
and drilled with a large number of small holes. The exhaust- 


pipes for the wing engines pass below the lower wing and end 
at about the trailing edge. 

Those for the centre engine pass below the fuselage, and 
each is encased with an air-heater muff fitted below the cock- 
pit, which supply warmed air to the cabin when needed. 

A Bristol gas-starter is mounted on top of the fuselage just 
behind the pilot’s seat, and is equipped to start each or all 
of the engines in turn. It must be admitted that it looks 
very untidy in this position, but there are very strong prac- 
tical reasons for fitting it there. It can be used by the pilot 
without leaving his seat, which may be of great importance 
in some cases. Further, in the event of a forced landing’ lead- 
ing to a damaged undercarriage, the starter will pretty 
certainly escape damage, and it can then be used to drive the 
wireless generator, normally wind-driven, which is mounted 
alongside it. 

It will readily be understood| that in the event of such an 
accident occurring far from-an aerodrome on the near East 
route the ability to use the wireless set will be of enormous 
importance, and consequently the fitting of the starter in a 
position which renders it possible to do this is well worth the 
added drag which this arrangement must give. 

Apart from the common fuel tanks in the centre section, 
each engine is arranged as a separate power unit, with its 
own oil tanks, Bristol oil cooler and instruments. 

The central engine instruments are fitted on the dash as 
usual. 

The revolution indicator oil pressure and oil temperature 
gauges for the wing engines are mounted on the front inter- 
plane struts above each engine at about the pilot’s eye-level. 
This although not an ideal arrangement is undoubtedly the 
best that can be done until reliable engine instruments which 
indicate at a distance are developed. 


(iil 


THE D.H.66 CONTROLS.—Top, left, the raked back rudder king-posts which give a variable rudder gear ratio. 

Top, right, the sesquiplane tail unit complete. Bottom, left, the aileron control rocking shaft with the sector to 

which the aileron cables are fixed. Above this is seen the central guides for the aileron balance wires. Right, the 

tail incidence adjusting gear. The whole tail unit is attached to the fuselage by the two hinges on the tail plane 

front spar, and by the fork joint fitting on the telescopic member attached to the bottom of the tubular pyramid. ' 

Cables running round the fianged drum shorten or lengthen this member by a screw gear of normal type and rock | 
the whole tail about the upper hinges. f 
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THE WINGS. 

The wings are of normal timber construction. Spars are 
of box section with spindled spruce stringers top and bottom, 
and three-ply sides. 

Laminated spruce packing blocks are inserted at the strut 
attachment points, and the whole spar is wrapped with 
glued-on fabric tape. 


The ribs are of the normal spruce girder type. The 
leading and trailing edges are of duralumin tube. The 


drag struts are of steel tube and the drag bracing is of 
stranded steel cable. 

_ The upper wing is in three sections. The centre section 
is carried from the fuselage on four steel tube struts, and 1s 
thickened up to enclose two main petrol tanks with a total 
capacity of 300 gallons. ‘This section has a span of approxi- 
mately 23 ft. 

_IThe corresponding part of the lower wings is in two sec- 
tions, one on each side of the fuselage, and carries the wing 
engine-mountings and the undercarriage. The outer ex- 
tremities of these sections are sloped inwards and rearwards 
so that the span of the leading edge is greater than that of 
the trailing edge. 

The end rib is of very strong box construction, and a 
second rib of similar construction meets this at the back 
spar, making a rigid triangular bay over the engine space. 
In addition two steel tubes, one at the top and one at the 
bottom, join the two spars midway between these ribs, and 
on the centre-line of the undercarriage attachments. 

The wing engine-plates are supported by a steel tube struc- 
ture supported from the front spar and braced back to the 
rear spar. 

A steel tube interplane strut passes up through the middle 
of this structure over each spar and the two legs of the under- 
carriage Vee are coupled to the terminals of the lower of 
the fore-and-aft steel tubes above-mentioned. 

The outer section of both top and bottom wings are of ap- 
proximately the same dimensions, and are braced with one 
pair of interplane struts on each side, with the usual cross- 
bracing of streamline wire. Both top and bottom outer sec- 
tions have a dihedral, that of the lower wing being greater 
than that of the top. ; 

Ailerons, which are differentially controlled, are fitted on 
the lower wings only. . 

THE SESQUIPLANE TAIL. 

The tail-unit is of somewhat novel form. ‘There are two 
fixed horizontal surfaces arranged as a biplane. The upper 
of these is of considerably smaller chord and slightly less 
span than the lower, and has no elevator behind it. The 


lower tail surface has a large undivided and balanced ele 
vator hinged to its rear spar. 

The two horizontal surfaces are separated by three vertical 
fins and braced by streamline wire. Each fin is followed 
by a balanced rudder. All these tail surfaces are remark- 
able for their unusually high aspect ratio. 

The tail-unit forms a single, rigidly-braced structure which 
is carried on the end of the main fuselage framing by hinges 
attached to the front spar of the lower tailplane and by a 
telescopic (screwed) member attached to the bottom of the 
fuselage and to a steel tube pyramid below the tail plane. 

Shortening or lengthening the telescopic member (which 
is controlled by the usual handwheel and cable system from 
the pilot’s seat) rocks the whole tail about the hinges and 
provides a trimming adjustment. 

The bracing system below the tail unit is enclosed in a 
fairing which continues the fuselage lines. 

An interesting detail of the tail unit is the simple method 
adopted to give a variable gear to the rudder control. 

The king-posts on the central rudder, to which the rudder- 
bar is coupled, are raked back so that the control wires are 
attached well behind the hinge axis. When the rudder is 
central, the effective leverage of the king-posts is consider- 
ably less than the radius from the hinge axis to the wire 
attachment, because of the large inclination of the king- 
posts. As the rudder moves to one side, the effective lever 
arm approaches this radius, and consequently the rudder 
gear-ratio falls as the rudder is moved over. 

i THE UNDERCARRIAGE. 

The undercarriage consists of a pair of axles, hinged at the 
two bottom edges of the fuselage, and each supported below 
the engines by a V attached to front and rear spars of the 
central section of the wings. 

These Vees have telescopic front legs with rubber blocks 
in compression as shock-absorbers: ‘The rear leg of the V 
is attached to the front leg some considerable distance (about 
one foot) above the axle. A single Dunlop wheel and tyre 
is fitted on each side, with an overall track of some 23 feet. 

CONTROLS. 

Special care has been taken with the arrangement of the 
control leads to ensure the maximum reliability and ease of 
inspection, 

The control columns are connected to a fore-and-aft shaft 
set at an angle to the horizontal, so that the after end comes 
below the front spar of the lower wing root, where it is 
carried in substantial bearings. 

A quadrant built up from steel sheet is carried to this 
shaft and the aileron-operating cables run from this quadrant 
straight through the nose section of the lower wings to the 
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THE D.H.66.—Fuselage and undercarriage details. Top, left to right, front wing spar attachment and joint 

between two lengths of fuselage longeron. Strut and wire fitting with block and studs for rear spar fitting: 

Normal fuselage fitting. Bottom, left to right, axle hinge fitting at fuselage, shock absorber leg attachment to 
axle and bracing tube. General view of one undercarriage unit. 
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were utilised by Sir Alan These floats, upon which the 
Cobham on his D.H.50.J. success of the flight so very 
machine during his magnificent largely depended, were 
flight across half the world, specially designed and_ built 
flying over many thousands of by the pioneers of British 
miles of ocean. All-Metal Aircraft. 


SHORT BROS. 


(Rochester and Bedford), LTD. 
Seaplane Works : 


ROCHESTER, KENT. 
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THE D.H.66 ENGINE MOUNTINGS.—Left, the central mounting on the fuselage, complete with the duralumin 

engine plate. Right, one of the wing mountings with the engine plate removed. The engine plate is precisely 

similar to that used on the central mount. Oil tanks are carried in a fairing behind the circular bulkhead at the 
back of the interplane strut. 


De Havilland differential gear which is mounted within the 
wing ahead of the front spar. 

A dise carrying a crank-pin is here arranged flush with the 
wing surface and the ailerons are operated by a stout steel 
tube from the crank-pin to the aileron king-posts. The 
aileron return wires also run straight through the wing nose. 

Elevator and rudder wires are all taken outside the fuse- 
lage at the cockpit, and are carried outside right to the tail. 

The guides used for these and the aileron controls are all 
of the type which has been standard on D.H. civil aircraft 


for some years. These consist of substantial steel rods sliding 
in guides with bronze bushes, and only straight lengths of 
cable which join the ends of the rods are employed through- 
out the system. 

Experience shows that guides of this type are quite satis- 
factory as junctions between two cables at an appreciable 
angle one to another, and that they have a very long life, 
whereas a cable if passed round a pulley or any form of 
tubular guide, wears out very rapidly indeed, howeyer small 
may be the change of direction at the guide. 


OT 


THE TRANS-CANADIAN FLIGHT. 

The first trans-Canadian flight by one machine and its crew 
was successfully ended at 16.20 hrs. on Sept. 19, when Mr. 
McKey, a wealthy American sporting aviator, accompanied 
by Sq. Ldr. Earl Godfrey, R.C.A.F., of the R.C.A.F. ~Head- 
quarters, Ottawa, landed in a Douglas seaplane (400 h.p. 
Liberty engine) at Jericho Beach seaplane station, Vancouver, 
British Columbia. The machine-miles flown were approxi- 
mately 3,600, the time taken to cross the country was nearly 
six days, and the total flying time was 36 hours 25 minutes. 

On Oct. 7, 1920, Lt.-Col. R. Leckie and Major B. Hobbs 
left Halifax, Nova Scotia, in an attempt to fly across Canada, 
but only reached Lake Winnipeg, whence their mails and 
messages were taken on to Vancouver by a D.H.ga, piloted 
by Capt. C. W. Thompson, who arrived on Oct. 14,—thus 
proving that Canada could be crossed by air. 

The McKey-Godfrey flight was attempted purely for sport 
and Sq. Ldr. Godfrey’s presence is explained by the fact 
that Mr. McKey, who flies as a hobby and who is the owner 
of the seaplane, after he had obtained permission from the 
Canadian Government to fly over Canadian territory, ex- 
tended an invitation to any officer of the R.C.A.F. to accom- 
pany him. Consequently Sq. Ldr. Godfrey was granted per- 
mission to go, because it was considered that a seaplane 
flight across Canada was interesting froman experimental view- 
point, and further, as this officer had had much experience 
of flying over the different sections of country en route, it was 
considered that his knowledge of the disposition of 
R.C.A.F. stations, suitable landing places, and difficult flying 
country, would be of extreme value. 

The Douglas seaplane, one of the ‘“‘ World-cruiser ’’ type, 
was equipped with dual controls, and the two aviators equally 
shared the piloting throughout the flight. All along the 
route, from Montreal to Vancouver, R.C.A.F. stations were 
used for refuelling, etc., and every attention and courtesy was 
extended by the personnel of these units. 

No trouble of any kind was experienced with the machine, 
and the Liberty behaved perfectly until within a short dis- 
tance of Vancouver, when leaks developed in two of the 
cylinder jackets. ‘This, however, did not necessitate a forced 
landing. 


The start was made from Montreal on Sept. 11, and an 
overnight stay was made at Ottawa. The journey was re- 
sumed next day but bad weather was met, and a landing had 
to be made on a small lake situated between Ottawa and Sud- 
bury, Ont. 

Bad weather continued throughout the day, and it was not 
until Sept. 13 that Sudbury was reached. From Sudbury the 
seaplane flew to Lac de Bonnet, near Winnipeg, Manitoba, 
and then on to the Pas, following the waters of the Manitoba 
Lake. ; 

A stop was made at Prince Albert, Saskatchewan, and when 
the flight was resumed the Saskatchewan River was followed 
to the Wabaman Lake, near Edmonton, Alberta. 

From an aeronautical point of view the next part of the 
journey was precarious and difficult. The aviators left Ed- 
monton and made for the famous Yellowhead Pass, which is 
situated in the heart of the Rocky Mountains, through which 
the Canadian National Railway runs. For five or six hours 
they were flying surrounded and over-topped by snow caps, 
some as high as 13,000 feet, and over dense forest, and deep 
ravines, but no bad atmospheric conditions were met. 

From certain parts of British Columbia to the Coast they 
did not cross any stretches of water on which a landing could 
have been made with any degree of safety, but the Liberty’s 
past behaviour and the fact that they were both wearing para- 
chutes, dispelled any anxiety. 

The last lap of the journey was approximately 700 miles 
which they did in about 7 hours 40 minutes. 

Although, as before stated, this flight was intended to be 
nothing but a sporting trip, the performance is noteworthy 
when it is considered that the whole of the journey was made 
in a seaplane. Although the aviators have been criticised for 
making the last leg of the journey in a machine with floats, it 
is obvious, when the geography of the country is considered, 
that there would have been no advantage, other than that of 
additional speed, in using a machine with a wheeled under- 
carriage. 

When commercial aeronautics develop in Canada, it seems 
that the most suitable type of aircraft to use will be a triple- 
engined amphibian for flying passengers over such country 
as British Columbia.—8. H. 
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The Hawker Horsley was selected, after exhaustive tests, as ois 


the R.A.F. Standard Day Bomber, once again demonstrating ed 


the efficiency of Hawker design and_ construction. soe 
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THE HANDLEY 


An interesting aircraft of a type not hitherto produced in 
this country is the Handley Page Hamlet which it is hoped 
will be flying within a day or two of the appearance of these 
notices. 

The Hamlet is a three-engined monoplane of comparatively 
small size, fitted with three Bristol Lucifer, Series IV, engines 
of 130 h.p. each, designed to carry a pilot and four passen- 
gers in comfortable quarters. Actually there is room in the 
cabin for six passengers, and the machine should have no 
difficulty whatever in carrying this number and a reasonable 
quantity of luggage. Seven persons with 390 h.p. works out 
at over 55 h.p. per passenger, which is quite a handsome 
allowance. 

Hitherto British multi-engined machines, the Short Cockle 
excepted, have all been large machines. For service on out- 
lving routes in the Dominions and in other countries which 
have only rudimentary transport facilities, the reliability 
which is expected from the multi-engined type is at least as 
important as it is on European services. But the amount ot 
traffic, at any rate in the early stages of operation, is cer- 
tainly not likely to justify the use of machines of 1,200 h.p. 


or so. ‘There are, therefore, definite opportunities for a three- 
engined passenger carrier of moderate size, such as the 
Hamlet, and the Directorate of Civil Aviation deserves to be 


congratulated on having encouraged this production. 

The Hamlet is interesting from another point of view in 
that it is the first aeroplane produced in this country and in- 
tended for regular civil transport purposes which has been 
fitted with complete Handley Page slot and flap gear. 

GENERAL DESCRIPTION. 

The lay-out of the machine is clearly shown in the general 
arrangement drawing which is here produced. It is of the 
high-wing monoplane type with rigid bracing to the wing. 
One engine is fitted to the nose of the fuselage and the two 
others are carried between the wing and the wing bracing 
struts by a triangulated structure of steel tubes. 

Fuel tanks are recessed into the wings on each side of the 
body, giving gravity feed to all engines. 

To each wing-engine mounting is attached one telescopic 
undercarriage leg, with compression rubber springing and 
oleo damping gear, which supports an axle hinged to the 
fuselage at the root of the front spar bracing strut. The 
joint between axle and leg is stayed by a third tube running 
forward to the bottom edge of the fuselage. 


| 
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PAGE HAMLET. 


Mudguards are fitted to each wheel to prevent dirt and 
pebbles from being thrown into the airscrews above. 

The tail unit includes a single central fin and a rudder 
balanced by the ‘‘ inset hinge ’? method; and a monoplane 
tailplane and elevator carried well above the fuselage. 

THE WINGS. 

The wings are built in two sections on box spars, and their 
profile, when the slots are closed and the flaps are in normal 
position, is that known as Raf. 31. This is a thick section 
of remarkably low resistance which also gives a fairly high 
lift, and seems to suffer from no objectionable qualities. 

The auxiliary nose-aerofoil which forms the leading edge 
slot is built up of aluminium sheet on solid mahogany ribs, 
and is carried from a stout steel tube mounted in front of the 
front spar by a series of parallel link motions so arranged 
that rotating the tube causes the nose-aerofoil either to close 
down tight on the fixed wing, or to advance ahead of it and 
open the slot. 

The trailing edge flaps are in two sections on each side. 
The inner sections operate only in conjunction with the lead- 
ing edge slot. That is to say they are pulled down when the 
slot is opened. 

The outer sections also work in conjunction with the lead- 
ing edge slot, but in addition to this they serve as ailerons. 

THE SLOT AND FLAP GEAR. 

The mechanism controlling the slot and flap gear is very 
ingenious and is indicated on one of the drawings which are 
published herewith. Each flap is provided with one down- 
wardly-projecting king-post, coupled by a pull-and-push rod 
to a lever pivoted on one of the brackets carrying the control 
tube of the front slot. 

The upper end of this lever has in it a curved cam slot 
and a pin carried by an extension of the link operating the 
front slot engages in this slot. At first sight it looks as 
though opening the slot would move the flaps upwards, but 
actually owing to the slope of the cam-slot the reverse effect 
is produced. 

Precisely the same type of cam gear is used for the aileron 
section of the flaps. But instead of a direct connection from 
the flap to the cam-operated lever, this lever has mounted 
upon it a chain-wheel which is rotated by 'ateral movement 
of the control stick. On the lower face of the chain-wheel 
is a crank-pin and to this is coupled the aileron push-and-pull 
tod. 


SPECIFICATION, 
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THE HANDLEY PAGE HAMLET. 
Three 130 h.p. Bristol Lucifer engines. 
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LIMITED 
THE VICKERS VIRGINIA’ LONG DISTANCE BOMBER 


(Twin 450 h.p. Napier“Lior’ Engines) 


Extract from :~ 


Ba rlinmencarebenate 
HOUSE OF COMMONS. 


VoL.192.No.18. THurspay, 25th Fesruary, 1926. 


He mene OE 
“The SECRETARY of STATE for AIR tena 
(Sir Samuel Hoare) Bina 
: Last year the Air Force last. a 
cartied out a series of remarkable “ii ta 
long-distance flights in the neigh- peat 
bourhood of the British Isles. Here eer 
are one or two of them. On 24th Wai ney 
September, five Vickers’ Virginias, 
from No. 9 Bombing Squadron, flew staat 
from Manston, in Kent, to Leuchars, Tsp 
the most northerly air station in the & 
British Isles, and back to Manston 
in a day,a distance of 870 miles. A \ o 
second flight was .undertaken by re | 
eight Vickers’-Virginias from Worthy f 
Down, in Hampshire, again to ae 
Leuchars, on3rd September. Although a 
the weather was very bad three of the pe 
machines flew from Hampshire to 


Edinburgh and back without landing. 


Lieut.-Commander BURNEY: With 
full service load. | 


SirS. HOARE: Yes, with full service 


W ff 
load, and as an ordinary service exer- ihe Sa 
cise, and not in any way as a stunt. w eal 
They flew a distance, of about 800 al Te lalt 
miles, spending as much as 123 hours we 
LENGTH OVER L BO. 7a continuously in the air . j 


APPROX.FULL SPEED .. 108 ».P.H. Cee 
DECORA. 17287 MINIMUM SPEED... .. 46 » pit, 


rae Works :- UNLADEN WEIGHT . . 990O1xzs. cae 
ge) +. 86-6. WEYBRIDGE ae LOAD... ... .. 6850.s. ld 


ip -NT ( Fuel, Crew ahd Armamene). “4 ia 
SPAN (FOLDED) .. 44-3: SURREY. TOTAL LADEN WEIGHT.16,750 iss a) 


AH Enquiries to:~ ih . 
Aviation Department, 


VICKERS HOUSE, BROADWAY. LONDON, SW1. 


Telephone: 


Telegrams: 
VICTORIA 6900. 


VICKERS, SOWEST, LONDON 
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It will be realised that if the control stick is held steady 
and the flap gear operated, the ailerons will move precisely 
as though the crank-pin were rigidly fixed to the lever which 
carries it and will share the movement of the inner flaps. 
At the same time any movement of the control stick will 
rotate the sprocket and produce a normal aileron movement 
irrespective of the position of the slot and flap gear. 

As a matter of fact this last statement is not strictly accu- 
rate, for in detail the movement of the ailerons is modified 
by the position of the slot gear. With the slot closed the 
angular position of the aileron crank-pin produces a normal 
differential effect, such as is produced by the De Havilland 
differential aileron gear, and the up-going aileron moves 
through a bigger angle than the down-going one. When the 
slots open and the flaps are down the angular relations be- 
tween king-post, push-and-pull rod and crank-pin are altered 
to such an extent that the differential action is reversed and 
the down-going aileron has the greater movement. And 
thus the full effect of the slots is attained. 


THE FUSELAGE. 

The body is of the normal rectangular section, built on 
four spruce longerons, with strut-and-wire bracing. 

Over the pilot’s cockpit and cabin three-ply sides and floors 
are used, but aft this it is fabric-covered. 

The pilot’s cockpit is provided with a fixed Vee-pointed 
wind-screen of glass, fitted with an electric wind-screen wiper, 
and is covered overhead with Cellon panels. The pilot sits 
on the port side, and the panel over his head can be opened 
by sliding it backwards. 

The flying controls consist of a stick and rudder-bar, a 
slot-control handle (which rotates the torque-tube in the 
wing through two worm drives), and a hand-wheel controlling 
the incidence of the tail. 

On the starboard side of the cockpit is installed a complete 
W.T. outfit. This can either be controlled by the pilot, or, 
if so desired, by one of the occupants of the cabin—who can 
obtain access to the cockpit by a sliding door on the same 
side. 

The cabin is some 7 ft. 6 in. long, has nearly 5 ft. head- 
room, and is about 3 ft. wide. It has Cellon windows over 
its whole length on both sides, and obtains additional illu- 


mination through the pilot’s cockpit and the above-mentioned 
sliding door which is also glazed with Cellon. 

Entrance to the cabin and thence to the cockpit is given 
by a large door in the port side, and the floor of the cabin 
is low enough to permit of stepping straight into it. 

A settee, which is adjustable for angle and position, is 
fitted right across the cabin at the back. A fixed seat back 
to back with that of the pilot is fitted at the other end, on 
the port side, with a folding seat (to allow use of the sliding 
door) alongside. A folding table fixed to the starboard wall 
of the cabin may be let down between the two sets of seats. 

The cabin is electrically lighted, is fitted with an air-speed 
indicator, altimeter and clock, and also with a drinking- 
water tap and tank. A locker for small articles is fitted be- 
low the front fixed seat. 

There is no separate luggage compartment, but there is 
ample room for ordinary personal luggage in the cabin. 

Information as to the expected performance is not avail- 
able, but from the low power-loading it may safely be as- 
sumed that the Hamlet will be distinctly speedy. 


THE LIGUE INTERNATIONALE DES AVIATEURS. 

The Ligue Internationale des Aviateurs gave a banquet last 
week in honour of Colonel Falchi, the Chairman of the Italian 
Post of the League, before he returned to Rome on Thursday. 
‘he various record-breaking aviators in France were among 
the guests of honour, and about 250 people were present. 

Mr. Clifford B. Harmon, the President of the League, and 
the Comte de la Vaulx, who was a famous balloonist before 
aeroplanes were invented, were to have accompanied Col. 
Falchi by air to Rome to thank the Italian Government for 
their help to the League, and also to take part in the annual 
convention of the Fédération Aéronautique Internationale in 
Rome, but Mr. Harmon was advised by his doctor that it 
would be unwise for him to take the risk of a cold journey 
at this time of the year, so he is at present in Paris looking 
after the interests of the League at Headquarters. 

M. Ladislas Dorcy, the first secretary of the League, has 
ceased to hold that office. The name of the new secretary 
will be announced in this paper as soon as the appointment 
has been made. 


THE HANDLEY PAGE HAMLET SLOT AND FLAP GEAR DETAILS.—At the top is a diagrammatic section of 

the wing showing the general relation of the various parts. Immediately below and on the extreme left is a 

diagram of the cam slot gear which controls the trailing-edge flap pull-and-push rod. This gear is controlled by 

the torque tube running right through the leading edge of the wings, which also directly controls the auxiliary 
aerofoil and opens or closes the leading edge slot. 

This auxiliary aerofoil is carried on a series of duralumin members which form part of a parallel link gear. This 
link gear is shown diagrammatically in the lower left-hand corner, and in perspective in the centre of the illustra- 
tion. In this case the torque tube is dotted. Only three out of the four members of the link gear are actually 
shown in these sketches, the fourth is part of a bracket attached to the front spar, which carries the bearings for 

the torque tube and the pivot for the front link. 

On the right is shown the attachment of the rear spar bracing tube to the spar, and one of the duralumin 

brackets which carry the trailing-edge flaps. 
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SIR ALAN J. COBHAM’S 
FAMOUS D.H. 50 


in which he made his historic 


28,000 MILES 


AUSTRALIAN FLIGHT 


was not re-doped after his !7,000 Miles 
Cape Town Flight making 45,000 Miles 


with the same 


TITANINE 


which 


Stood up to the most Severe Weather 
Conditions, including Torrential Rains and 
Extremes of Heat, 


AND REMAINED 


constantly 


TAUT 


TITANINE-EMAILLITE, LTD., 


EMPIRE HOUSE, 
175, PICCADILLY, LONDON. W.1. 
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AN AWARD FOR MERIT. 

The Taylor Gold Medal presented annually by the Institu- 
tion of Aeronautical Engineers for the best and most valuable 
paper submitted during the Session has this year been 
awarded to Capt. W. H. Sayers, the Technical Editor of THE 
AEROPLANE, for his paper on wing curves. 

In that paper he made the various abstrusities of a number 
of wing sections, particularly those of the erudite Joukowski, 
understandable and usable by any theoretical aeroplane de- 
signer who possesses a working knowledge of mathematics 
and an acquaintance with what our technicians are already 
pleased to regard as the Science of Aerodynamiics. 

The Staff of THr AEROPLANE is honoured by the honour 
thus conferred on one of its number, and one hopes that by 
strict attention to business others concerned with this pub- 
lication may do work which may prove of value to the pro- 
gress of Aviation.—c. G. G. 

THE OWNER-PILOT OF 1910. 

Those who own or aspire to own aircraft will be interested 
in the experience of a famous aviator of sixteen years ago— 
since deceased. Mr. P. W. Brittain of Norwich has dis- 
covered it in The Daily Mail of June 6, 1910. The sad story is 
as follows :— 

AIRMAN’S PLEA. 

Mr. Douglas G. Gilmour, of Preston Cross, Bookham, was con- 
victed at Woking on Saturday of exceeding the legal speed with his 
motor-car after leaving his aviation shed at Brooklands, and was 
fined £5 and costs, Superintendent Marks stating that he had been 
seven times previously convicted. 

The defendant asked for time to pay the fine. Superintendent Marks 
informed the magistrate that the defendant owned an aeroplane. 

The Defendant: ‘That is exactly why I am broke. (I.aughter.) 

Superintendent Marks: I think he is imposing on the court. 

The Defendant: The aeroplane has made me hard up. It costs a 
small furtune to run the thing 

The Bench allowed three weeks for payment of the fine. 

Those who remember Douglas Graham Gilmour will appreci- 
ate this reminiscence. D.G., who was one of the finest 
pilots in the World in his day, was one of those quaint, per- 
sons, who exist in all ages, who are always -roke and yet 
always have money to spend. As an owner-pilot he was some 
years before his proper time, and sne hopes that his financial 
experiences related above will not occur to present-day 
owners.—C. G. G. 
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DRANG NACH OSTEN. 


On Sept. 26, according to The Times, a Far East Expedi- 
tion, organised by the Deutsche Lufthansa A.G., arrived 
back in Berlin after an absence of two months. During this 
period it has flown to Peking and back and has thoroughly 
surveyed the route to be followed by a projected London— 
Berlin—Moscow and Far East air line. 

It is estimated that a regular air service between Berlin 
and Peking, running in the daytime only, except between 
Berlin and Moscow, would take five to six days. With night 
flying the time might be reduced to 23 days, but that pos- 
sibility is hardly to be taken seriously at present. 

By sea the journey takes six weeks, and by Trans-Siberian 
Railway 17 days. 

With the service reserved exclusively for mails and with- 
out considering a subsidy it is roughly calculated that the 
cost of a single journey would be something over 70,000 
marks (£3,500) which, with a pay load of 2,645 lbs., would 
work out at 1s. 2id. for a 20-gramme letter, not a very heavy 
charge for delivery in Peking in six days instead of 17,— 
that is if anybody wanted to write to Peking in these uncertain 
times. 

Further investigations and discussions will be carried on 
between the Deutsche Lufthansa, the Chinese, and the Soviet 
authorities with regard to the establishment of a regular ser- 
vice, but it is not expected that anything definite can be 
started before 1929. ‘ 

Negotiations are now in progress between the Deutsche 
Iufthansa and the Spanish authorities for the extension of 
the Berlin—Stuttgart—Zurich—Marseilles air-line to Barce- 
lona and Madrid. 

The Berlin—Marseilles route is operated by the Deutsche 
Lufthansa, the Basler Luftverkehrsgesellschaft, and the Air 
Union working in conjunction, and it is proposed to form a 
Spanish company to co-operate with these three companies. 

The scheme is to use Dornier Wal seaplanes on the Mar- 
seilles—Barcelona section, and Junkers G.23 monoplanes on 
the Barcelona—Madrid section. 

Negotiations are progressing so satisfactorily that a Ger- 
man mission selected to organise the establishment of Spanish 
aerodromes and other work is leaving for Spain almost im- 
mediately. 


THE HANDLEY PAGE HAMLET.—Top, left, sectional elevation of pilot’s cockpit and cabin. The very.com- 

plete enclosure of the pilot’s cockpit and the ample room given in the cabin are noticeable. Bottom, left the 

structure supporting one wing engine. This is attached at the top to a fitting on the front wing spar, and at 

the bottom to two fittings A and B on the front spar bracing tube. A and B, which are shown separately on the 

right, are tied A to the rear spar bracing spar and B to the rear spar. The telescopic leg of the undercarriage is 
also attached to fitting B by the large lug which is unoccupied in these sketcues. 
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AWARDS FOR THE AUSTRALIAN FLIGHT. 

The Court Circular issued from Buckingham Palace on 
Oct. 11 contains the following announcement :— 

Mr. Alan Cobham had the honour of being received by His 
Majesty, when the King conferred upon him. the honour of 
Knighthood and invested him with the Insignia of a Knight 
Commander of the Most Excellent Order of the British Bm- 
pire (Civil Division). 

The announcement of the honour was made by the Secre- 
tary of State for Air at the lunch at the Carlton Hotel on 
Oct. 5, given by the Air Council to Mr. Cobham. 

In respect of the same expedition Sir Samuel Hoare an- 
nounced that Sjt. Ward, R.A.F., would receive the Air Force 
Medal, and Mr. C. S. Capel the M.B.R. 


ENTERTAINING SIR ALAN COBHAM. 
AT MANCHESTER. 

The promoters of Manchester’s Civic Week entertained Sir 
Alan Cobham to tea on Thursday, Oct. 7. He was to have 
had lunch but he arrived late because near Nuneaton a par- 
ticle of soot shorted a spark-plug in the engine of the Moth 
on which he was flying to Manchester and neither the 
machine nor the pilot happened to carry a spanner with which 
to remove the plug. Sir alan telephoned first of all to the 
Armstrong-Siddeley people at Coventry for a machine to take 
him on to Manchester, and as none was available, he had a 
D.H.9, piloted by Mr. Broad, sent up from stag Lane. 

Sir Alan took the D.H.g on to Manchester and arrived fout 
hours late. Mr. Broad took out the offending plug, blew on 
it to remove the offending piece of carbon, put it back again, 
and flew the Moth homie to Stag Lane. Perhaps some of his 
admirers would like to send Sir Alan a present of a pocket 
spanner capable of removing sparking plugs. His address, 
in the telephone book, is 27, Buckland Crescent, N.W.3. 

At Manchester he was welcomed by the Lord Mayor. ‘There- 
after, at the Manchester own Hail and at the Manchester 
University Union and at the Manchester Hippodrome and at 
the Palace Theatre, he told the good Mancunians all about 
Aviation. ‘ 

The following account of the visit from the point of view 
of a Manchester aviator will be found entertaining ; 

It was all through having a Civic Week, for the main ob- 
ject of civic weeks is to draw the crowd and when the City 
fathers saw the photographs of the crowd drawn by Sir Alan 
in London they suddenly became “ air-minded ” and invited 
him up to Manchester post-haste. So he started on a Moth. 

When he was nearly an hour overdue the Lancashire Aero 
Club got on to D.H.’s by phone and learned that he was 
down at Nuneaton with piug trouble and that they had sent 
another machine to take him on. He would reach Woodford, 
said the message, at 3.30 p.m. 

So the formation of Club machines which was to have 
escorted him took the air in fear and trembling to carry the 
bad news to the City Fathers, who were Waiting on the emer- 
gency landing ground at Withington. Mr. Goodfellow 
landed and remained with his engine running while Mr. 
Leeming tottered across to the imposing array of civic digni- 
taries to break the news, with the idea that if anyone started 
throwing chains of office or other insignia a rapid get-away 
Inight be made. 

However the attitude taken was that Sir Alan might be 
Missing but the Civic Lunch was there. So Mr. Good- 
fellow stopped his engine hastily, Messrs. Cantrill and Scholes 
descended at break-neck speed on their Moths and all was 
joy and harmony. 

As things turned out Sir Alan reached Woodford at 2.30 
p-m. and it was only by missing the last course that the 
formation pilots got back to Woodford in time to greet him. 
Here he was given a Club Lunch of beer and sandwiches, 
while tactless members showed him the menu of the Civic 
Lunch and a press representative, old enough to know better, 
propounded the riddle ‘‘ What happened to Sir Alan’s 
lunch?” Answer, ‘‘ Nun-eaton.” 

Meanwhile, arrangements for the postponed arrival were 
being made at Withington. In this connection a member of 
the Club explained to a high official that owing to the direc- 
tion of the wind Sir Alan would have to land over the heads 
of the crowd and taxi back from the far end of the ground. 
“ Taxi,” exclaimed the official, royally, ‘‘ Nonsense. We will 
send our own car for him.’? Oh! this air-mindedness! 

Punctually (this time) at 16.00 hours Sir Alan appeared on 

8 D.H.9, escorted by the Gosport and Moths, and landed 
amid tremendous enthusiasm from a crowd ten or twelve 
thousand strong. A cordon of over 500 police kept the ground 
clear—to the relief of the escort, which was able to land in 
safety. 

There followed a procession to the Town Hall through 
Streets lined with spectators, while in the square before the 

Town Hall not a foot of space was vacant and the crowd was 
|€mormous. After advising them all to learn to fly, and ex- 
| Plaining that a missing box-spanner had caused all the delay, 
Sir Alan was led inside for a Civic reception and tea, follow- 


ing which he had to make another speech or two, and got 
in a few home truths ina very tactful manner. 

Ultimately he was rescued at 7.30 for a quiet, un-Civie 
Dinner with the Directorate of A. V. Roe and Co. (including 
A. V. himself) and the Committee of the Lancashire Aero 
Club. Incidentally he made the best speech one has ever 
heard from him,—a little informal talk on the organisation of 
the flight. 

And so to bed—on the midnight train. One can only hope 
that his visit has done at least as much good to Manchester 
as all the decorations of her Civic Week :—MANCUNIAN, 

THE OVER-SEAS LEAGUE. 

On Friday, Oct. 8, Sir Alan was entertained at lunch by 
the Over-Seas League, with Air Vice-Marshal Sir William 
Brancker in the Chair, where he told some five hundred 
Imperially-minded people what Aviation could do for the 
Empire. 

Incidentally Sir William Brancker made known the inter- 
esting facts that there are 31,000 miles of organised air routes 
in the World of which the British have only about 6,000, and 
that last year commercial aircraft covered 14,500,000 miles, 
of which total British aircraft only covered 1,300,000. Which 
is not good enough for a great Empire like ours. 

THE AFRONAUTICAL ENGINEERS. 

On the evening of Oct. 8, Sir Alan was entertained by the 
Institution of Aeronautical Engineers, with the Chairman of 
the Institution, Lient.-Col. J. T. C. Moore-Brabazon, M.C., 
M.P., in the Chair. The Dinner, which took place at 
Kettner’s, was organised by the Acting Honorary Secretary 
of the Institution, Mr. N. J. Hulbert, who deserves hearty 
congratulations on the success of the Dinner and on his ex- 
cellent staff work. 

Excellent speeches were made by Colonel Brabazon, Sir 
William Brancker and Lord Thomson, three of the best after- 
dinner speakers one has ever heard. One bright member 
of the audience remarked that Lord Thomson enjoys every 
word he says—which is quite different from the man who 
merely likes to hear himself talk. 

Sir Alan, realising that he was among people who really 
knew something about aviation, talked practical flying, and 
remarked that the wing-section of the machine which he flew 
to Australia and back was designed in 1916, which in his 
opinion proved that there were some aeronautical facts which 
did not alter. To which one would reply that some people, 
on the other hand, might argue that it was time we made a 
bit more progress in aerodynamics. 

Also Sir Alan said that people who were waiting for some 
patent machine in which they can land in their back garden 
will have to go on waiting. With which sentiment one cordi- 
ally agrees. 

THE ALBERT HALL. 

On Sunday, Oct. 10, Sir Alan entertained quite a large 
audience at the Albert Hall and told them all about Aviation 
and the Sir Charles Wakefield Flight to Australia and back, 
with the help of a large map fixed on the orchestra. 

THE INSTITUTE OF TRANSPORT. 

The Council of the Institute of Transport has been pleased 
to confer its Aviation Gold Medal (the donors of which are 
Sir Henry White Smith, C.B.E., and the Bristol Aeroplane 
Co. Ltd.) on Sir Alan in recognition of his noteworthy services 
to the development of Empire air communications. The 
presentation will take place at a meeting of the Institute to 
be held in the Lecture Theatre of the Institute of Electrical 
Engineers on the Victoria Embankment at 5.30 p.m. on 
Tuesday, Oct. 10. 

After the ceremony a lecture will be delivered by Mr. F. L. 
Barnard of Imperial Airways Ltd. on ‘‘ Commercial Flying,”’ 
illustrated by lantern slides. A limited number of tickets 
will be available for visitors and can be had by applying to 
the Secretary, The Institute of Transport, 15, Savoy Street, 
W.C.2. Mr. Barnard will be well worth hearing, for there is 
nobody who has had greater experience of real commercial 
flying, and he has a humour that is all his own with which 
to point his morals and adorn his tales. 


THE R.AE.S. 

The Council of the Royal Aeronautical Society have’ de- 
cided to hold a reception on Monday, Oct. 25, at 8.30 p.m., 
in the King Edward VII Rooms, Hotel Victoria, Northumber- 
land Avenue, W.C.2, at which Sir Alan Cobham, K.B.E., will 
give an address illustrated by lantern slides, on his recent 
flight. 

The Dominion Premiers and other delegates to the Imperial 
Conference will be present. A buffet will be provided, and 
the Royal Air Force String Band will play. Ladies may be 
invited. 

Tickets price 5s. each may be obtained by members for 
themselves and their guests from the Secretary, The Royal 
Aeronautical Society, 7, Albemarle Street, W.1. 

AN EXPLANATION, 


Those who are perturbed because pioneers of flying re- 
ceive no official recognition, and have difficulty in explaining 
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to themselves, or anybody, why a Knighthood was conferred 
on Mr. Cobham, will find the explanation in the 2goth Chapter 
of the Gospel according to St. Matthew,—verses I to 16. 

As perhaps copies of the New Testament are not standard 
equipment in R.A.F. Messes, in the Royal Aero Club, and in 
aircraft offices, it seems well to quote the appropriate pas- 
sage, which reads as follows :— é 

For the kingdom of heaven is like unto a man that is 
an householder, which went out early in the morning to 
hire labourers into his vineyard. 

And when he had agreed with the labourers for a penny 
a day he sent them into his vineyard. 

And he went out about the third hour, and saw others 
standing idle in the market-place. 

And said unto them; Go ye also into the vineyard, 
and whatsoever is right I will give you. And they went 
their way. 

Again he went out about the sixth and ninth hour, and 
did likewise. 

And about the eleventh hour he went out and found 
others standing idle, and saith unto them, Why stand ye 
here all the day idle? 

And they say unto him, Because no man hath hired us. 
He saith unto them, Go ye also into the vineyard; and 
whatsoever is right, that shall ye receive. 

So when even was come, the lord of the vineyard saith 
unto his steward, Call the labourers and give them their 
hire, beginning from the last unto the first. 

And when they came that were hired about the eleventh 
hour, they received every man a penny. 

But when the first came, they supposed that they should 
have received more; and they likewise received every man 
a penny. 

And when they had received it they murmured against 
the goodman of the house, 

Saying, These last have wrought but one hour, and thou 
hast made them equal unto us, which have borne the burden 
and heat of the day. 

But he answered one of them, and said, Friend, I do thee 
no wrong : didst thou not agree with me for a penny? 

Take that thine is and go thy way: I will give unto 
this last even as unto thee. 

Is it not lawful for me to do what I will with mine own? 
Is thine eye evil because I am good? 

So the jast shall be first and the first last: for many be 
called but few chosen. 

The only point at which the parable, or parallel, fails is 
in the fact that the pioneers have not had their pennies. Still 
Sir Alan Cobham has worked mighty hard during his 
eleventh hour and thoroughly deserves all he has got or is 
likely to get in the way of rewards. So good luck to him. 

—C. G. G. 


Why We Are Very Young.—IV. 


Goop SIR ALAN JAY. 
(With humble oveissances to A. A. Milne and Sir Brian Botany. 
Our Alan had an Avro with two big seats in, 
He went among the villagers and took them for a ride, 
On Wednesday and on Saturday, but mostly on the latter day 
He called at all the cottages and this is what he cried: 


I am Sir Alan? Not yet! 

I am Sin Alan?) Whos he? 

I don’t come to rob ’em. I’m just Mr. Cobham 
Plain Mr Alan geaC 


Our Alan had a D.H.9 with Siddeley Puma, 

A taxiplane on which he made some very lengthy flights 
On Saturday and Sunday and occasion’ly on Monday 

He'd collect the wealthy tourists and go and see the sights. 


I am Sir Alan? Perhaps 

Iam Sir Alan? One day! 

T am Sir Alan, with petrol by the gallon, 
The Public must be kept aw fait! 


Our Alan. went a journey and he found a lot of eagles, 
They flew at him and fought him and they blipped him on the 
head, 
But nothing made him fail to wire Tne Daily Mail, 
And they ae him and they boomed him and this is what 
they said :— 


Vou are Sir Alan! Don’t laugh: 

You are Sir Alan! Don’t cry; 

You are. Sir Alan. and don’t mind the eagle’s talon. 
Sir Alan, A gallon! Fly High!! 


Our Alan flew away again, but this time with a Jaguar 
Our Alan hurtied off again upon another flight. 

He flew off to Westphalia and then right to Australia, 
And he goes about the Empire as Sir Alan J., the Knight. 


I am Sir Alan! What fun. 
Tam Siz Alan! He; hei! 
I am Sir Alan, and use petrol by the gallon, 
And so now I am Sir Alan J. C. 
—G. PD. 


THE FLYING CLUBS. 


The London Aeroplane Club. 

Report for week ending Oct. Io. 

Total flying time 38 hrs. 20 mins. 

Weather prevented any flying on Saturday. 

The following members had dual instruction :—H. Spooner, S. H. 5. 
Garne, A. F. Beauchamp, A. J. Richardson, W. L. 5S. Mcl.eod, T. G 
Angus, A. I. A. Petty, S. C. Richards, G. N. Howe, J. G. Crammond, 
R. A. St. John, H. R. Godfrey, C. H. Tutt, P. W. Hoare, H. F. Wight, 
FB, A. Lingard, T. C. Elford, Tady Bailey. 

The following members made solo flights:—Miss O’Brien, O. J. 
‘Tapper, S. H. S Garne, W. Roche Kelly, E. S. Brough, Lady Bailey, 
W,. Hay, BR. C. Presland, 

Joy-rides were given to the following members :—A. J. Symmonds, 
Miss M. Webb, E. S. Brough. 

G-EPL1 iust returned from the works after its crash on Sept. 175 
has again been involved in a further episode. S. H. S. Garne, flying 
solo, misjudged his landing with the result that the undercarriage, 
wings and fuselage were considerably damaged. 

T. H. O. Richardson passed the tests for his Aviator’s Certificate 
on Oct 6, flying his own Avro. 

The Lancashire Aero Club. 

Report for week ending OCeOB: 

Bad weather, staff holidays and Manchester Civic Week cut down 
the available flying period to 33 days. 

Total time for week 33 hrs. 45 mins., made up as follows :— 

Dual with Mr. Stack :—lLeigh, Crosthwaite and Lilley, 20 mins. each. 
Dual with Mr. Cantrill:—Abdulla 1 hr. ro mins., Nelson 50 mins, 
Anderson 45 mins., Rirley 4o mins., Cowan, Smith and Goodyear 
30 mins. each, Stern 25 mins., Barnes, Leigh, Newton, S. Birley, Wade 
and Blagden 20 mins. each, Hope, Cohen and Slayden 15 mins. each, 
Hampson 5 mins. 

Dual with Mr. Scholes :—Nelson 40 mins. 

Solo and/or with passengers :—Stack 4 hrs. 15 mins., Ieete 3 hrsi 
co mins.. Ieeming 2 hrs. 30 mins., Costa 72> bis392s mins., lacayo 
1 hr. 40 mins., Scholes and Agar 1 hr. 25 mins. each, Cantrill 1 hr. 
20 mins., Hampson 55 mins., Goodfellcw 1 htr., Michelson 30 mins., 
Hardy zc mins., Wiliams 15 mins. 

Joy-rides.—Mrs. Jones, Mrs. Bailey, Miss Nuttall, Miss Littley, 
Messrs. Irwin, Birley, Corbishley, Lacayo, Williams, Leeming 
Mathews, and Chapman. 

Tests occupied 2 hrs. ro mins. 

In connection with his Civic reception at Manchester, Sir Alaa 
Cobham landed at Woodford on Thursday, where he was entertained 
by Avre’s and the Club and subsequently cscorted to the emergency 
landing ground in the city by a formation of Club machines. (Two 
Moths, piloted by Cantrill and Scholes, and the Avro Gosport, piloted 
by Goodfellow.) 

It will be noted that the Gosport has been “ tamed.” The Renault- 
Avro went unserviceable at the last minute, so Mr. Goodfellow 
promptly took the air on the Gosport with the aid of about 3} 
cylinders and plenty of confidence. He reported subsequently that 
the engine was reallv an unnecessary luxury anyway as, once off the 
deck, the Gosport will fly entirely on its reputation 

The Newcastle-upon-Tyne Aero Club. 

Report for week ending Oct. to. 

Gales, rain and magneto troubles have curtailed the amount of 
flying which might have been possible in view of the large attend- 
ances of members throughout the week. 

Total flying time 23 hrs. 20 mins. Dual 13 hrs. 25 mins. Solo 
5 mnins. ‘“‘A” pilots § hrs. 55 mins. Tests 10 mins. 

The following members flew under instruction with Mr. Parkinson :— 
J. D. Irving, Miss C. R. Iveathart, J. M. Kennedy, E. C. Kennedy, J. N. 
Charlton, R. Whitfield, D Matthews, M. Bainbridge, H. Ellis, J. i 
Bruce. 

The following members flew solo and with passengers +— 
C¢. Thompson with Mrs. Heslop, W. Baxter Ellis with Mrs. Hilis, 
R. N. Thompson, F. H. Phillips with Mrs. Anderson, Dr. H. L. B. 
Dixon with Dr. Hume, Lord Ossulston with Mrs. W. B. Ellis aud 
Whitfield 

Mr. Warner and Councillor W. B. Ellis flew with Mr. Parkinson. 

On Monday Lord Ossulston with Mr. Whitfield as passenger 
in one machine, and Mr F 4H. Phillips in the other, flew to 
Chillingham Castle, landed for tea and returned to the aerodrome. 

On Friday, Mr. Heppell and Tord Ossulston left the aerodrome at 
7.0 am. and flew to Chillingham, where they landed. Later they 
flew to Edinburgh. Mr. Heppell returned alone, making the journey 
in 58 minutes. 

On Thursday Mr. H. Eliis made his first solo flight, which was 4 
very creditable performance with an excellent landing. 

The Midland Aero Club. 

Report for weck ending Oct. 9. 

Total flying time 5 hrs. 27 mins. 

The following members were given dual instruction:—S. H. Smith, 
J. Brinton, A. B. Gibbons, H. Smith. 

The following members made solo flights:—R. L. Jackson, E. R. 
Kine, G. WV.) Petry, E J> Brighton, 1: Rrinton. 

On Sunday Mr. E. R. King made the necessary qualifying tests for 
his ‘A 2 Ticence. 

The Club has now completed one year’s operations as one of the 
six flying Clubs approved by the Air Ministry. The distinction of 
having been the first Provincial Aero Club in this country belongs 
to the Midland Aero Club, which was founded as far back as Sept. 3, 
1909, with a membership of 25. Those who remember the early days 
of flying will recall that the Club orgarised and carried to a suc 
cessful issue the first All-British Aviation Meeting at Dunstall Park, 
Wolverhampton, in 1910. 

With the advent of the rorq-8 War, Club activities practically ceased, 
but with the inauguration of the Air Ministry Light Aeroplane 
Scheme interest soon revived. 

During the past year two D.H. Moths have provided the flying 
material. G-EBI.P has done 215 hours, and G-EBLW has done 248 
hour, which represents a total mileage flown of about 33,000. 

It is very satisfactory to be able to place on record the fact that 
there have ouly been five forced landings, one from imechanical 
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44,000 Trouble - free Miles. 


ANY people may not realise that the same Armstrong- 
Siddeley engine fitted to Sir Alan Cobham’s De Havilland 
aeroplane was flown both in his 28,000 miles England- Australia- 


England flight just completed, and in his flight to the Cape and 
back last winter. 


Thus, this engine has covered in these two flights alone 
44,000 miles, passing through the intense heat of the Equatorial 
zone four times. 


Undoubtedly the lubricant used throughout these flights 
contributed to the engine’s trouble-free running. It was a 
standard grade of — 
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Supermarine “ Southamplon” Twin Engined Flying Boat. 
(TWO 450 H.P. NAPIER LION ENGINES.) 
AS AN EXAMPLE OF WIDE RANGE OF DESIGN. CONTRAST THE ABOVE TWIN ENGINED MACHINE WITH THE SUPERMARINE 


‘ NAPIER S4 MONOPLANEK DESIGNED AND CONSTRUCTED FOR THE SCHNEIDER CUP RACE, 19.5. 
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defect, three from loss of ‘lirection, and one through the pilot stopping 
the airscrew in the ait. 

The damage to aircraft during the year has been exceedingly small,— 
two undercarriage bracing cables, one underearrige radius strut, 
and two airscrews. One airscrew was broken when the aeroplane 
collided with a reaping machine while taxying, and the other as tLe 
result of running into a hedge after a forced landing in a small 
field In each case the machines were in the hands of pupils. ‘This 
entire absences of any seriows crash reflects considerable credit on tne 
high standard of the instruction given by Mr. McDonough, who has 
heen solely responsible for all the instructional work, and Mr. W .J. 
Hialland, whose excellent aircraft maintenance has always been at 
a very high level. 

The Hampshire Aeroplane Club. 

Report for week ending Oct. 7. 

Yotal flying time 14 hrs. 38 mins Instruction flying 12 hrs. 30 mins. 
Passenger flying 1 hr. 23 mins Solo flying 45 mins. 

The following members received instruction :—Miss Home, Messfs. 
Perfect, Moloney, Bound, Courtney, Stokes, ‘Dickson, Applefor, 
Nicholson, Dartnall, Sommer, erry, Iéverett, Cooper, Dobson, Van den 
Bergh. 

The following members received joy-rides :—Miss ‘Timson, Mrs 
Cook-Hurle, Mrs. Morton, Messrs. E. O. Smith, and Alexander. 

Messrs S. Kry, K. P. J. Bowen and Flt. I.t. Crawford flew solo. 

“Gee Boy” having completed one hundred hours’ flying time is 
now having its overhaul, and will be ready for the air again within 
a few days. 

The Southern Aero Club. 
Little is heard of the Southern Acro Club, but despite numerous 


hardships and difficulties it continues to progress Recently it was 
reorganised and a new aerodrome was obtained next to the old 
Shoreham aerodrome of war time fame. Mr. Pashley is the chict 


instructor, and uses his 80 Le Rhéne dual-control Avro for instruction. 

Mr Miles—a member of the Club who has taken his licence—has 
purchased a dual-control 110 Le Rhone Avro, which is also used 
for instruction The charges for dual are £2 10s. an hour for members. 

A Bessonueau hangar has been purchased and is in process of 
being boarded in. ‘The gale of Saturday was nearly disastrous to the 
Club Several members had arrived by 10 a.m. to see if everything 
was correct, and to their dismay saw the hangar about to collapse. 

Among them was Miss Birkett, a member of the Club, who has 
recently purchased an Avro in partnership with another member 
This machine had been flown down the night before and was being 
housed at the aerodrome It was obvious to all concerned that the 
only hope of saving the mac hines was to get them to the middle 
of the aerodrome and peg them «down. The first machine was under 
the greatest difficulty taken by six members out of the shed—at 
one time the machine was perched at an angle of 45 degrees with the 
eround and balancing on one wing: however, after about half an hour’s 
battle with the gale this machine was safely moored, the only damagé 
being to one wiieel, 

Luckily the gale moderated while Mr. Pashlev’s and Mr. Mills’s 
Avros were removed-—they only suffered very slight damage. 

A large tent used as a hargar was also damaged, while the old 
Crahame-White box-kite belonging to the Club was completely 
destroyed The hangar was greatly damaged, but not beyond repair. 

he spirit of the Club is wonderful, as the Club has had no financial 
support whatsoever, and has been entirely run and maintained 
by Mr. Miles, Mr. Pashley and Mr. Wallis, who cannot have found 
it a profitable concern and have put up with the greatest hardships 
and difficulties. 

This sporting spirit is shown in the fact that four members during 
the gale slept in a shed on the aerodrome during Saturday night 
to help with the moored machines should they get into difficulties. 

Luckily by Sunday the weather had improved, and temporary re- 
pairs to the nangar have been made. Flying is therefore progressing 
as usual on Avros. 

Anyone wishing to fly an Avro will do well to become a member 
of the Club. Particulars can be obtained from Mr. F. Miles, Shore- 
ham Aerodrome, Shoreham-by-Sea. The Southern Railway Co.’s 
station, Bungalow Town, is actually on the aerodrome, which is about 
five miles from Brighton. 

[N.B.—The foregcing notes were written by a member of another 
Club, and so are a testimonial and not an advertisement.—ED. ] 

THE KARACHI AIRSHIP BASE. 

The Karachi’ correspondent of The Times in a message 
dated Oct. 9, states :— 

Several hundred people, including many distinguished guests, wit- 
nessed an interesting ceremony this evening on the site of the air- 
ship base at Drigh Road, about nine miles from Karachi City, when 
the first piece of steel structural work for the new airship shed 
was hoisted into position from a gantry 200 ft. high and was 
bolted to a solid concrete bed. 

The ceremony was performed by Mrs. I. C. Frampton, wife of the 
agent of the Armstrong Construction Company, who, after unfurling 
a Union Jack, tightened the first silver-plated nut connecting the 
column with its concrete bed. She broke a bottle of champagne over 
the site and declared the new structure to be ‘“ well and truly laid.” 

A Royal Air Force band then played the Royal Air Force March, 
after which the crowds inspected the site. The chief engineer, Mr. 
H. M. Wallace, presented to Mrs. Frampton a silver-plated nut made 
into a paper-weight as a memento of the important occasion. 


COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Monday, 11; Tuesday, 13; Wednesday, 15; thursday, 
14; Friday, 14; Saturday, 7; Sunday, 10 
IMPERIAL ALRWAYS F.7D. : 
loondon—Paris—Zurich ; Londonu—Ostend—Brussels—Cologne ; London 
—Rotterdam—Amsterdam—Berlin * Machines 43, passengers 205, 
freight 13 tons 
AIR UNION: 
Paris—London: Machines 19, passengers 53, freight 115 
IS. MM. 
Amsterdam—Rotterdam—I,ondon : Machines 15, passengers 29, freight 
+ tons. 
SABENA : 


tons. 


Machines o, passengers 0. 
Deutscur JurrHansa AG. : 

Berlin—l,ondon: Machines 9, passengers 0. 
PRIVATE ° 

Machines 7, passengers 10. 

otal number of trips by British Machines, 50, carrying 275 pas- 
sengers. Foreign Machines, 34, carrying g2 passengers. 

Comparative Migures : 
Week endiwtg Oct. 10: 

Machines, 84; Passengers, 3607; Crews, 103, ‘Total personnel, 470. 
Corresponding week, 19025: 

Machines, 95; Passengers, 369; Crews, 121; Total personnel, 4yo. 
Corresponding week, 1924: 

Machines, 111; Passengers, 466; Crews, 137; Total personnel, 603. 
Corresponding week, 1923: s 

Machines, 6c; Vassengers, 132, Crews, 89, otal personnel, 221. 
Corresponding week, 1922 % 

Machines, 101; Passengers, 305, Crews, 103; Total personnel, 468. 
Corresponding week, 1921: 

Machines, 80; Vassengers, 214; Crews, 109; Total personnel, 323. 
Cerresponding week, 1920; 

Machines, 125; Passengers, 196; Crews, 143; Total personnel, 339. 

Croydon Notes. 

‘The gales of the past week have seriously interfered with 
the regular running of the various air lines. Nevertheless 
those who crossed the Channel by air on Saturday and Sun- 
day had a very much pleasanter trip than did those who 
nade the surface passage. 

The accident to the Air Union Blériot has not had such an 
adverse effect on the bookings as was feared. One heard that 
a number of bookings had been cancelled, and the actual 
number of passengers carried by the Air Union was 53 in cotl- 
parison with 98 the previous week. This one imagines was 
largely due to the appalling weather. 

The W.10, G-EBMR, en route from Brussels to London on 
Sunday, was damaged in a forced landing due to a broken 
vil pipe. Mr. Robinson and Mr. Warner were the pilots of 
the machine, but one gathers that Mr. Warner was actually at | 
the control at the time. ‘hus Mr. Warner carries on the 
tradition that every new pilot coming onto air line work 
must have at least one crash. ‘The machine was damaged to 
an extent which rendered dismantling necessary. 


It was reported in the lay press that a D.H.g belonging 
to the British Insurance Group was smashed in a forced 
landing in a garden near Croydon aerodrome. Actually what 
happened was that Mr. Leslie Hamilton was testing the 
inachine when the engine started missing, and he descended 
undamaged in a neighbouring field. The trouble, which was 
due to water in the carburettor, was soon rectified, and Mr. 
Hamilton flew the machine back to the aerodrome. He left, 
at 06.00 hours on Tuesday, for Biarritz, to join the Lowenstein 
Air Line. 

There is a certain well-known pilot who for a long time 
was flying on the regular air lines. Three or four years ago 
he joined an aircraft firm and has been flying regularly ever 
since. Recently he applied to Imperial Airways Ltd. to re 
turn to air line work but was told that he could not be taken 
on owing to the fact that there was a waiting list of pilots. 

Many of these are, naturally, without experience of ait- 
line work. And as training pilots new to air-line work 1s 
sometimes expensive, one cannot help thinking that Im- 
perial Airways would do well to take on an air line pilot of 
experience with a good insurance record rather than others 
with neither. 

The Emir Feisul, son of our old friend (and enemy) Ibn 
Saud, Sultan of Najd and now King of Hejaz, and his suite 
visited the aerodrome on Wednesday of last week. They were 
taken for a flight over London in an Argosy. The Emir 
Veisul had an opportunity of seeing London at close quartets 
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and Jondon had an opportunity of seeing and hearing the 
Argosy. 
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seas prevented him from taking off again, and the machine, 


: ; ? which apparently suffered little damage, was eventually 
It is reported that about 60 Service aircraft are to be beached. 


present on Saturday week at Croydon at the jamboree staged On Oct. 5 he resumed his flight from Southport at 08.15 
for the benefit of the Dominion Prime Ministers. There is hours and arrived at Gladstone at 13.15 hours. 
to be a large public enclosure but one is uncertain at the On Oct. 6 he left Gladstone at 07.00 hours. He alighted 


5 ee f ; 
moment whether this is to be free or not. at Mackey at 10.15 hours, left again at 11.00 hours, and piaieey 
At a later date this season one gathers th reached Bowen at 13.10 hours. 


an official ceremony for the laying of the On Oct. 8 he arrived at Cooktown, Oueensland. 

of the new aerodrome buildings. On Oct. ro he reached Thursday Island, and on Oct. tr left 
the laying of the foundation for Port Moresby, New Guinea. — 
But evidently this is not to be, i 


| 
in last week’s THE ArROPLANE showed the buildings well on PARIS—RABAT BY NIGHT. Le 
the way to completion. ; On Sept. 9 Lieut. Girardot and Lieut. Cornillon left Le 
One warned Uncle Dick of The Daily Mirror last week of | Bourget at 19.35 hours on a Breguet XIX biplane (450 h.p. 
the risk he was taking in sending Pip, Squeak and Wilfred  Lorraine-Dietrich engine) to fly non-stop to Rabat. They | 
round the world in a French aeroplane with a French pilot. landed at Rabat at 06.00 hours on Sept. ro. 
The warning was justified, ‘as the pets are at the moment The object of the fli 
of writing marooned in the African 
pilot, Uncle Bonbon, left the spare 
No doubt worse things will follow 


Alan will have to be despatched in 
pedition.—c. p, 


at there is to be 
foundation stone 
One always thought that 
stone preceded the building. 
for the photograph published 


ght was to make experiments in night 
Jungle, because the Navigation by directional wireless. During the whole flight 
tin of petrol in Morocco. throughout the night they were in constant radio communi- 
and possibly Uncle Sir cation with Viry-Chatillon, Bordeaux, Toulouse, Algiers and 
charge of a relief ex- Casablanca stations, the machine sending in Morse and re- 
ceiving in telephony. ; 
; 
AN ANGLO-GERMAN DEAL. AT SEL OS SE RNS IAI ' 
The good fellowship existing between British and German DR. ZDENKO LHOTA. 
Aviation concerns is shown by the arrange conclude ee on 1G . : 
Ay oo SOBCeINS 18 hown y arrangement concluded” On Oct. 9 Dr. Zdenko Lhota was killed at Rome while 
hetween Imperial Airways Ltd. and the Deutsche Luft Hansa. ,., > as ie : : , ; 
a ‘ - f : ; Ms aking part in the competition for the Coppa d’Ttalia. 
From Saturday next Imperial Airways wil] cease to operate i : : ees 
Meth. London—Amsterdam route and |} sae Dr. hota was probably one of the best known of the small 
—Ams ¢ mite ¢ y arrangeme é rex = aS : 
e ee en : : 2 Gat san eenien hand of brilliant Czecho-Slovak pilots. He was an amateur 
the Luft Hansa will operate this route. ak : ce ow ies Ries 
: sxe ; aut : ; who flew for the love of flying, and during the past few 
All passengers booking by Imperial Airways will be carried ee Bay i eit ee Ee Dae 
: cl Arie oe : : ; vears has made a large number of long-distance tours, mainly 
on German machines which, like the Dutch, are built to a 


: 2 ‘ through southern and south-eastern Europe, which have done 
standard of safety which would almost satisfy our Aeronauti- = ee) CUE Ge, Ph ame gate ; 
Ei Inspection Department and ecaaiaiisnert Ty ‘Tot much to help: Czecho-Slovak aviation in general and the 
F I gee. a : ; ee s 2 ey PLO \via Company, whose machines he always flew, in par- 
of all three nations are equally steady. Firalae ; : 

This is the first result of the removal of the na ay 


outrageous 


Nine Rules of the Versailles ‘Treaty, by which the French In addition he participated in the 1925 Coppa d'Italia on 


; Beier: ater an Avia B.H.1r gaining second place to another machine of 

hoped to ruin German Aviation. the same type, and this year he won the Concours des Avions 

1 THE R.A.A.F. PACIFIC FLIGHT. Economiques at Orly, also on an Avia B.H.tt. ina 
On Sept. 29 Group Capt. R. Williams, Dis.Os.) ©..BE.. By his death Czecho-Slovakian aviation has lost one of its rine We 

Chief of the Australian Air Staff, who, together with two most brilliant pilots and one who has done much to popu- bo 

officers and a mechanic, is making a flight through the arise the small, and economical type of aeroplane for which Weel 

Southern Pacific Islands to Samoa and back on a D.H.50 sea- there is such a growing demand. One extends the svinpathy ata 2 

plane (250 h.p. Puma engine), left Sydney for Brisbane. He of all British aviators to our friends in Czecho-Slovakia, wow fe 

was forced ‘to alight in the open sea six miles south of South- especially to his colleagues, MM. Bondy, Benes and Hajn 

port, Queensland, with slight mechanical trouble. High on the death of Dr. Thota.—1. B. 
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Sir Alan Cobham’s Flight to Australia. i 
sir Alan Cobham's blight to Australia. 


The Linen Aeroplane Fabric employed in the Construction of 
the De Havilland D.H.50 Seaplane used by Sir Alan Cobham on 
his world-famous flight to Australia and back was manufactured by 
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Selling Agents: CRAWLEY, GATES & CO., 115, Fore Street, LONDON, E.C.2. 
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DEATHS. 
HAUN.—On Oct 8, at Kenley, sehr as the result of a flying The SUPERMARINE “SOUTHAMPTON” 
accident, SM. Erik Gutzeit Haug, No. 56 (Fighter) Sadn., R.A.F. 
Serjt. Major Haug was a Norwegian pilot who came into the TW IN-ENGINE. FLYING BOAT 


RAL, from the Norwegian Air Service just after the War, 1914-15, : é 4 , 
apparently under a scheme which was then being tried for bringing fee WO Napier-Lion Engines.) 
in a certain number of pilots from Allied Nations. After a course of 
training in Hngland he went to Palestine, where he was appointed 
to 14 Squadron as a Warrant Officer 1st Class. 

There he became very popular with all ranks, for his daring as a 
pilot and his general keenness endeared him to everybody, so much so 
that when he was posted for Home Service he was: given a dinner by 
the Sergeants’ Mess and sundry senior officers came in to bid him 
farewell. 

His many friends in the Palestine Command will learn with 
sorrow of his untimely death, which oceurred during night-flying 
practice. 

NICHOLI,S.—On Oct. 5, at Peshawar, India, as the result of a flying 
accident, on Oct. 1, Philip Hedgeland Nicholls, Flg. Off., No. 20 
(Army Co-operation) Sadn., R.A.F. 

Mr. Nicholls entered the R.A.F. with a S.S. comn. on July 16, 1924, 
and was posted to No. 2 F.T.S., Digby, for a course of instruction. 
In June, 1925, he was posted to No. 17 (Fighter) Sqdn., Hawkinge, 
and in December of the same year he was posted to No. 20 Sadn. 
Mr. Nicholls was promoted to the rank of Fig. Off. last February 

FORTHCOMING MARRIAGES. 

PERRY-KEENE—WHITEH.—tThe engagement is announced betwen 
Mr. T. H. Perry-iXeene, R.A.F., second son of Mr. and Mrs. Perry- 
Keene, of Clevancy, Rednal, and Muriel Foster, youngest daughter of 
H. 1,. White, E.D.0., Somerset House, and Mrs. White, of Streatham 
Hill. 
TURNER--GARRATT.—The engagement is announced between Flt 

Lt. B. Ke Turner, A Pics skATh; youngest son of Mr. and Mrs 
Alweyne Turner, of Eastbourne, and Margaret Flizabeth, daughter 
of Mr. and. Mrs. Richard Garratt, of Holywood, Co. Down. 
MARRIAGES 
ARMSTRONG—-PHIPPS.—On Oct. 9, at Esher, Fig. Off. Geral 
Christopher Allan Armstrong, R.A.F., only son of the late Col. Armn- 
strong, 1).S.0., and Mrs. Armstrong, of Dunkirk House, Devizes, 19 
Alexia Mary Frances Barré, daughter of Mr. and Mrs. Barré Phipps, 
of St. Nicholas, Fsher, Surrey. 
BEAUMONT—RIPLEY.—On Oct. 5, at All Souls’, Langham Place, 
, by Air Commodore H. Viener, C.B.E, Chaplain-in-Chief of the R.A.}", 
Lionel Collins Beaumont, Fig. Off., R.A.F., eldest son of Mrs. 
Beaumont and the late Capt. D. 5. Beaumont, of Guernsey, to 
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1 Jinid Corinne, younger daughter of Mr. and Mrs. Torace H. Ripley, 
Ne of ‘ Outwood,” Surrey. 

| i DE CRESPIGNY—USHER.—On Oct. 7, at St. George’s Church, 
} Fovant, Sq. I.dr. H. V. Champion de Crespigny, M.C., D Hic.) AvkG. 
qr R.A.F., to Sylvia Ethel Usher, second daughter of the Rev. R. an: 


Mrs. Usher 
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Great Flight. 


MacLennan s 


Tapes & Flexotube 


Insulated Sleeving were used 


in the construction of the 


De Havilland Aeroplane 
which demonstrated so 


wonderfully the reliability 
of British Materials and ALY Dope of 


Workmanship. | Proved Efficiency” 


CELLON ichmond Ltds 
JOHN MacLENNAN & CO., Cellon aA Road, 


115, Newgate Street, Richmond, SURREY. 


Tel E Telephone: 
LONDON, E.C.1. AJAWB, mpegs | Surrey. RICHMOND 2213 (3 lines). 
C9 


G29 I 5~ me 


AEE i 


yil|_@He ABKOPLANE—ocr. 20 926 NMI 


Some Specification |,,, 


UT 


Registered at the G.P.O. 
as a Newspaper. 


Vol. XXXI. No. 16. SIXPENCE 


WEEKLY. 


“FROM WEST TO EAST, FROM SOUTH TO NORTH 
“SCOTLAND SENT ALL HER WARRIORS FORTH.” 


Scott—Marimion.) 


. A\s 
THE END TO END FLIGHT.—The D.H. Moth (Cirrus Mk.II engine) which was flown by Col. the Master dN’ 


Sempill, East from Land’s End and North to John o’ Groats. The machine is here seen, with Mrs. Sempill in 


charge, at the village of Sennen, the most Western habitation in England. HAIER I 
] 42 PALMER for fa, of TNind 
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SEE PAGE 529 FOR PALMER LANDING WHEELS AND TYRES. (223) 
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FOR THE PRIVATE OWNER 


HE AVRO “AVIAN ” two-seater light aeroplane was the only newly 


: designed machine at Lympne, and it has been universally acknow- 
: ledged that it was the most interesting aeroplane present. ‘‘The 
" Aeroplane”’ said : 


m1 ES HE ‘AVIAN’ is really remarkable. Only a few years ago our 
most noted scientists proved to their own satisfaction that it 
was quite impossible for any aeroplane to carry its own weight as 
i@ useful load. Yet here we have a machine which instead of going 50-50, 
|e performs with roughly 45 per cent. construction weight and 55 per 
cent. useful load, and it is the fastest machine in the Competition.” 


‘THIS extraordinary weight-carrying capacity of the competition 

machine not only serves to indicate once more the superiority of Avro 
design, but makes it possible to secure by modification all the essential 
qualitics of the privately owned aeroplane, and, moreover, those refine- 


ments which help so much towards the comfort of aerial travel, without 
fear of overloading. 


(THE AVRO “AVIAN” will shortly be available fitted with the 


“Cirrus” Mark II engine. Advance particulars will gladly be 
sent on request. 
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ON LEARNING FROM THE EXPERIENCE OF OTHERS. 


One of the reasons why human progress is so slow is that 
people will not learn from the experience of others. Some- 
times we learn wisdom, in time, from our own experience, 
But if only we would learn from the experience of other 
people our progress would be considerably quicker. And the 
rapidity of our progress varies considerably with the 
individual. Some people are quick to profit by their experi- 
ence, others are slow-witted or merely stupid. 

What is true of individuals is equally true of nations. ‘The 
English as a nation are particularly slow to profit by what is 
done in other countries. As a nation we. are not stupid but 
we are phlegmatic. We seem to hold by the old adage,— 

“ Be not the first by whom the new is tried 
~ Nor yet the last to set the old aside.” 

The result is that though eventually we get the best of 
everything, it takes us an unnecessarily long time to get it. 
And the process of getting is extremely irritating to those 
who can see just far enough ahead to have a vision of what 
it is that we have to have, whether we like it or not. 

Moreover, in the process of getting we not only deprive 
ourselves for an unnecessarily long time of the things we 
need, but while other people are making them they are also 
selling them. And so we not only go without the things our- 
selves but we lose all the profits we might have if we were 
a bit quicker in the uptake and started making those things 
not only for our’ own consumption but for sale to other 
people. 

AN HIstoric PRECEDENT, 

Take the case of the motor car for example. The French 
and the Germans and the Americans were making and using 
movor cars for quite a while before we even started making 
them. For several years after the use of motor cars became 
legal in this country we bought practically all our cars from 
France and Germany. We had the Benz and the Canstatt- 
Daimler from Germany and the Panhard and the De Dion and 
the Léon Bollée from France long before anybody started 
making motor cars as a business proposition in this country. 

Though a certain number of wild enthusiasts did make a 
few cars they were very primitive affairs, largely because 
the makers refused to learn from French and German ex- 
perience. And the people who made the money out of selling 
motor cars were those who became agents for French and 
German and American cars. 

Then after some years we began making good solid cars 
of our own, such as the Rolls-Royce and the Wolseley, and 


we began to get a certain share of our own market, but still 
the bulk of the cars on Knglish roads were of foreign make 
and we did practically no export trade compared with what 
was being done by foreign nations. 

Next came the American invasion. The American manu- 
facturer had the wit to see that people wanted automobiles 
conipletely equipped. And so he started sending out his cars 
complete with lamps’ and electric lighting and self-starters 
and everything that the motor driver could possibly want. 
But if one bought an English car one had to spend pounds 
and pounds more on buying lamps and necessary accessories. 
And for years aiter that one actual y had to have quite a big 
workshop job done on the engine and the if one 
wanted a self-starter. 

In-spite of the fact that thousands of English motorists 
bought American cars simply and solely because they were 
fully equipped and practically fool-proof, the English motor 
manufacturer refused for years to learn from the experience 
of the American manufacturer and even ignored the evidence 
that was right under his nose in the person of the Enelis] 
motorist who bought American cars in his thousands. Now 
at last, thanks very largely to the energy and initiative of 
Mr. Morris of Oxford, the average English car is very nearly 
as well equipped as is the average American car with all the 
things which make motoring more enjoyable. 

Because our English cars are better finished and more 
able than American cars we are gradually getting back our 
home market, and quite a lot of the business in the Britis] 
Dominions But the American maker still keeps 
ahead of us in quite a lot of gadgety ideas which, though 
they are not absolutely necessary On a Car, are at any rate 
very attractive, 

Still, the English motor manufacturer 
something from his own bitter experience. 

But if we had only had the sense to learn from American 
experience some fifteen years ago and had started in after 
the Armistice in 1918 to follow the best American practice 
in the design’ and equipment of our cars, we should be in 
very much better financial position than we are to-day. 
Although the cheaper American cars have been practically 
pushed off the English roads they still predominate all ovet 
the rest of the World. And so the British motor manu- 
facturers have lost the profits of six or seven years of the 
home markets and have not yet touched the possibilities of 
the markets. 
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THE BOEING PURSUIT BIPLANE.—The latest development of the Boeing P.W.9, fitted with the 425 h.p. Pratt 
and Whitney Wasp air-cooled radial instead of the Curtiss D.12 water-cooled engine. 


This machine, which has 


a very high performance, is at present under test by the U.S. Navy. 
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A Lesson To THE AIRCRAFT INDUSTRY. 

Now all this ought to be a lesson to the Aircraft Industry. 
History, as one has said on various occasions, is the greatest 
plagiarist in all literature. It always repeats itself, though 
every time with variations. 

The Americans were the first to fly and the French were 
next. We bought French and American aeroplanes in 1909- 
IO-11 just as we bought French cars in 1897-98-99, and up to 
1902 or so. The French took all the speed records up to 
1g12. Then the Avro people produced the World’s best train- 
ing machine, and Messrs. Sopwith and Sigrist produced in 
the Tabloid the most wonderful performer for its power in its 
day, and in 1914 they won the Schneider Trophy with its 
direct descendant. 

During 1914-18 we built the machines which had the best 
performances. But since 1918 we have fallen sadly behind so 
far as sheer performance is concerned. 

And so, although one knows perfectly well that the British 
Aircraft Industry does make the best aeroplanes, and will 
eventually do the biggest business in aeroplanes all over 
the World, one would like to suggest to the Aircraft Industry 
that it can not only make very much more rapid progress, but 
can make money much sooner, if it will learn from the ex- 
perience of other people without waiting to be taught very 
unpleasant lessons at our expense. 

These lessons may come in the shape of the loss of trade 
which we might have if we were a little quicker in supplying 
what people want in the way of civil aircraft. Or they may 
come in the shape of heavy loss of life in the Royal Air 
Force if, owing to our unwillingness to learn from other 
people, we find ourselves thrown into the Great War with 
the obsolete types of aircraft with which the Royal Air Force 
is equipped to-day. 

Moreover one would like to point out that the Great War 
may be very much nearer than people expect. ‘The present 
break in the Government of Russia and the feud between the 
partisans of Trotsky and the partisans of Stalin is regarded 
by people who know a good deal as being the equivalent to 
the affair of Thermidor in 1794, when Robespierre and the 
Jacobins were deposed and executed, and the Directorate 
came into being which gave Napoleon Bonaparte his oppor- 
tunity. And one is told that there is in Russia to-day a 
certain soldier, whose name is unknown in this country ex- 
cept to the knowledgeable few, who is seriously considered 
as the Russian Bonaparte. 

WHAt AMERICA Has DONE. 

For all these reasons one feels justified in devoting a goodly 
portion of THr AXkROPLANE this week to publishing in full 
a specification of the latest single-seater airplane required 
by the Government of the United States. For this speci- 
fication one is indebted to an aircraft designer who has a 
singularly complete knowledge of the aircraft of all nations. 

One recommends that this specification should be closely 
studied not only by the design staffs of all our aircraft fac- 
tories but also by those officers and men of the Royal Air 
Force who take a close interest in the aircraft on which their 
lives will depend in the next war. 

The specification shows that same astonishing attention 
to detail in its relation to the comfort and safety of the 


THE CURTISS HAWK 


(F.6C-2) SEAPT ANE.—The standard pursuit seaplane of the U.S. Navy. 


pilot that is shown to the comfort and convenience of the 
driver by designers of American motor cars. And one be- 
lieves that anybody who studies the specification will admit 
that we have not in this country a machine which comes 
very near fulfilling the specification. 

If one discusses the specification with our own designers 
one will certainly be told that they could design machines up 
to it if they were given a free hand by the Air Ministry. 
And if one discusses it with the technical people at the Air 
Ministry one will probably be told that that is exactly the 
thing they would like to have if only our designers and 
constructors were willing to produce it. 

One has been told by Air Ministry officials that they would 
welcome new and improved aeroplanes which were the re- 
sult of original thought in our aircraft factories, and that 
the specifications which are sent out by the Air Ministry are 
merely issued as a guide to designers. On the other hand, 
one has been told by aircraft constructors that so long as 
they stick strictly to the Air ministry specifications they 
cannot be blamed if their machines are not up to the per- 
formance of the best American and French machines,—in 
other words they prefer to shelter behind the Air Ministry 
specifications in case their design staffs let them down. 

Possibly, after studying the specification in detail, some de- 
signers will say that no machine can be produced to fulfil 
the specification. The answer to that quite simply is that the 
Americans have already got such machines. It is in fact 
to all intents and purposes the specification of the standard 
single-seat fighter, or pursuit ship, used by both the U.S. 
Naval Air Service and the U.S. Army Air Corps, and known 
in the U.S. Army as the P.1 type. It has been developed 
from the Curtiss P.W. 8 of two years ago merely by a pro- 
cess of refinement. 

AMERICA’S RISE. 

The rapid rise of American aircraft since the War 1914-18 
has been due to strict and merciless insistence on the figures 
specified for weight and performance. If a manufacturer has 
failed to fulfil the specification, or if, by way of sheltering 
himself against the discovery of his own incompetence, he has 
asked just how the U.S. Authorities want a certain job done, 
he has simply been told to go home and read the book in 
which the specification is issued and to come back when he 
has fulfilled the specification. 

During the War American aircraft were a joke, except 
when they were a tragedy. America spent millions of 
pounds on manufacturing aircraft during the War and not 
one single American aircraft ever crossed the fighting line. 

When America joined us in the War we sent to America 
all our very best aircraft designs, together with quite a num- 
ber of competent people to show the Americans how to build 
the machines. And the Americans, always ready to learn, 
took our designs and our advice and set to work whole- 
heartedly to build war machines. 

They made a hopeless hash of their first efforts. But they 
learned from our experience and they learned from their own 
mistakes in a fraction of the time which we should have 
taken under similar circumstances. 

After the fighting was over they still went on building to 
the designs which we had sent them. And the standard 


Sao ; With the 
Curtiss D.12 engine the Hawk seaplane has a top speed of 159 m.p.h. at sea level, 138.7 m.p-h. at 15,000 feet, an 
alighting speed of 65.4 m.p.h., climbs to 15,000 feet in 13.6 mins., and has a service ceiling of 18,100 feet. 
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general purpose machine in the U.5. Army Air Corps to-day, 
and on that wonderful trans-Continental air mail line, 1s still 
the De Havilland 4 with a Liberty engine. But, while they 
have been carrying on with our old designs, they have 
worked steadily on their own designs. 

he result has been that two years ago, after six years of 
pretty hard work, they had produced the P.W.8, which as a 
single-seat fighter is still far in advance of anything of | its 
power in this country, with the sole exceptions of the Fairey 
l'irefly and the Avro Avenger, both of which frankly owe a 
great deal to Curtiss ideas and have been built entirely free 
from Air Ministry interference. 

The progress made in America in the past three or four 
years has been duly reported from time to time by those 
whose duty it has been to watch American progress. But 
from various conversations with designers and constructors 
in this country one is convinced that the information which 
has reached this country has never been distributed among 
those to whom it should be of vital importance, namely, the 
designers and the design staffs of our aircraft factories. 

The knowledge may be stored up in pigeon-holes at the 
Air Ministry or in individual minds of Air Ministry officials 
who hope some day to use it for their personal advantage. 
Some of it may have been distributed to the Aircraft In- 
dustrv by the particular, department of the Air Ministry 
whose duty it is to distribute such information, and perhaps 
+t may have been neglected by the Industry. Possibly chief 
designers may have kept it to themselves and may not 
have taken the trouble to distribute it among their sub- 
ordinates. 

At any rate one is certain that the junior members of the 
design staffs of our aircraft factories do not know what the 
Americans demand from their constructors—and get. St’ 
less do the pilots of. the Royal Air Force know what. their 
opposite numbers in the States are getting. 


AMERICAN M&tHODS. 


The methods by which the American Flying Services have 
produced these extraordinary machines may be divided under 
four heads. ' 

(A) ‘hey concentrated after the War on assuring accessi- 
bility to all parts of the engine and aeroplane and armament. 

The idea was to keep the machine in the air for the greatest 
number of hours with the least possible number of hours 
spent in maintenance work on the ground. ‘Their slogan 
was ‘Maximum air hours with minimum work hours.”? That 
is to say, they aimed at changing engines, guns, tanks and 
so forth not only as quickly as possible but as simply as 
possible. 

Their whole aim was to make their machines fool-proof, 
bearing in mind the fact that though they might produce the 
necessary number of skilled mechanics to maintain the 
machines perfectly in time.of peace they would have to en- 
list in time of war a vast number of men, who, though pass- 
ably good inechanics, would be quite ignorant of aircraft 
work. Out of any hundred thousand mechanics they could 
not expect to have more than ten thousand skilled men 
against ninety thousand who would be quite ignorant of air- 
craft. Consequently everything in the specification is based 
on the idea that the machines will have to be maintained 
on the ground by unskilled men. 

(B) Having achieved almost complete fool-proofness the 
directing brains of the Flying Services proceeded to specify 
refinement in design, with the idea of attaining: high per- 
formance. 

This line of development showed itself when the Army and 
Navy Air Services began competing against one another for 
speed records, and the American manufacturers produced 
under their pressure the various racing machines which have 
taken part from time to time in the great international com- 
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petitions—machines such as the Wright and the Thomas and 
the Verville and, pre-eminently, the Curtiss. 

(C) Having got their accessibility and high performance 
the authorities then began to work for high factors of safety. 

Lieut. James Doolittle, U.S. Army, the famous American 
racing pilot, who happens to be so constructed internally 
that he can stand physical strains which would ‘probably lay 
out unconscious ninety-nine out of a hundred pilots, found 
out, with the aid of accelerometers, that he could get seven 
and a-quarter times the normal flying loads onto the structure 
of his machine in high-speed turns and dives. At that time 
the factor of safety on which the American Services insisted 
was only eight, which on such showing was obviously inade- 
quate. 

Consequently the all-round factor of safety on the American 
machines was raised to twelve. And in certain parts it is 
Sixteen: 

(D) The fourth stage, that at present in progress, is the 
refinement of existing types. 

The policy of the Services is rather to avoid the introduction 
of radical changes in type and to get better and better per- 
formance while at the same time simplifying the machines 
and everything in them. ‘That is to say, the Services haye 
practically adopted that amusing slogan invented by Mr. 
3ill Stout of Detroit, and displayed all over the works of 
the Stout Metal Airplane Company, ‘‘ Simplicate and add 
more lightness.”’ 

A simple example of what has already been achieved by 
this process is to be found in the Curtiss Hawk, the standard 
pursuit ship developed from the Curtiss P.W.8 of two years 
ago. The wing radiators have been abolished: in favour of 
tunnel radiators for the sake of simplicity and reliability, 
but the tunnel radiator is of such a type that it does not de- 
crease the speed of the machine. The wings have been 
tapered and a number of apparently quite small alterations 
have been made in the machine, with the result that with the 
Curtiss D.12 engine the performance of the machine with 
full armament and war load, which was 162 m.p.h. two 
veats ago, has now gone up to 172 m.p.h., and the machine 
is simpler to maintain. 

THE PuRSUIT-SHIP SPECIFICATION. 

As to the specification which follows hereafter, readers 
should understand that it has been condensed from about 
five hundred pages of print and typewritten matter, and 
therefore a vast number of very interesting minor points 
have necessarily been omitted. For example, such questions 
of accessibility as the arrangement for changing or adjust- 
ing rudder pedals, and the arrangement of electric batteries 
so that access to them shall not be obstructed by the position 
of the fire extinguisher, have not even been mentioned. 

Before starting to consider the specification itself there 
are certain points in it to which one would like to draw 
special attention. It will be noticed that the specification 
covers in one machine what would be, in a less efficient and 
economical country, twelve different types. 

Hirst and foremost it is a pursuit ship. Secondly, with a 
supercharged engine, it is an intercepter fighter, and thirdly, 
with an engine of low power, it is a training fighter, or what 
one inight call an advanced training machine, which is also 
used for practice flying and for cross-country touring so as 
to avoid wearing out the high-powered and expensive engines. 

In each of these capacities it may be used on floats, thus 
inaking six different types of the machine. And in each of 
these six capacities it may be fitted either with an air-cooled 
or a water-cooled engine, making twelve different machines 
of it. 

In actual practice the Curtiss Hawk can be used with either 
the Curtiss V.1400, (510 h.p.), the Curtiss Di12 (435 h.p.),or 
the Wright E.4 (200 h.p.), a development of the Hispano- 
Suiza, which are all water-cooled engines, for Army use. 


THE CURTISS HAWK (P.1.).—A front view of the stan 
radiator and spilt undercarriage, the latter standard th 


dard U.S. Army Air Corps pursuit biplane. The tunnel 
roughout U.S. Service aircraft, are interesting features. 
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Or it may be fitted with the Pratt and Whitney Wasp (425 
h.p.) or the Wright Whirlwind (200 h.p.) air-cooled engines 
for the Navy. Practically the only difference in the machines 
is the paint. And in fact until the machines actually go 
into the paint shops to be painted green for the Army or 
aluminium for the Navy, and to receive their official number- 
ing, nobody knows which Service they are going to or what 
engines are going to be fitted to them. 
INTERCHANGHRABILITY. 

As will be seen from the specification, it must be possible 
to change from the high-powered active-service engine to 
the low-powered training engine, and from air-cooled to water- 
cooled, in not more than six hours with a crew of untrained 
mechanics. And this is actually done as part of the ac- 
ceptance tests of the machines. 


Moreover in changing engines of the same type, that is 
to say, high-powered to high-powered or low-powered to low- 
powered, the change must be made in not more than four 
hours for a water-cooled type or two hours for air-cooled en- 
gines. This perhaps, more than anything else, will show 
how the American Services are concentrating on saving 
labour in the field on active service. 

Similarly it will be found that machines must be changed 
from land undercarriages to floats or contrariwise in not more 
than four hours with an untrained crew. 

These times are not set as figures at which to aim but as 
tests which must actually be fulfilled. ‘The same remark - 
plies to all the other figures mentioned in the specification. 
And one hopes that they will be studied with due care. 

Here is the specification ;— 


A GENERAL SPECIFICATION FOR CONVERTIBLE: SINGLE-SEAT AEROPLANES. 


‘HE FOLLOWING ‘[YPES ARE COVERED BY THIS SPECIFICATION : 


(1) INTERCEPTER FIGHTERS, (2) PuRSuIT FIGHTERS, (3) TRAIN 


ING VIGHTERS. 


PAR? I (INTRODUCTORY). 

(ror) This is a general specification for a single-seat fighter 
aeroplane of a convertible type, suitable for use as a land- 
plane or as a seaplane. ee 

(102) ‘Ihe types covered by this specification are the fol- 
lowing: (a) Intercepter fighter for local defence (b) Pur- 
suit or long-distance fighter (c) Training fighter. 

(103) As it is impossible to maintain a large well-trained 
personnel and expensive repair facilities in the immediate 
vicinity of the actual fighting area, inspection, repairs, re- 
placements, etc., requiring such an organisation or a large 
allowance of time must therefore be kept to an absolute 
minimum. 

A machine in need of such repair or attention is sent back 
for an indefinite time. With casualties many and facilities few 
an increased number of machines to maintain a given ser- 
vice is therefore required, and consequently an increasing 
amount of supply in all branches is the result. This de- 
creases, of course, the active combatant forces available. 

(104) Any point, therefore, that purports to relieve these 
drawbacks must therefore receive the closest attention of 
the designer. In certain instances one might even be justi- 
fied in sacrificing performance for accessibility and ease of 
maintenatice. 

(105) The material specifications issued by the aircraft pur- 
chasing department from time to time, and any other such 
specifications that may apply, form part of this specification. 
The editions current on the date of the contract shall be 
followed. , 

(106) Where a discrepancy exists between this general speci- 
fication and the detailed specification issued with each order 
the latter shall always be followed. The same applies to any 
plans that may. be issued in connection with a contract. 

Part IJ (PERFORMANCE). 

(201) The minimum performance that is required from this 
type of machine, is as follws :— 

Seaplane. landplane. 


High speed (sea level) 170 m.p.h. 180 m.p.h. 


Low speed (sea level) 55 m.p.h. _ 

Ceiling (unsupercharged) — 25,000 feet 

Ceiling’ (supercharged) — 38,000 feet 
Climb from sea level — 15,000 feet in ro mins. 
Manceuvrability (sea level) — 7 


Note: Manceuvrability is expressed by the ratio R/r 
where R is the rate of climb at sea level in feet per minute 
and ris the minimum radius of turn at sea level in feet. 

(202) The aeroplane when equipped with a training engine 
(see par 402) shall have a high speed of not less than 155 
m.p.h. and a service ceiling of not less than 18,o00 feet as 
a land machine. 

(203) The maximum permissible low speed at sea level, 
with any loading, included in this specification, shall not ex- 
ceed the specified value as this is governed by the accelera- 
tion given by the catapult equipment. [See par. 414.— 
C.G: G. | : 

Part III (WEIGHT AND ITS CONTROL). 

(301) Considerable delay frequently happens in the pro- 
duction of aeroplanes, through changes being required in the 
design owing to faulty estimation of weight and the centre 
of gravity, but as weight, etc., is of the utmost importance 
no appreciable variation from the estimate can be permitted. 
The contractor must therefore adhere to the following in- 
structions to be sure that the estimated performance and load 
factors are fulfilled. 

(302) The total weight of the aeroplane fully loaded shall 
not exceed the following values : 

(a) as a landplane,—2,go0 pounds. 

(b) as a seaplane,—3,150 pounds. 

(303) In the contract the builder shall guarantee that the 


muctual dead load will not exceed the estimated dead load 
used for the computation of performance and strength by 
more than 3 per cent. 

(304) Along with the design the detail weights shall be 
given. Ail drawings shall be marked with a statement ‘of 
the calculated weights of the respective parts and assemblies. 

(305) As parts are constructed, the actual weights shall 
be measured and checked with reference to the calculated 
weights. The inspector representing the purchaser shall 
withhold acceptance of any part more than 5 per cent. over 
the calculated weight. 

If, when all the parts completing an assembly or group 
(such as wing group or landing gear) are finished, it is found 
that the over-weight of the withheld parts is absorbed by 
corresponding under-weight in others, so that the group or 
assembly comes within the estimated weight, the over-weight 
parts may be passed. If not, the parts affected must be re- 
designed. 

(306) Groups which are over the calculated weight by more 
than 3 per cent. will be rejected unless the contractor can 
show that this over-weight is absorbed by corresponding sav- 
ing in other groups so that the total dead load comes within 
the guarantee, and provided that the contractor can satis- 
factorily demonstrate that the balance of the aeroplane will 
not be affected outside the limit set down in paragraph 309. 

(307) No aeroplane contracted for shall be accepted unless 
the dead load is within 3 per cent. of the guaranteed weight. 
The contractor is not, however, to suffer from over-weight 
in any material furnished by the purchaser. With each aero- 
plane delivered the contractor shall submit a detailed state- 
ment showing the difference in weights of material as fur- 
nished and those originally submitted with the weight esti- 
mate. In case of a discrepancy the permissible weights will 
be corrected accordingly. 

(308) Changes in design, involving change in dead-load 
weight or balance, made after preliminary approval, shall 
be authorised in writing from the Purchasing Department 
and the estimated weights and the location of the Centre of 
Gravity shall be revised accordingly. 

(309) The location of the centre of gravity on the completed 
aeroplane may not vary more than 1 per cent. of the aero- 
dynamic mean chord from the estimated positions. 

_ (310) The aeroplane shall be designed to carry the follow- 
ing equipment : 

(a) Crew. 


lbs. Ibs. 
Rilotauey ae We 4 x6 .-. 180.0 180.0 
(b) Military load. 
Onewo:somcaltbhremoin ya = sect Oya) — 
One 0.30 calibre gun ie s<)_) WORO — 
200 rounds 0.50 calibre ammunition ... 50.0 — 
600 rounds 0.30 calibre ammunition 39.0 — 
One Aldis gun sight... wae Ba: 3.0 — 
One ring sight ... ie a3 a 0.9 a 
Two synchronising gears complete 73, — 
Radio, camera, or equivalent ... as AO — 
*Pyrotechnic projector nie ES 4.0 _ 
Pyrotechnic ammunition he ah 2.6 ~ 
Allowance for ammunition boxes, etc. 18.0 241.8 
(c) Equipment. 
Pate chutermnr.« oe a ae Pr | eee _— 
Pressure fire extinguisher Mi ne 7.0 — 
Hand fire extinguisher a zy 6.5 — 
Oxygen apparatus aoe ae sas 9.3 _— 
+ Instruments st sas se Pan ity 58.2 
Total specified load ... — 480.0. + 


[* The Véry pistol is obsolete. The projector is built into 
the fuselage and the cartridge is fired by hitting a button. 


[+ The weight of the Pioneer Instrument Co.’s equipment 
complete is as stated.—c. G. G.] 
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AIRCRAFT 


Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. 
Designeis and Ccnstructors of “MARTINSYDE” Types of Aircraft. 
Designeis and Con tructers of ‘‘CIRRUS” Aero Engines. 

120/140 h p “AIRDISCO” Aero Engines. 

300/330 h.p. ‘““NIMBUS” Aero Engines. 


NIMBUS MARTINSYDE 


SINGLE SEATER FIGHTING SCOUT. 


PET; 


RENT BUS 
MARTINS Y DE 


Symp ab 
Mam oR 
ew 
tiny 
# i 
i ae 
inne 
. . . ~ ; 5 - } re than 
This machine designed for the installation of the foo oe hipaa A.L).G, bt 
” ° * n - 
“NIMBUS” Aero Engine can be placed amongst the most’ modern figh ing eo 
« in 
scouts. 4 
eo on? 
The standard.;equipment includes two Vickers Guns and a magazine for vie 
ss ae eee 
1,200 rounds of ammunition. =o 
we og) 
SPECIFICATION. "pea 
a or ops 
SPAN = - - s 2 - ied okt G) bale 10 Metres. a 
LENGTH = - : = > 26 ft 10 in. S188 05 8 a 
HEIGHT 5 F - F : gf. 61n, 29 ” nip 
WEIGHT EMPTY f ; : : 2,014 Ibs. 913.5 kgs. te 
FUEL & OIL : : Ny : 321 Ibs. 14626005 pe 
PILOT - : - - - 170 Ibs. 77 ly ait 
ARMAMENT = - : - - 160 lbs. 712) one < pia 
WEIGHT LOADED : : : ‘ 2,665 lbs 1,209 45 da“ 
MAXIMUM SPEED : oaee ih a ene oft 
LANDING SPEED - - 5° m.p h. Sor 5, att, 
CLIMB TO Io,000 feet: 3,050 met es - : in 74 mins, Ht i 
” ” 15,000 ,, 4,572 4 - - in EA ys fo} 
Ps eZ O;00O8N,, = 05005" 4, - - BaZa! | ay) 
SERVICE CEILING - - - - 23,500 leet, 7,163 metres. 
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A.D.C. AIRCRAFT, LTD. 
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THE CURTISS HAWK (P.1)—The standard single-seat pursuit aircraf 


t of the U.S. Army Air Corps. With the 


Curtiss D.12 engine the P.1 has a top speed of 170 m.p.h. at sea level, 154.5 m.p-h. at 15,000 ft., a landing speed 
of 61 m.p.h., climbs to 12,350 feet in 10 mins., 15,000 feet in 14 mins., and has a service ceiling of 21,000 feet. The 
P.2 (Curtiss V.1400 engine) has a top speed of 180 m.p.h. and climbs to 16,000 feet in lo mins. 


(d) Fuel and oil. 

Fuel and oil shall be computed for a duration of half an 
hour at sea level and 2} hours at 15,000 feet altitude with 
full throttle. The volume of oil shall, however, never 
be less than ro per cent. by volume of the fuel. 

(311) Paragraph 414 calls for an additional fuel capacity of 
30 per cent in excess of what is specified above. Care should 
be taken that the oil tank capacity is sufficient to take care 
of the additional endurance. 

Part IV (POWER PLANT). 
(A) Engine. 

(401) Any engine that has satisfactorily passed the type 
acceptance tésts may be used providing the design of the ac- 
cessories, etc., are such that the provisions below can be 
met. In case of a water-cooled type an inverted position is 
preferred. 

[Note : No engine-power is specified because this is 
governed (A) by such types of engines as exist and comply 
with the specified requirements, and (B) by the performance 
figures required in paragraph 201.—Cc. G. G. | 

(402) The aeroplane shall be so designed that an engine 
with the same cooling method, of approximately 200 h.p., can 
he substituted to make the machine satisfactory for use as 
a training machine. 

The change from the regular service engine to the train- 
ing type engine, with attendant changes in cooling system 
and cowling, shall not take longer than six hours with a 
crew of mechanics which is not specially trained for the 
performance. ‘ 


ist a 


It is preferred that such a change shall be accomplished 
without any changes back of the fire-wall (fire-proof bulk- 
head). 

(403) It shall be possible to instal a supercharger without 
any changes other than those needed in the cowling and 
cooling system. 

(404) The engine shall be so mounted in the aeroplane that 
it can readily be removed as a unit. 

The time allowance for the compiete change of engine (of 
the same type) shall be no more than four hours for the 
water-cooled and two hours for the air-cooled engine. 

The Purchasing Department will require the contractor to 
demonstrate this satisfactorily with a crew of mechanics 
which is not particularly familiar with the type of machine 
in question. 

All engine accessories, such as magnetos, distributors, car- 
burettors, water-, oil-, and fuel-pumps, starting gear, etc., 
shall be readily accessible. And it shall be possible to re- 
move and replace any of them without moving the engine or 
any other part of the installation or structure except minor 
parts of the cowling. 

(405) It is desirable that the engine shall be sustained on 
rubber or some substance which absorbs vibration. 

(406) The cowling shall, if possible, not be supported by 
the engine. 

All units of the cowl shall be independent and the removal 
of one cowl part shall not loosen another. 

All cowls shall be completely interchangeable on aero- 
planes delivered on the same contract. 


INTERCHANGEABILITY.—The Pratt and Whitney Wasp in a similar Hawk for the U.S. Navy. This shows the 
neatness of the cowling, with the exhaust pipes behind the cylinders and all the ignition and other gear inside. 


OCTCBER 20, 1926 4} h (S A erop j ane 


to 


Avoid overcrowded roads recapture 


| 


the joy of travel 
by owning a 


TWO-SEATER LIGHT 


AEROPLANE 


: Using a light aeroplane costs little more than, 
CE running’ a fair sized car-a de Havilland “Moth 
for instance, with its air-cooled Cirrus engine- 
can do about twenty miles to the gallon of 
ordinary petrol and asmall quantity of 
ordinary oil. And it can do these twenty miles | 
at about 80 miles anhour so that for week.~ 
ending and touring, as the Master of Sempill 


- 


has shown, the”"Moth'can beat the car”..... 


Special correspondent to the Morning Post ina 
 Senes of articles on “HiyING FOR ALL’ 


Write for VESPRBIed ea : 
THE DE HAVILLAND AIRCRAFT CO. LTD. 


STAG LANE AERODROME, EDGWARE, MIDDLESEX 


lelegrams:-HAVILLAND,EDGWARE //lephone:-COLINDALE 6160 
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Large doors shail be provided so that the engine compart- 
ment is easily accessible and so that minor adjustments can 
be made without removing any part of the cowl. All such 
doors shall be hinged on the upper or forward edge so they 
are self-closing. 

Steps shall be provided so that any part of the engine 
shall be accessible, and so that work can be done on the 
engine without any external support. 

(407) The airscrew supplied shall be made of metal and of 
an approved design and coated suitably for night flying. 

[Maroon has been found to be the only colour which does 
not reflect the rays of searchlights.—c. G. G.] 

(408) A pressure fire extinguisher shall be provided, readily 
accessible to the pilot. The nozzles shall be so located that 
the engine compartment is efficiently sprayed, particularly 
around the carburettors. 

A hand fire extinguisher shall also be carried, accessible 
from the outside of the machine. A location for the latter 
in the vicinity of the starter handle is preferred. 

(409) The priming pump shall be accessible from the 
starter’s position and shall be provided with a shut-off valve. 

(410) The carburettor air intake shall be so located that it 
will be impossible for water spray to enter the engine. 

(411) The hand starter shall be conveniently operated by 
the pilot or a member of the crew when afloat, and from the 
ground. 

(B) Fuel system. 

(412) The fuel supply shall be operated by an engine-driven 
fuel pump delivering the fuel directly to the carburettors 
from the main tank. 

A hand-operated fuel pump shall be provided in the system 
for priming and emergency purposes. 

A reserve supply sufficient for a flight of 15 minutes at full 
throttle at sea-level shall be available and readily connected. 
For this purpose a stand-pipe in the main tank is recom- 
mended. 

(413) All fuel shall be contained in one main fuel tank 
except as hereinafter noted. 

This main tank shall be provided with a positive-acting 
release mechanism so that the tank can be dropped at the 
will of the pilot in case of emergency in any attitude of 
normal flight at any forward velocity. 

This requirement may in certain cases be waived in the 
seaplane. But in that case some provision shall be made in 
the float undercarriage making the release automatically in- 
operative when the standard fuselage is fitted with floats. 

(414) Provision shall be made so that an extra amount 
of 30 per cent. of the fuel capacity can be accommodated in 
a special tank for long flights. 

This tank shall be attached ready for operation in less 
than 15 minutes. The tank shall be connected to the regu- 
lar fuel system. 

It’ shall also be releasable under the same conditions as 
the main tank. : 

The total weight of the aeroplane, etc., shall be computed 
with this tank not in place and all performance tests shall 
be made without it. 

(415) In disconnecting the fuel lines preparatory to drop- 


THE WRIGHT APACHE. 


this machine, flown by Lieut. C. C. Champion, 


ping the tanks a method which shears the tubes shall be 
used. A slip joint or glass connection is not permitted. 

After shearing all lines shall drain clear of the aeroplane, 
or be provided with an automatically operating shut-oif 
arrangement. 

(416) Both tanks shall be provided with an adapter for 
an incendiary fuse. This fuse shall be in a state of safety 
until the tank is clear of the aeroplane and provision shall 
also be made so that the tank can be dropped “ safe.” 

(417) Welded aluminium tanks will not be permitted. 
And tanks must be easily repaired with the-tools available 
at the average field repair station. 

(418) Fuel lines shall be seamless copper tubing annealed 
after bending and with rigid connections. Unions shall be 
provided to require minimum dismantling in case of re 
placement. 

The joint next to the engine shall, however, be flexible and 
provided with an ‘“‘ olive.” 

Care should be taken that the fuel system is as simple as 


possible. 
(419) A fuel-supply diagram shall be located in the cock- 
pit. 


(420) All tanks shall be designed to withstand a test pres- 
sure determined by the following formula :— 

Psa IDNO Pa 5 where P=testing pressure in lbs. per sq. 
in. D=depth of tank in feet. M=load factor for wings in 


high angle of attack. 

But no tank shall be tested with a pressure less than 4 lbs. 
per sq. in. 

(421) ‘wo too-mesh per inch strainers shall be provided in 
the fuel line. One shall be adjacent to the tanks and one 
to the carburettors. These strainers shall also be so designed 
that they will act as water sumps. 

(422) Provision shall be made to allow the system to be 
Grained with the aeroplane on the ground or at rest in the 


water. ‘The drain plugs shall have a minimum clear opening 
of #-inch diameter, and a provision for attaching a hose is 
desired. A smaller drain-cock should also be provided in 
addition. [To allow for extraction of small quantities for 
domestic purposes.—c. G. G.| 

(423) All filler openings shall be at least 3 inches m 
diameter. ; 

(424) All caps for the filler openings shall be securely 
fastened with lanyard chains. 

(C) Oil system. 

(425) The oil tank shall be located forward of the engine 
fire-wall bulkhead and as close to the engine as possible, but 
in such a position that in case of a crash oil cannot be 
splashed over the exhaust manifolds._ 

(426) An unfillable expansion space shall be provided in the 
oil tank with a volume of at least ro per cent. of the oil 
capacity. 4 

(427) The same requiremeuts apply to the oil lines as apply 
to the fuel lines with the exception that aluminium alloy or 
steel tubing may be used. 

(428) Oil and fuel tanks shall be completely replaceable 
in less than two hours without the assistance of any hoisting 


gear, etc. 


J An experimental single-seat pursuit biplane built by the Wright Aeronautical Corpora- 
tion and fitted with the 425 h.p. Pratt and Whitney Wasp engine. In the Kansas City Rotary Club Trophy Race 


U.S.N., averaged 168.8 m.p.h. over a 120-mile course. 
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_ Registered 


to VOLUNTARILY make this Impartial and Independent 


Test for Battery Users Security now announces the 


MADE AT THE TEDDINGTON a 


NATIONAL PHYSICAL LABORATORY : 


Ne ad 


Tungstone’s Patented, Exclusive, Original and Revolutionary Claims a 
for exceptional Capacity, Reliability, Durability, giving Users the ad 
longest Working Life of 


any Accumulator in the World, 


are ‘io oe 
by this British Government 


men 
Independent and Impartial Test 


Sent post free, Copy of the original British Government Test Certificate with “Unique Booklet 
of the Battery Trade” Inaugurating Revolutionary Methods favourable to Users. For the first 
lime in the Worid’s History of Accumulator Manufacture, Tungstone as the result of its 
Original Design and Manufacture on Standardised Interchangeable and Accessible principles 
can issue a definite Priced Parts List of all its component parts and Plates for fitting in any 


Tungstone Battery by unskilled labour. No other Accumulator maker in the World has ever 
issued a complete Parts List for Battery Owners. 


TUNGSTONE ACCUMULATOR CO., LTD., St. Bride’s House, Salisbury Sq., London, E.C.4 
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(429) The oil system shall be completely drainable with the 
aeroplane normally at rest. 

\D) Cooling system. 

(430) The cooling system shall be designed to operate satis- 
factorily and the water shall not exceed a temperature of 95 
deg. C. when the aeroplane, carrying full load at full throttle, 
climbs at maximum rate from sea level to 15,000 feet altitude 
with water at an initial temperature of not less than 60 deg. C. 
at take off, with a ground temperature at the~ground ot 
Boe omc. 

With the same ground temperature and maximum engine 
revs., below 1,000 feet altitude the temperature of the water 
shall notwexceed sos5mdes Cc. 

(431) Any radiator that forms part of the supporting sur- 
faces or is- unduly large in dimensions shall not be used. 
Built-up tubular radiators shall not exceed g ims. in core 
depth. 

(432) Shutters capable of blanketing the whole radiator 
surface shall be provided. 

(433) A drain valve operated from the pilot’s cockpit shall 
be provided, capable of completely draining the system in 
one minute. [To prevent freezing and consequent damage 
to the engine, if the engine stops at a high altitude.—c. G. G.| 

(434) At the highest point in the system an approved 
safety valve shall be provided, as well as a pressure gauge. 
And means for venting the system shall be convenient to the 
pilot. 

(435) The system shall carry sufficient water to provide 
satisfactory cooling during a period equal to the maximum 
duration of the aeroplane. It is required, however, that all 
water shall be in circulation, to prevent freezing. 

(436) The cooling system shall be so designed that the 
tadiator size may easily be changed. 

(437) The water system shall be tested with a pressure de- 
termined from the same formula as for the fuel tank (see par. 
420) with the exception that the normal operating pressure 
shall be ane The minimum test pressure shall be 5 lbs. 
per sq. 1 
E) Oil temperature regulator. 

(438) An oil-heater and water-cooled oil temperature regu- 
lator shall be installed in all water-cooled engine installa- 
tions. The operation of this unit shall be entirely auto- 
matic and shall be so designed that the aeroplane can safely 
begin its flight two minutes after starting the engine with 
the cooling water and oil at an initial temperature of 10 
deg. C. For air-cooled engines an exhaust-heater is recom- 
mended. 

Part V (ARMAMENT). 


(A) Gun installation. 

(sor) As it is the main purpose of this type of aeroplane 
to carry guns the utmost care must be taken in the design 
of the gun installation, and its satisfactory arrangement can- 
not be subordinated to any other requirement. - Experience 
has proved that in no case where the gun requirements have 
been so subordinated has it been possible later to revise the 
installation to become satisfactory. 

A general installation drawing showing the complete gun 
atrangement and its relation to the engine, pilot, wings, 
cockpit, etc., must therefore be submitted to the Purchasing 
Department and approved by them before construction of any 
part of the aeroplane is started. 

In the event of a novel or unusual arrangement a mock- 
up must be built to demonstrate that the installation is satis- 
factory. 

(soz) For general purposes one 0.50 calibre gun and one 0.30 
calibre gun shall be carried. Both shall be synchronised 
with the engine to shoot through the airscrew disc. But 
as special req juirements may dev elop that instead will require 
two 0.30 ce “ibis with 600 rounds each, or even two 0.50 calibre 
with 200 rounds each, the installation shall be such that with- 
out other changes than such properly belonging to the 


guns (that is no structural or cowl changes) any combination 
may be used. 

(503) The location of the guns in respect to the pilot is most 
important and the dimensions given in the following table 
may not be deviated from. 


JOswaay, “SIN, Din soo ie Dink aa 
0.30 and 0.50 0.30 calibre. 0.50 calibre. 
calibre. 
14 in. min. 18 in.*to 23 in. max. 15 in, to 18 in. max. 
16 in. 17 its £022 11: 14 in. to 17 in. 
18 in. 76 in. to 20 11. 13 in. to 16 in. 


20 In. max. 16 in. to 18 in. min. 13 in. to 15 10. Me 

(504) No gun shall be closer to the centre line of the aero- 
plane than 33 in. nor shall the distance between the guns be 
less than 103 in. [The former proviso is to prevent the con- 
structor from putting the gun in an un-get-atable position.— 
Cc. G. G.] 

(505) ‘To facilitate the change of gun-barrels the cock- 
pit and cowling shall be so designed that change of barrels 

can be made without altering the alignment of the guns. 

(506) No instrument-board or the like may obstruct the 
accessibility of the guns, ammunition boxes, chutes, etc., in 
any way. All units of the gun installation shall be replace- 
able without disturbing any other units of the aeroplane ex- 
cept possibly cowl. 

(507) Gunsights must be supported from a rigid place and 
the mounting | of them on the cowl is disapproved. 

(508) ‘The venting of the gun-gases into the exhaust mani- 
folds of the engine must be provided so that such gases can 
not enter the cockpit. 

(B) Bomb racks. 

(509) Provision shall be made for the installation of a set 
of external bomb racks accommodating four fragmentation 
bombs of 25 pounds each. ‘The necessary brackets in the cock- 
pit for the release handles etc., shall be provided. Flight 
tests, etc., will be carried out without the racks attached. 


Part VI (STRUCTURE). 
(A) General. 

(601) Only such material shall be used in the structure as 
is commercially obtainable in large quantities. 

(602) All welded steel parts carrying main stresses shall 
be made from a steel having approximately the following 
composition :—Carbon 0.25 per cent. to 0.35 per cent., Man- 
ganese 0.40 per cent. to 0.70 per cent., Chromium o.50 per 
cent. to o.80 per cent., Molybdenum 0.15 per cent. to 0.25 
per cent., Sulphur, Max., 0.045 per cent., Phosphorus, Max., 
0.04 per cent. 

(603) All parts that might have to be replaced at a field 
repair station such as wiring plates, etc., shall be manu- 
factured froni material that requires no heat treatment to 
develop the required strength. [Field equipment does not 
include heat-treating furnaces or expert operators. Repairs 
may be done by a blacksmith.—c. G. G.] 

(604) For the design of all the various members the allow- 
able fibre stress that is shown in the respective specifications 
shall be used. 

(605) A hoisting sling attachment for lifting the assembled 
aeroplane shall be provided. For the design of this and 
the parts affected a load factor of 4 shall be used. 

(B) Fuselage. ? 

(606) The fuselage shall be of a rigidly braced welded steel 
tube structure. It shall be divided into three parts, one for- 
ward, one centre and one aft. 

(607) The fuselage shall be designed to carry the following 
oads :— 

(a) A dynamic load factor equal to that specified for 
the wings at high angle of attack (see par. 614) together 
with a load on the horizontal tail surfaces one-third as 
large as that specified for the tail surfaces themselves. 


specified, but with no dynamic loads. 
Reactions in. this case shall be 
applied at the wing spars. 

“(c) A load on the vertical tail ser- 
vices equal to that specified but with 
no dynamic load. Reactions in this 
case to be taken by the wings. 

(d) The engine mounting and the 
adjacent structure shall be designed 
to withstand a. thrust load equal 
to 12 lbs. per brake h.p., together 
with an engine torque equal to 


Diagram for Gun Positions, as specified 


in paragraph 503. 


en 


(b) A load on the horizontal tail surfaces equal to that. 
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LANDING 
WHEELS 


mare Wheel Hub .| Track Tyre | Whee! ane Track Tyre (Wheel | __ a Track —_ 
Size ack Length Bore Line Size | No. | Length| Bore | Line Size | No. | Length} Bore | Line a 
m/m m/m m/m i | | ‘mm mim m/m ; A ‘| mn/m m/m | m/m Pe 
375 X55 168 | 111.12 | 25.4 | Central] 700x100 112 | 150. 38-09 | Central} 1000 x 150 |210 | 185. | 60.32 | Central ee 
$0060 | 16 | 111.12 | 25.4 [Central] =» — {175 | gg, | 38° | Goons |1000x180|148 | 220. | 80. | Central 
45060 | 30| 89. | 31.75 Central i A AE I? Bs » 149 | 185, | 55. Central ota 
172| 130, | 38'09| Gentral| 659X125 119 | 178. | 55. | 132/46 »  f155 | 220, | 66,67 | Central oe 
E ; e 147 | 178. | 55. | Central . 166 | 185. | 55. | 125/60 at 
575 X 60 cs os 28. | Central ¥ 188 | 120. | 34.92) Central Hae | PR oe adem 
“ 8 50. 38.09} 104/46 | | 900 x 230 }107 | . | 55. entra ep 
a "90 | 150, 38.09 | Central ” | 92 | » | 55, 135/50 MA 128 | 220. | 66.67 Central a 
| " | 95 | 185. | 55. | Central 137 | 250. | 80. | Central sstelh 
650X65 | 78 | 178. | 44.45) 132/46 . | 99 | 178 | 38.89) 132/46 : 1157 | 185. | 80. | Central Crab 
" 29440) 78, 44.45 | Central ¥ 112 | 150. | 38,09 | Central . Pa 185. | 60.32| Central ear 
3 100 | 178, 38.09, 132/46 . 176 | 178. | 44.45| Central Creo 
A 101 | 178 | 31.75| 132/46 bs 1179 | 178. | 55, 132/46 1100x220 |134 | 220. | 66.67 Central ore 
600 x 75 on aoe 28, an 800 x 150 161*| 185. | 55, | 135/50 toy Go VBA ant Cate “oben 
rs 50. | 38.09; 104/46 ‘ 162*) 185. | 55. | Central] on- | | he 
» 186 | 120, | 34.92/Centralf ” —_/163* 185. | 66.67, 135/50 | 979% 225 He ice oeme hoa | 
” 190 | 150. 38.09 | Central x 69+/ 185. | 55. 135/50 : ; a4 
700X75 | 78 | 178. 44.45| 132/46 M 177 | 185. | 55. 135/50 [1250 X 250 |133 / 250. | 80. | Central 
79 | 178, | 44.45|Central] .,  |[83 | 185. | 55. |Centralf =» 154 | 804.8 | 101.6 | Central 
i“ 10 ; ‘ '211*| 185. | 60.32| 135/50 | 
RoMieaestl | e754 taaiac ida /$° 1500300 115 | 304.8, 101.6 Central 
00 C, a : : 1000 X 150 |167 | 185. | 55, 125/60 es 1126 | 304.8| 152.4 | Central 
00 99 178. 44.45 | 132/46 ” |174 250. 80. Central 750 X 300 1139 | 400. | 152.4 | Central 
7 185. 55. | 135/50 % 182 | 185. | 55. | Central 191 | 350. | 150.3| Central 
” 95 | 185, 55. | Central : 1187 220. | 66.67 | Central : | | | 
x 99 | 178, | 38.89 132/46 iy 201 | 185. | 60.32) 125/60 1750 x 350/193 | 400. | 125. | Central 
*Wheels Nos. 161, 162, 163 and 211 are of stronger type than the other wheels for 800 x 150 tyres. tWheel No. 169 is fitted with Ball Bearings. 


Grease gun equipment 1s now a standard fitting on all wheels. 


THE PALMER TYRE LIMITED, 


Contractors to the Admiralty, the War Office, and the Air Ministry, 


Telegrams :— Telephone :— 
See 100-106, CANNON STREET, LONDON, E.Cuy. a relephone— 2 
- D/ND PARIS: 31, Rue la Boétie. (365) 
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twice the full load torque of the engine. Both shall be 

superposed on a dynamic factor of 1+N/4 where N is 

the high angle of attack load factor for the wings (in this 
case I+-12/4=4). 

(e) A load factor of ro on all weights in the fuselage to 
be applied parallel to the longitudinal axis of the fuselage 
or at any angle up to 30 deg. with that, in any direction. 
Reactions to be taken at points where catapult and arres-- 
ing gear loads are applied to the fuselage structure. 

(f) A dynamic load factor of 15 on all weights in the 
fuselage aft of the cockpit and to the crew acting in the 
samme manner as in condition (e). In this case the fuse- 
lage shall be considered to be cut just forward of the pilot’s 
cockpit and uniformly supported on the longerons. 

(g) A dynamic load factor on all weights which will re- 
sult from a landing with the vertical velocity speci- 
fied for the landing gear (see par. 635). Reactions shall be 
taken as passing through the landing vear axle and inclined 
to pass through the centre of gravity of the aeroplane. 

(h) Any load that may be transmitted from the landing 
gear, float structure, or wings, etc., must be satisfactorily 
followed through and distributed. 

(608) The fuselage cowls shall be such that easy access to 
the guns and other equipment can be had. One side of 
the fuselage to a noint aft of the cockpit shall be covered with 
an easily removed panel. [To allow for getting at control 
gear, rudder pedals, etc., without forcing the mechanic to 
stand on his head in the cockpit.—c. G. G.] 

Large doors shall be provided for all inspection work, etc. 

(609) The cockpit shall be supplied with a substantial floor. 

(610) The seat shall be adjustable in a vertical and fore and 
aft direction in the air. 

(C) Wings. 

(611) The wings shall be located in such a position that a 
maximum possible view is obtainable from the pilot’s posi- 
tion. Particular attention shall be given to the forward- 
downward view in landing. 

(612) The minimum permissible distance between the fuse- 
lage and the wing chord on the upper wing is I eel, LANG: 
allow the armourer to get at the guns.—c. G. G.] 

(613) The wings shall be wired for navigating lights, flares, 
CLC. 

(614) The wings shall be designed to withstand the follow- 
ing load factors :—High. incidence condition, 12. Low in- 
cidence condition, 6.5. Inverted flight, 4. Limiting dive, 2. 

(615) The angles of attack for the various conditions shall 
be ascertained from the performance estimate and the centre 
of pressure shall be taken as shown by the wind tunnel tests. 
The load-distribution shall. be taken from the wind tunnel 
tests or from some previously made tests in full flight on 
wings of similar arrangement and section. 

(616) In addition to the factors given in par. 614 it will 
be required that the contractor shall demonstrate by test that 
the leading edge of the wings forward of the front spar 
shall support in an inverted position a load per foot run 
equal to seven times the load per foot run of the whole wing. 

(617) The rib spacing in the slipstream shall not exceed 
9 in. and outside the slipstream it shall not be more than 
12 in. To insure a uniform wing profile it is required that 
in fabric-covered wings the portion forward of the front spar 
shall be covered by some stiff material such as sheet metal or 
veneer. 

(618) The ribs shall be designed to withstand a loading 10 
per cent. in excess of the load factors given above. Six ribs 
shall be taken from production to ascertain if the required 
strength is maintained. 

(D) Ailérons. 

(619) The ailerons may be balanced if found desirable. 
They shall be operated by two independent systems of cables 
(one set for each side of the aeroplane) and shall have a 
minimum movement of 25 deg. Care should be taken in 
the lay-out of the control system that the simplest possible 
operations are required when dismantling and erecting the 
aeroplane. 

(620) The ailerons shall be designed to withstand a load- 
ing equal to one-third of the product of the unit wing load- 
ing in steady flight and the load factor specified for the 
wings at high angle of attack. 

(E) Tail surfaces. 

(621) The horizontal stabiliser shall be adjustable in inci- 
dence in the air. The vertical shall be adjustable on the 
ground. 

(622) No control surfaces in the tail group shall be 
balanced. [This prevents the pilot from putting himself out 
of action by achieving too violent accelerations.—c. G. G.] 

(623) The tail surfaces shall be designed to sustain the 
following loads :—Vertical, 30 Ibs. per sq. foot. Horizontal, 
35 lbs. per sq. foot. 

The load shall be distributed uniformly over the fixed sur- 
face, but for the movable portion the intensity of loading 
at the hinges shall be equal to the loading on the fixed sur- 
face in front of it and shall decrease uniformly to an in- 
tensity of one-third of this value at the trailing edge. 


(624) The rudder shall ke so designed that there shall be 
the least possible liability to damage in the event of a tail- 
skid failure. 

(625) The elevator torque member shall be continuous but 
each half of the elevator shall be operated by one set of con- 
trol wires. 

(*) Landing gear. 

(626) The landing gear shall be so placed that the angle 
between the plane containing the centre of the axle of the 
wheels and the centre of gravity of the aeroplane and the 
thrust line shall be not more than 81 deg. 

(627) The track shall be wide enough to permit of standing 
on a surface inclined 15 deg. to the horizontal in the trans- 
verse plane. 

(628) The angle between the ground line and the line con- 
necting the point of ground contact of the wheel with the 
wing-tip shall not be less than 6 deg. 

(629) With the maximum load imposed, the shock absorbers 
extended to the limit and the tyres flattened against the 
ground, the clearance under every fixed part of the aeroplane 
shall be at least one-sixth of the rim diameter. 

(630) However, the clearance under the airscrew with the 
aeroplane in flying attitude shall not be less than 9 in. 

(631) The clearance of the airscrew over the water in the 
seaplane shall not be less than 18 in. at rest. 

(632) The clearance between the tips of the airscrew and 
any part of the aeroplane shall not be less than 2 in. 

(633) It is not permissible to use a landing gear with a 
continuous axle between the wheels. 

(634) The tail skid shall be steerable. 

(635) The landing gear shall be designed to withstand the 
following load factors:—Struts, 6. AIG eS esse Shock 
absorbers, 5. Side thrust, 20 per cent. to be used in conjune- 
tion with above factors. With side thrust only it should be 
taken as 1.5 times the weight of the aeroplane. 

Notre: Inclined laterally the landing gear must stand a 
drop of 24 in. and tail skid 30 in. with full load. The in- 
clination for this test shall be 93 deg. 

(G) Floats. 

(636) he submerged displacement of the main floats shall 
he approximately 200-per cent. of the full load weight of the 
acroplane. 

(637) Several water-tight subdivisions in the floats are re- 
quired. 

(638) Hand holes not less than 4 in. in diameter with water- 
tight covers (rubber covers preferred) are required in each 
water-tight compartment. The covers shall have a 1/16 in. 
diameter hole to equalise the pressure and be provided with 
a lanyard chain. 

(639) Drain plugs shall be provided in each compartment 
and these shall be removable through the hand holes or from 
the outside. 

(640) The float structure shall be designed to withstand 
the following loads :— 

(a) A load perpendicular to the thrust line and equal to 
eight times the weight of the aeroplane. 

(b) A load. perpendicular to the thrust line and equal to 
that specified in (a) combined with a load parallel to the 
thrust line and equal to 25 per cent. of the vertical. 

(c) A load perpendicular to the thrust line and equal to 
go per cent. of that specified in (a) combined with a trans- 
verse load, which shall be considered to be applied half- 
way between the keel and the chine. 

(d) A catapult load applied at the step, of sufficient force 
to give the aeroplane an acceleration of 33 &. The load 
factor shall be taken as 2. 

(641) The change from one type of alighting gear to the 
other (water gear) shall not také longer than four hours. 


THE SCHNEIDER TROPHY CONTEST. 


Though no photographs are yet available of the Macchi 
monoplanes built to compete for the Schneider Trophy on 
Noy. 11 at Hampton Roads, Va., it is possible to give some 
particulars of them. 

he machines, four of which are believed to have arrived 
in the States, are twin-float monoplanes. The Macchi Com- 
pany have wisely adopted best points of the American and 
3ritish machines of last year. 

The fuselage of the new type is almost pure Curtiss, and 
looks very clean. The monoplane wing is low like the 
Supermarine S.5, but, unlike it, is wire-braced. The float de- 
Gloster, with Curtiss float struts, meeting at the centre-line 
of the fuselage. 

The machine looks extremely fast and has a reasonable 
chance of regaining the Trophy. 

Should the Italians win, the contest will be held in Italy 
next year, for though Italy has won the Trophy twice already, 
it will not become Italian property by a win this year. The 
rules specify that the Trophy must be won three times in five 
years to become the exclusive property of the winner, and 
Italy’s last win was in 1921. 
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The London Gazette. 
Oct, 33; 

GENERAL DutTIES BRANCH.—H. Broadhurst is granted a S.S. comn. as 
a Plt. Off. on probation, with effect from and with seniority of Oct. 1. 
The following Plt. Offs. are promoted to the rank of Flg. Off.:—N. S. 
Tattle (Aus. 16); Ee. Drew (Aue. -17)3 Gs ie) Mees (Sept. .0) ale. a 
Chubb (Sept 6); D:- C. Shaw (Sept. 17). 

The following Plt. Offs. on probation are confirmed in rank :— 
J McGuinness, G. EK. Campbell, D.F.M., A. H. Owen (Sept 1); M. A. 
Cowan (Sept. 10); J. H. Harris (Sept. 13) Pit Of Ise) He Tavendate 
takes rank and precedence as if his appointment as Plt. Off. bore 
date Dec. 17, 1924, immediately following Pit. Off. J. G. Franks on 
the gradation list. Reduction to take effect from Aug. 23. Plt. Off 
M. H. Frame resigns his S.S. comn. (Oct. 4). 

STORES BRANCH.—Flg. Off. J. EB. Truss, M.C., is granted a perm. 
comn. in this rank (Oct. 13), Fig. Off. C. S. Whellock is transferre: 
to the Stores Branch on probation in this rank, with effect from and 
with seniority of Oct. 1; Flt. Lt. EB. R. Webb relinquishes his S.S. 
comn. on account of ill-health and is permitted to retain his rank 
(Oct To). 

Mepical. BRANCH.—Sa. JI.dr. B. F. Beatson, D.T.M., is placed o1 
retired. list at his own request (Oct. 13); Flt. Lt. A. Ro Week (temp: 
Capt., Aimy Dental Surgeeon), relinquishes his temp. comn. on 
return to Army duty (Sept. 20). 

RESERVE OF AIR FORCE OFFICERS.—The following are granted comus. 
on probation in the General Duties Branch, in the ranks stated 
(Oct. 12):—Crass A: Fic. Orr.—C. W. Carleton, A.F.C. Pir. OFrr.— 
M. T. Bromley Crass B.B: Pit. Orr.—J. P. James. The following 
Plt. Offs.. are confirmed in rank j—J. Bull, C: W. Lofthouse, R: -G. 
Shaw (Oct. 5)\7-C. W. (Carter (Oct: 86)i5 EL. 1S2 Fulton’ (Oct): 

Fig. Off: W. (J. Buchanan, DiE.C., is transfered irom Class A: 
to Class C (Sept. 6). 

The following Flg. Offs. relinquish their comns. on completion 
of service :—J. Fairbairn (Aug. 28); S. C. Rose (Sept. 312); W. J 
Sivewright (Sept. 12); G. L. G. Watson, M.M. (Sept. 19); H. Hoad 
(Oct. 10). 

The comn. of Plt. Off. on probation G. W. Phillips is terminated 
on cessation of duty (Sept. 21). 

PRINCESS MARY’s R.A.F. NURSING SERVICE.—Miss E. M 3urton re- 
signs her appointment as Sister (Aug. 10). 

Appointments. 
Week ending Oct. 18. 

GENER«l, DUTIES BRANCH.—Squadron Leaders G. H. P. Padley, to 
C.F.S., Upavon, 4/10. LL. F. Forbes, M.C., to No. 7 Sqdn., Bircham 
Newton, xir/i0o.. Hf. Hanmer, DEC; to No. zz Sddn-, Andover, 
t/to: IW. Sowrey, DEG) ASE.C.,. to No. 2 Sddn., Manstom, sr jm: 
k. H. M. S. Saundby, M.cC., D.F.C., A.F.C., to No. 58 Sqdn., Worthy 
Down, on transfer to Home Bstab., 15/10. R. Maliey, D.B.C., A.F.C, 
to H:O., Cranwell, 2/10." lL. CC. Keeble, to BHaMeS. “Hermes. 3x0. 

Flight Lieutenants F. Beaumont, to R.A.F. Depot, Uxbridge, 11/10. 
J. EF. Lawson, A.F.C., to Heliopolis Details, Egypt, 21/9 S:, Mf. 
Kinkead, D.S.0., D.S.C., D.F.C., to R.A.F. Depot, Uxbridge, on transfer 
to Home Hstab., 27/9. So eG, Pope, Da Ce Omi A Ee Depots 
Uxbridge, on transfer to Home Estab., 27/9. W. S. Allen, to H.Q., 
No. 2% Group, West Drayton, 7/10. F. W. Walker, D.S.C., A.F.C., 
to School of Naval Co-operation, I.ee-on-Solent, 4/10. 

Flying Officers H. R. Mclh. Reid, D.F.C., to R.A.F. Cadet Colleze, 
Cranwell, 12‘10. KH. F. Haylock, to No. 503 Sqdn., Waddington, 12/1). 
Cc. Sutton, to R.A.F. Depot, Uxbridge, on transfer to Home Estab., 
19/c. R. lL. Vates, to RA.F. Depot, Uxbridge, on transfer to Home 
Estab., 11/9. R. F. Overbury, to R.A.F. Depot, Uxbridge, on transfer 
to Home Hstab., zr/9 (Hon. Fit. Lt.) G. Anderson, to R.A.F. Depot, 
Uxbridge, 11/10. J. A. Moliison, to EK. and W. School, Flowerdown, 


13/10. G. J. Gaynor, to E. and W. School, Flowerdown, 8/10. C. F. 
Caunter, to Station H.Q., Northolt 11,10. A. H. Wheeler, to No. 111 
Sqdn, Duxford, 18/10. C. F. H. Grace, to Home Aircraft Depot, 


Henlow, 15/1. E A. H. Fisher and I. W. C. Mackenzie, to A. and 
G. School, Eastehurch, 12/10. 

Pilot (Officers C. Pitt-Hardacre, to R.A.F. Depot, Uxbridge, on 
transfer to Home Estab., 4/10. H. Broadhurst, to No. 31: Sqdn., 
Netheravon, on appointment to a SS. Conmim,., «/ 10; 

MenvIcal, BRANCH.—Flight Jieutenant (Dental) FE. A. Wheeler, to 
R.A F. Depot, Uxbridge, on appointment to a Temp. Comn., 1/t10. 
Flying Officers F. A. Rice, M.B., to A. and A.K.E., Martlesham 
Heath, 2/10. N. I. Smith, M.B., to Research Laboratory and M.O.S 
of I., 8/10. H. Penman, M.B., to Research I.aboratory and M.OS. 
of I., on appointment to a SS. Comn., 8/10 

STORES BRANCH.—Flying Officers C. B. Horxsfield, to R.A.F. Training 
Base, T.euchars 3/9 A, G.-S. Duke, to “H.M:S: “Hermes, 7 /na. 
I, Horwood, M.C., to M.A.KE., Felixstowe, 8/10 Pilot Officers— 
The undermentioned Pilot Officers are posted to H.Q., R.A.F., Cran- 
well, on appointment to Perm Comns. (on probation), with effect 
from 9/1o:—J. E. R. Sowman, O. W. T Rogers, A A. Quayle, 
W <A. D. Collingwood, M. S. Shapcott, C. I. Fry, R. B: Hortsmann, 
Re i Brown, RK. S. Sawyer, “0. 1. litt, Woy stare mee 1d, Nobbs, 
H. J. Jackman, E. H. Walker, EF. G. Northway, W. G. S. Wood. 

CHAPLAINS’ PRANCH.—The Rev. A. W. Brown, M.A., B.D., to Station 
EHO” lWpavon; 7rd. “Lhe Rev. Weed. Rees, «BD, tone O., expr. 
21/Q. The Rev. G. A Davies, B.A., to Home Aircraft Depot, Henlow, 
on transfer to Home Estab., 21/10. 


Palestine and Transjordan. 
_ THE AEROPLANE is informed by the Air Ministry that from 
Oct. 1, 1926, the Palestine Command, R.A.F., has ceased to 
be a separate command and has been absorbed into the 
Middle Kast.Command whose headquarters are at Cairo. 

The R.A.F. in Palestine and Transjordan have been amal- 
gamated, and renamed R.A.F. Transjordan and Palestine, 
and their headquarters have been transferred from Bir Salem, 
Ludd, to Amman. 

This group is now under the command of Group Captain 
i Bi sah hein je. TEAS SS ES EMOTO SPIRO I ECOR OD 


The Air Display at Croydon. 


The following programme has been arranged for the 
occasion of the visit to Croydon Aerodrome of the Prime 
Ministers and other representatives of the Dominions and 
India and other guests of H.M. Government 

14.30 hrs.—An inspection of Service and Civil Aircraft by 
the guests. The representative types will be lined up on 
the West side of the aerodrome and pilots will stand by to 
give any, information required by the visitors. 

15.00 hrs.—Aerobatics by three pilots of No. 56 (Fighter) 
Sqduz RAC, on Grebes: 

15.10 hrs.—Air Manoeuvres by Radio Telephony by No. 41 
(Fighter) Sqdn., R.A.F., on Siskins. Three flights of three 
machines will take part in this event. The R/T call of the 
Ground Station will be ‘‘ Martin.’? The Squadron Com- 
mander’s call will be ‘‘ Condor R.”’ and the call for all aero- 
planes of the Squadron will be ‘‘ Condor.” 

15.30 hrs.—Formation flying by two bombing Squadrons of 
the R.A.F The two Squadrons taking part in this event will 
be Nos. 7 and 9g (Virginias). 

15.40 hrs.—Display by Moths and other light aeroplanes. 

16.00 hrs.—Passenger aircraft will be available for flights 
by guests. Machines will be two W.1os and one Argosy. 

15.45 hrs.—Inspection of Air Ministry Exhibits in one of 
the sheds. These exhibits will include a model of the Con- 
trol Tower (air traffic), a reproduction of the meteorological 
service, an exhibit by the Aircraft Operating Co. Ltd., flood 
lighting by means of a drum lens (4 million candle-power) for 
illuminating aerodromes. ‘The exhibits will also include 
models of various aircraft. 

The aeroplanes taking part in the display will be :— 

Civil Aircraft:—Argosy, Hercules, W.10, Hampstead, 
Hamilton, W.8B, Hamlet, Highclere (D.H.54), D.H.5oJ. 

Light Aeroplanes :—Moth (Cirrus), Moth (Genet), Cygnet, 
Brownie, Widgeon, Mussel, Avian and Bluebird. 

Service Aircraft :—Grebe, Gamecock, Siskin, Woodcock, 
Fawn, Fox, Horsley, Virginia, Hyderabad, Snipe, D.H.ga, 
Vimy, Bristol Fighter, Flycatcher, Victoria, Blackburn, Bison, 
Fairey JIID, Dart, Avro 504K, Avro 504N (Lynx). 

There will be a small public enclosure and a car park on 
the West side of the aerodrome. 


The Fleet Air Arm. 


The Times of. Oct. 16 and 18 states :— 

Jt is announced in Admiralty Fleet Orders that it has been arranged 
with the Air Ministry that classes of instruction are to be held in 
each aircraft carrier (including H.M.S. Vindictive) in order to train 
certain of the navat and R.A.F. personnel in these ships in trades 
of the sister Service corresponding to their own. 

One of the objects of this instruction is to establish relations 
of mutual understanding between the two Services, and to enable 
the one to appreciate the duties and responsibilties ofthe other. 
But besides this, it is hoped that the instruction will eventually 
produce a potential reserve of trained personnel within the Fleet 
which can he drawn upon in cases of casualties, sickness, or a sudden 
but temporary call on the Fleet in peace or war, pending replace- 
ment by men from the proper Service. 

Under this scheme for the mutual training of seamen and airmen 
in aircraft carriers in the trades of each other, naval ratings will be 
taught to undertake air duties as follows :—Ordnance artificers, duty 
as «ermourers; shipwrights and joiners, as carpenters and carpenter 
riggers in so far as the latter’s duties are concerned with wood 
structures; and engine-room artificers, as fitters (aero) and carpenter 
riggers in so far as the latter’s duties are concerned with metal struc- 
tures and aircraft rigging. 

Conyersely, R.A F. fitters (aero) will be trained to undertake ship 
duties of engine-room artificers; armourers, ordnance duties; car- 
penters, shipwrights’ and joiners’ duties; and W/T operator mechanics 
and electricians the duties of electrical artificers, R.N. 

After successfully qualifying in the courses, the personnel so trained, 
if they can he spared from their normal duties, are actually to per- 
form those duties under the direct supervision of the responsible 
rating with whom they are working, and opportunities are to be 
given thereafter for the men to maintain their proficiency. 


H.M.S. Argus. 

The Times of Oct. 14 states :— 

The completion of the aircraft-carrier Argus, which has been paid 
off in dockyard hands at Chatham for nearly a year, is fore- 
shadowed by the appointment to her of Commander M. W. S. Boucher, 
D.S.O., from the senior officers’ technicai course. Commander Bouch-r 
passed through the aviation course at Upavon and Gosport last year. 
He was formerly in the Operations Division of the Naval Staff. Tie 
was navigator during the war of the gunboat Ha’cyon and the cruisers 
Lowestoft and T.eviathan, but has since been mainly employed on 
cxecutive duties, being in command of the Leamington in 1919-21. 
The Argus is expected to commission fur trials on Nov 23 


H.M.S. Eagle. 


The Times of Oct. 16 states :— 

The aircraft-carrier Eagle, Capt. Brien M. Money, D.S.0., is due 
to leave Devonpcrt to-day, after recommissioning, for Malta, to re: 
sume duty with the Mediterranean Fleet. Recently, this Fleet has 
been without an aircraft-carrier, owing to the return to England 
of the Eagle and the despatch of the Hermes to China 
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The Westland Widgeon. 


THE WESTLAND WIDGEO 


“|e Westland Widgeon is a small Monoplane of sturdy and simple 

construction, fitted with an Armstrong-Siddeley ‘‘ Genet ” Engine of a 
nominal 60 H.P., but actually giving over 70 H.P. The machine has 
therefore ample power and can be flown at a comfortable speed with the 
engine well throttled down, which gives a very much longer life to the engine. 


Some Points to Note. : Sis\nISD S\0iv Cee Scie e Goce deelbenlsigee«uearcchiceaeeseeo Doce ererrasecsvesons : 


1. The Machine has a very good take off and can get out of very 


small spaces without difficulty, Specification. 

2. Itcarries pilot and passenger. The useful load apart from the : 

fuel and oil is 380 lbs., which is ample for passenger, pilot and : Leading Weights and Dimensions: 
luggage. : : 

3. It has particularly good flying qualities and is very easy to Weight, fully loaded... 1,150 Ibs. 
handle. It can be fitted with dual control. Weight, light, without 


4. The undercarriage has steel spring shock absorbers and friction — : fuel and oil... . 640 Ibs 
dampers to absorb the recoil. : 


5. The petrol is carried in a 12-gallon streamline tank above the Fuel capacity... - 12 gallons. 


top wing, which gives a cruising flight of three hours. The oil 


: a : ‘ : Useful load apart from 
is catried in a streamline tank on the port side of the fuselage. 


ne ayael owl 5. s7m 2390) Tbs 
FASTEST MACHINE in the GROSVENOR : Surface... 145 5g. ft 
CUP RACE, 1926. Average Speed, 105.5 M.P.H. : Span + ae aes 80 ft, Sins. 
Width, folded _.., sac ERR e, See, 
ee DeAIRCRAFT WORKS) eae. | ee” 
(Branch of Petters Limited) 7 “ ne gallon. 
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CATAPULTS AND ARRESTING GEAR. 

Those who are interested in real aeronautical progress, 
more especially in relation to aircraft of war, ought to make a 
point of attending the’ Meeting of the Institution of Aero- 
nautical Engineers in the Lecture Room of the Junior In- 
stitution of Engineers, 39, Victoria Street, at 6.30 p.m. on 
Tuesday next, Oct. 26, when Mr. G. H. Dowty, A.F.R.Ae.S., 
will lecture on ‘Aircraft Alighting and Arresting 
Mechanisms.”’ 

From an advance copy of the paper one gathers that, after 
discussing ordinary undercarriages and so forth, Mr. Dowty 
will describe a portable arresting mechanism which should be 
worthy of the serious consideration of the Air Ministry. 

As Mr. Dowty points out, at present the Fleet Air Arm 
does not use an arrester for deck-landings, and consequently 
only machines with a very low landing speed can be used, 
which means a correspondingly low limit to their maximum 
flying speed. He also develops the idea, which is commend- 
able as well as novel, that arresters permitting the use of 
very small aerodromes would be of great use to the land- 
going section of the R.A.F. He proposes to argue that cata- 
pults similar in design to those now being successfully used 
by the U.S. Navy, and adequate arresting gear, could be 
designed for transport to any small space available as a 
temporary landing ground. 

One cordially agrees with this idea, for thus there would be 
no need for the enormous aerodromes which are now neces- 
sary on active service, especially for short range fighters 
which have to operate from aerodromes close up to the fight- 
ing line. Moreover, in mobile war, such as we shall have 
in the next big fight, there will be no time in which to 
prepare elaborate aerodromes. 

Gun-powder catapults could be transported almost as easily 
as fire-escapes, and landing-platforms with arresting gear 
would be no more difficult to transport than is the pontoon 
equipment of a company of the Royal Engineers. One com- 
mends Mr. Dowty’s idea to the High Authorities and one 
recommends readers to go and hear what he has to say. 


MILITARY EDUCATION. 


The second of the series of lectures by Major W. E. de B. 
Whittaker, entitled ‘‘ Ten Years Ago,”? dealing with British 
military operations on the Somme in 1916, was delivered on 
Oct. 18. In this lecture Major Whittaker described how the 
limited success of July 1 was followed by fierce local fighting 
to consolidate the British gains and to pave the way for a 
further attack on a more limited front in the endeavours once 
more to achieve the much desired break-through. 

This second attack of July 15 was memorable for the fact 
that the Tanks were then employed for the first time, and 
did contribute very largely to the success achieved on this 
occasion. 

That tanks were not used earlier, and were not produced 
and used in much greater strength as a main weapon of at- 
tack on the Western front, had given rise to much ill-informed 
and contemptuous criticism of the British Higher Command. 
But in fact the claims made on behalf of the tanks were 
as usual wildly exaggerated. 

They were a new and untried weapon, their officers and 
crews were without practical experience in action, and there 
were not enough of them in existence to permit of using 
them otherwise than as an auxiliary which could lighten the 
work of the infantry. How little they could be depended 
upon was shown by the fact that of less than fifty tanks avail- 
able for this attack one-third failed to start with the infantry 
and nearly another third either broke down or were disabled 
in the course of the day. 

Used as they were then used, they were a valuable addition 
to the Army’s weapons, but as a means of revolutionising 
or ending war they had suffered the fate of other innovations 
such as gunpowder, the machine-gun, gas, or the aeroplane. 
Kach new weapon led to the development of an answer, and 
at the best eventually took its place as one among the matty 
essential items of military equipment. 

_ The third and last lecture of the series will be held at 
King’s College on Oct. 25, at 5.30 p.m. The Chairman will 
be Iieut.-General Sir Archibald Montgomery-Massingberd, 
K.C.B., K.C.M.G. In this lecture Major Whittaker will 


sumunarise the operations on the Somme and their military 
and political results. ; 


UNSOLVED PROBLEMS. 


The paper on “ Unsolved Aeronautic S34 7 
Mr. M. Ll. Bramson before the Tastitation Se acne 
Engineers on Oct. 12, was entirely successful in provoking 
an interested and animated discussion, which was the author’s 
avowed object. 

In his introductory remarks Mr. Bramson explained that 
he had chosen the particular problems entirely at random 
and had stated them as briefly as possible in order to leave 
ample room for their discussion. He also stated that when 
he received the first proofs of his paper he had been startled 
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at its brevity, and had accordingly added nearly as much 
again in the form of additional problems. 

The problems considered by the author were :— 

(1) The propulsion of aeroplanes with constant power at 
variable altitude—otherwise of the super-charged engine and 
its appropriate airscrew. 

(2) The jet propulsion of aeroplanes—which if achieved 
will cut out the complicated mechanism of the aero-engines 
and airscrew. 

(3) Variable surface aeroplanes—which in the light of 
present knowledge are probably not practical propositions. 

(4) Vertical ascending and descending flying machines— 
to which the Auto-giro is the nearest practical approach. 

(s) Fog landing—including the use of the leader-cable. 

(6) Seaworthy flying-boats. 

(7) The ideal aerodynamic structure, small and large— 
under which head the possible production of an aeroplane 
which is all wing and no body is shown to be a solution 
confined to large aircraft. 

(8) The multi-engine room with ideal airscrew distribution 
and without engine drag. 

(9) The super-altitude high-speed air-liner with constant 
propulsion power and air-tight fuselage. 

(10) The internal combustion turbine. 

(11) The Diesel aero-engine. 

(12) The prevention of fire on crashing. 

(13) The production of a slow steep glide for landing over 
obstacles. 

(14) The problem of restoring public confidence in the 
safety of flying. 

The paper itself and the large and animated discussion 
which followed will in due course be published in the 
Minutes of the Proceedings of the Institution and should 
prove very suggestive to all those concerned with the pro- 
eress of aviation. 

MOBILITY IN EMPIRE DEFENCE. 

Speaking on “‘ Some Aspects of Imperial Defence,” at the 
City of London Debating Club on Oct. 14, the Secretary of 
State for Air said that the questions of defence would take 
an important part in the deliberations of the Imperial Con- 
ference. He considered that a single united defence policy 
would result from the co-operation. 

Our responsibilities were in every Continent and our 
political and commercial interests were in every country. It 
was therefore necessary to use our resources for Empire 
needs as a whole and not tie them down to a particular place 
or a particular responsibility. He did not mean that fixed 
defences should be abolished, but that Empire defence should 
be mobile. 

This was one of the reasons for the development of the 
airship which could be used for transporting men and aero- 
planes from one place to another. 

The recent series of long distance Service flights had been 
undertaken with the idea of achieving mobility in the Air 
Force and would also give valuable experience to the orgami- 
sation of Empire air routes. 


A PRESENTATION TO SJT. ARTHUR H. WARD, A.F.M., 
R.A.F. 

On Friday night, Oct. 15, at the Claremont Men’s Social 
Club, White Lion Street, Islington, Sjt. Ward was given an 
enthusiastic reception by his fellow-members who presented 
to him a valuable clock. ; 

Replying to Mr. Kennedy, of the Sports Committee, who 
made the presentation on behalf of the Club, Sjt. Ward said 
he had really called at the club for a “ 100 up ” as usual, and 
did not expect such a warm reception. 

He said he was delighted with the opportunity of taking part ia 
the Sir Charles Wakefield Flight. He knew of course that the Clare- 
mont had among its members a good many who had been war-time 
pilots, who had, incidentally, accounted for a number of the then 
enemy ’planes. They would know, and he himself certainly realised, 
that he could claim little credit for himself in connection with the 
enterprise. 

The aeroplane was a good one, the engine was a good one, and Mr., 
now Sir Alan, Cobham is a good pilot; with that combination, any- 
one could ity, and enjoy every bit of the 25,000 miles as he did. 

His greatest regret was that his good luck should have been the 
cutcome of the treacherous, and untimely, death of that brilliant en- 
gineer Mr. Elliott. 

He paid warm tribute to Sir Charles Wakefield, whose handsome 
generosity made the flight possible, and also to his colleague on the 
return journey, Mr. Capel. 

Sjt. Ward was then -entertained by the club’s concert party, and 
also contributed an item.—t. R. S. 


THE ROYAL AERO CLUB COMMITTEE. 

In view of the increasing work of the Aircraft Operating 
Co. Ltd., Major H. Hemming, A.F.C., has been obliged to 
retire from the Committees of the Royal Aero Club. For 
several months Major Hemming has devoted considerable 
time to the Club Committee and the Racing Committee. 

The Committee of the Royal Aero Club has co-opted Sir 
Alan J. Cobham to fill the vacancy and Sir Alan has accepted 
the invitation. 
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AIRCRAFT LiMeed 


Accessories and Armament 


of all descriptions. 
TWO EXAMPLES OF ROYAL AIR FORCE TYPES. 


AIRCRAFT A oy 


AMPHIBIANS, 
BOMBERS. 


COMMERCIAL 
CRAFT. 


FREIGHT 
CARRIERS. 


\/ICKERS*\VIRGINIA’ 


(TWIN 450 H.PNAPH 


AMMUNITION. 
BOMBS & GEAR 


CAMERA , AIR 
(EAGLE), 
DAVIS NAVIGATION 
LIGHTS. 


GUNS, BELT & 
DRUM FEED. 


. FIGHTER- 
RECONNAISSANCE 
TWO-SEATERS. 


Length Overall ...50-7" Span(Spread).... 86-6” Unladen Werght....9.900 Ibs, 
Height Overali....17-37 —Span(Folded).....44-3” Useful Load..........6,850 bs 


é Approx. Full Speed...1O8mph. Minimum Speed...46 mph 
FORESTRY PATROL 
FIRE FIGHTERS. VICKERS “VICTORIA” 


(TWIN 450 HP. NAPIER “LION” ENGINES) 
SCOUTS, (04 Service (77 (Tag). 


SINGLE SEATERS. 
SEAPLANES 


TRAINING 
MACHINES 


TROOP 
CARRIERS. 


VICKERSWIBAULT 


SYSTEM OF 


GUN CAMERAS 


(HYTHE MK.I) 


_. | GUNMOUNTINGS 
(VICKERS ~ SCARFF), 
QLEO-PNEUMATIC 
UNDERCARRIAGES 

& TAIL SKIDS. 


PETROL 8 OIL 
ACCESSORIES, 


PYROTECHNIC 
STORES. 


REID CONTROL 
INDICATORS. 


ALL METAL 
CONSTRUCTION. 


Celephone 
VICTORIA GSOO 


Length Overall....51-7” Span (Spread)...86-6" UnladenWeight...10,155 Ibs 
Heighi Overall ....17°3° Span (Folded)... 44-3" Useful Load........7945 bs 
Approz.Full Speed .104mph Minimum Speed. 48mph 


; AW Enguiries to: 
Aviation Department: 


VICKERS HOUSE, BROADWAY, LONDON, SW.1L 


AIRCRAFT FACTORY, WEYBRIDGE,.SURREY. 


STREAMLINE WIRES 
& STEEL TIERODS. 


ETC. ETC.ETC 


Telegrams ' 


VICKE8S, SOWEST, LONDON, 
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THE FIRST AUSTRALIAN D.H.50a.—The machine and the staff of the workshops of the Quantas, at Longreach. 


QUANTAS ENTERPRISE. 

On Aug. 18 the first D.H.50a (240 h.p: Puma engine) to 
be built in Australia by the Queensland and Northern Ter- 
ritory Aerial Services Ltd., under license from the de Havil- 
land Aircraft Co. Itd., was “launched” at Longreach, 
Queensland, by her Excellency Lady Stonehaven. 

With the words, ‘‘ Henceforth the new aeroplane will be 
known as ‘ Iris,’ a sure-footed messenger of the gods and 
personification of the rainbow,’’ Lady Stonehaven cut the 
ribbon securing a bottle of Australian champagne and as this 
broke on the aircrew boss the assembled company gave three 
cheers for her Excellency: and for the new machine. 

With the exception of the engine and certain metal parts 
the ‘‘Iris ”’ is constructed entirely of Australian material. 
Construction was undertaken partly as a spare-time job and 
six months was required in which to complete the machine. 

Mr. W. A. Baird, of the Longreach Workshops, was in 
charge of the construction work and has every reason to be 
proud of the way the machine has turned out and _per- 
formed in her tests. From an engineering point of view a 
most satisfactory point is that the total weight of ‘ Iris ”’ 
compares favourably with that of imported machines. 

The ‘‘ Iris ’**on her maiden trip carried their Excellencies 
Lord and Lady Stonehaven from Tongreach to Newcastle 
Waters and behaved splendidly. 

All pilots speak highly of the machine and the aerodrome 
staff have received many congratulations. 

OVER THE ALPS WITH A CHERUB. 

On Sept. 24, Herr Eberhard von Conta and Dr. Ing. von 
Langsdorff left Munich on a Messerschmitt light monoplane 
fitted with a 34 h.p. Bristol Cherub III engine and on Sept. 
28 they arrived in Rome, having flown over the Alps and the 
Appenines, during which an altitude of 14,760 feet was 
reached. The whole distance of over 1,000 miles was covered 
in 14 hrs. 20 mins. flying time. 

Herr Eberhard von Conta has prepared the following re- 
port of his wonderful flight, which must rank as one of the 
most notable cross-country flights of-a light aeroplane. 

The flight began at 09.20 hours on Sept. 24 after a con- 
siderable delay caused by the German authorities taking six 
weeks to obtain the necessary official papers. 

“Before reaching Innsbruck,” writes Herr von Conta, ‘I was 
already flying over a dense cloud bank which led me towards the 
chain of mountains. On reaching Innsbruck I had already attained 
a height of 13,000 ft. with the engine running at 2,750 r.p.m. 


a 
THE FIRST AUSTRALIAN D.H.50a.— 
A view of the machine in the workshops 
of the Queensland and Northern Terri- 
tory Aerial Services Ltd., at Longreach, 
Queensland, taken just prior to the 
launching and christening ceremony by 
Lady Stonehaven on Aug. 18. The 
‘‘ Tris,’’ as she was christened, has since 
been placed on service on the regular 
Quantas air routes. Lord and Lady 
Stonehaven flew in the machine from 
Charleville to Newcastle Waters, a dis- 
tance of 1,200 miles, during their tour 
of the Northern Territory, and after- 
wards sent the following telegram to the 
Company :—‘‘ Lady Stonehaven and I 
have thoroughly enjoyed journey. I 
congratulate you warmly on your 
efficiency and reliability due to most 
competent pilots and mechanics. ‘ Iris’ 
behaved splendidly. We hope her career 
commenced will belong and prosperous.”’ 


3 : — 


‘“‘In the Brenner Pass I had reached a height of 4,500 m. (14,760 ft.) 
Then unpleasant currents began to make themselves noticeable, but 
I flew on through snow clouds, which were travelling from west to 
east. Up to Franzensfeste, near Brixen, it was possible for me 
to keep my course to Verona. 

“At  Brixen, however, snow and heaping clouds prevented my 
flying further southwards and I was forced to turn off by the 
River Drave, and over the Dolomites in Austria. After 2 hrs. 4o 
mins.’ flying, I reached Klagenfurt. 

“Teaving Klagenfurt, 1 started over Villach and crossed the 
Karawanken Mountains diagonally at 4,000 m. (13,120 ft.) height to- 
wards Verona. Upon entering the Po Plain this was etitirely en- 
veloped in clouds, so that with the mountains round me at a 
height of 4,000 m. I wound my way 1,500 m. below them through the 
Po valley. Upon reaching the beginning of the mountains the wind 
shifted and I now had a dead west wind. 

“On account of the rapidly approaching darkness and the wind 
being against me, it was impossible for me to reach Verona, and 
I therefore landed the machine between an olive farm and the 
corn-field, at Susegana, 35 kms. north of Venedig. ‘The Italians 
kept me there until mid-day on Sept. 25, as before I could proceed 
I had to await permission to continue my flight from the authorities 
at Rologna 

‘* At 1.20 p.m. I started for Padua in order to obtain some petrol. 
After 55 minutes I landed at Padua. It was the greatest difficulty to 
obtain benzol, and it was not until I had tried six chemists that 
I was fortunate enough to be able to obtain 3 litres. At 5.10 p.m. 
I again started, and after 65 minutes landed in Bologna. Here we 
had the same difficulty with benzol, and this was our chief difficulty 
throughout ihe flight. 

“On Sept. 26 the weather was very bad in the morning, never- 
theless an Italian Air Force officer flew off in the direction of 
Florence, but after 15 minutes he had to turn back, as the rain 
prevented his proceeding any further. The same afternoon I attempted 
to fly over the Appenincs, height 2,000 m. (6,560 ft.). I flew along 
the Reno valley and came to the highest peaks of the Appenine 
range. A brewing storm of great heaviness compelled me to return. 
The differences in times between the outward and return flight 
into the mountains is interesting. On the outward flight I took 48 
minutes, and on the return flight, including landing, only 14 minutes. 
The efficers can confirm what a great hindrance the Appenine group 
of mountains is to flying The air currents are much more terrible 
there than in any part of Germany. 


“On Sept. 27 I had -to fly over the Appenines to Florence. On 
starting I was at a height of 2,700 m. (8,856 ft.). Further climbing 
was impossible owing to the endless cloud banks. Upon entering 
the high range of the Appenines at the same snot where days before 
{ had been obliged to turn back, my machine was a plaything 
at the merey of the winds in the valley. I was completely forced 
down tc ahout 1,000 metres, and the valley was so narrow thet it 
was impossible for me to turn, whilst the winds sweeping the 


OcTOBER 20, 1926 


Poo ~~ CPE Acroplane 


flown 


in the 
Year 


E ol , 3 m 
ype 
, { 
. r- 2 7 : ? mer 
: : : e z! eS H 
= bed“ aa 8 
Ae i a 
b ‘ 5 < . sa | 
- , | pa ti 
A ; { ww (ON 
% i ; : HH wo 8 Fe it 
; : ae $8 4 
3 ; ” 
: © A Be aa fis eae eee 3 wi 


IJIUNKERS-FLUGZEUGWERK A.G .DESSAU 
REPRESENTATIVES 
Ce SOO ES 

BRITISH EMPIRE Z Vw. S&S. A. 

TROST BROTHERS | JUNKERS CORPORATION 
104 VICTORIA STREET OF AMERICA 
LONDON swi EaiGe 


KINDLY MENTION “ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 


538 The Aeroplane 


OcTOBER 20, 1926 


sides of the valley were of such strength that on several occasions 
the machine was jerked 90° from its horizontal position. 

‘‘ Wad I not an extraordinarily good engine combined with the 
good qualities of the Messerschmitt machine I should certainly have 
been dashed to pieces on the steep slopes. No words could exaggerate 
this incident. The official barographs are now being checked, un- 
sealed and photographed by the authorities, and the photographs 
will substantiate my experience during this fight over the Appenines. 

“JT did not actually go to Florence, as the whole town was CxX- 
periencing a heavy thunderstorm, but I flew in the rain as close 
to the town as I could and then I decided to fly on to a balloon 
station, which, however, was already known to the Italian aviators 
as unsuitable for landing on account of its many trenches. On 
landing I ran into one of those trenches, and lost my right whecl, 
but in 3 hours’ time th2 damage was repaired. The flight from 
Bologna to Florence had taken 1 hr. 40 mins. The still pouring rain 
made me decide to wait till evening before attempting to reach 
the very small aerodrome which is situated in the centre of. the 
town by the chief railway station. A 

“On Sept. 28 still rain and storm. Next day in spite of con- 
ditions being unchanged, I started in order to take advantage ot 
the wind at the beginning, and I did not return to this place again. 
After flying in the rain for 28 mins. I first flew along the Arno 
valley, then along the canal between Arezzo and Chiusi. The oniy 
possible landing places were the railway lines or on either side 
of the river channel. Upon reaching the Tiber, the river which flows 
through Rome, landing places were again more numerous, and after 
2 hrs. 45 mins. ¥ landed safely at the Aerodrome of Centocelle, near 
Rome.’’ 

The arrival of the machine at Rome created the greatest 
possible interest and Herr von Conta was invited to take part 
in the competition for the Coppa d'Italia. It was found, 
however, that official participation was not possible as it 
was only for machines with engines from 40 to 100 Julho). 
The Italian authorities, however, were so interested that it 
was arranged for the machine to take part in the 300 kms. 
triangular flight on Oct. 10. And on the previous day it was 
flown before the Military, Naval and Civil authorities. 

The following eulogies concerning the Bristol Cherub 
engine from pilot and passenger speak for themselves :— 

“An opinion of your engine is not hard to give and it can be 
done in a few words—your Bristol Cherub Series III engine is the 
most reliable engine with which I have ever flown. This is not 
the opinion of a critic at his desk but the opinion of an aviator 
who has proved your engine throughout the Appenine flight when it 
was equal to all emergencies. 

“ (Signed) EREKHARD VON Conta (Pilot).” 

“It is a pleasure to me to inform you that the Bristol Cherub 
engine hehaved magnificently during this flight, and I believe that 
the flight, which is a world’s record performance as regards height 
for a light two-seater and which is the first crossing of the whole 
range of the Alps, is one of the greatest performances accomplished 
with yous Bristol Cherub engine. 

(Signed) VON LANGSDORFF (Vassenger).’’ 

This remarkable performance, following on the success of 
the Cherub in the 1926 Daily Mail competition at Lympne 
and the winning of the “ Aero Digest,’ the ‘‘ Betsy Ross ” 
and the Dayton Daily News trophies at the 1926 National 
Air Races at Philadelphia adds still further fame to the 
reputation of the wonderful little Cherub engine. 


THE HEROES. 
von Langsdorff and their Bristol Cherub III. 


Herr Eberhard von Conta and Dr. Ing. 


THE FLYING CLUBS. 


The London Aeroplane Club. 

Report for week ending Oct. 17. 

Total flying for the week 34 hrs. 5 mins. 

The weather was responsible for three blank days during the 
past week. Full advantage, however, was taken on Saturday and 
Sunday, when the conditions were ideal. On Sunday 42 members 
took the air, of whom 17 made solo flights 

During the week-end the Club was assisted in instructional flying 
by Mr. R. W. Reeve, of the “—D H.” School. 

The following meinbers had instruction:—G. C. Bonner, T. C, 
Sharwood, EK. K. Blyth, Miss O’Brien, O. J. Marstrand, E. J. B. Kinz, 
G. H. Saxon Mills, J. H. Saffery, L. Lester, H. M. Samuelson, Miss 
Fletcher, V. H. Doree, N. H. Jones, I. Martin, H. Solomon, S. C. 
kichards, T. L. Gardner, Sir John Rhodes, H. Kennedy, F. Clarkson, 
EK. C. Elford, G. MN. Howe, A. S. Richardson, W. L. S. McLeod, 
Hi. Spooner, M. BP. Susman, J. J. Hofer, H. R. Presland, J. G 
Crammond, R. A. St. John, L. G. Sykes. 

The following members made solo flights :—H. K. Blyth, Miss 
O’Brien, EF. L. O. Baddeley, Mrs. S. C. Eliott-Lynn, K. V. Wright, 
UJ. Tapper, A. R. Ogston, Major K. M. Beaumont, E. E. Stammerts, 
W. Hay, J. H. Saffery, N. H. Jones, G. H. Craig, J Barros, A. Le2s, 
E. S. Brouch, A. G. Dp. Alderson, New, Hulbert, H. Kennedy, H. Petre, 
W. Roche-Kelly. 

The following associate members had joy-rides:—R. Andrews, Mrs. 
Woods Humphery, Master Hay, L. C. Davey, G. H. Weston. 

The following members have received permission to carry pas- 
sengers:—A. G. D. Alderson, Maior K. M. Beaumont, W. T. Hay, 
NH. ones, 9. IC. Mitchell 

Jt is now possible to give more joy-rides to associate members and 
it is hoped that associate members will now visit the aerodrome more 
frequently. 

On Sunday E. K. Blyth carried out the tests for his Aviator’s 
Certificate 

The Lancashire Aero Club. 

Report for week ending Oct. 15. 

The weather permitted flying on Sunday afternoon. Total time for 
week 3 hrs 4o mins., made up as follows :— 

Dual with Mr. Scholes :—Cohen 20 mins., Moore 15 mins., Blagden 
I5 mins., Newton Io mins,, Shires 10 mins., Stern 15 mins. 

Solo:—Leeming 45 mins., Pitman 45 mins., Lacayo 30 mins, 
Williams 10 mins. Test 5 mins. 

This record total seems to give the signal for an annual report im 
the approved style, thus :— 

‘ne Club has now completed a year’s flying as one of the six 
Clubs originally approved of by the Air Ministry. Several fligats 
have been made and the total distance flown (reckoning the average 
height of the aerodrome at 242 ft. as... and the barometer steady 
at “Stormy” throughout, and correcting the air-speed indicator read- 
ings accordingly) is approximately 59,333 miles 587 yards. 

In addition, owing to the direction of the prevailing wind, a 
distance of 3,019 miles, one rod, pole or perch has been covered on 
the deck. 

It is very satifactory to be able to place cn record that there have 
only be=n four crashes—one from mental defect, one from loss of 
direction (when taking off) and two from the pilot- losing his speed 
in the air. 

Giving the Gosport’s Mono engine credit for an average of 850) 
t.p.m and including starting up on cold mornings, it is estimated | 
that the Club’s engines have revolved approximately 1,612,948% times 
and no mechanical trouble has been experienced except through 
engines refusing, or ceasing, to function in a normal manner. 

In the same way, nothing larger than a wheel, or the pilot’s hat, 
has ever fallen off any of the machines while in flight These facts 
1<flect considerable credit on the ground staff. 

During the whole period no instructor has been injured. This 
reflects the greatest credit on the pupils. 

Among tke Club’s successes at the various meetings held may be 
mentioned ihe following :—Gifts of aeroplanes by Sir C. C. Wakefiell, 
Bart, the Directors of A. V. Roe and Co. Ltd., and Lt.-Col. Darby 
and the petrol © distributing companies; J.icence for use of aero- 
drome obtained after prolonged combat between opposing forces of 
solicitors with heavy casualties on- both sides; Promise of an aero- 
piane from Mr. Sydney Norris; Promise of substantial help from 
Colonel Groves. 

That is all, except that a number of people have been taught to 
fiy and are doing so, in spite of their friends’ advice. 


The Newcastle-upon-Tyne Aero Club. 

Report for week enling Ort 17. 

Owing to the absence of Mr. Brown, flying has been impossible 
during tite week, but he is now back to the Club and better things 
are hoped for during the next week. 

fOne gathers, unoricially, that Mr. Brown has been married during 
his short leave of absence. His many friends in the Aircraft Industry, 
not to mention his friends in the Flying Clubs, and those who have 
been beaten in competition against the Moths which he has tuned 
so efficiently, will wish him and his bride health, wealth and 
happiness.-—c. G. G.] 


The Midland Aero Club. 

Report for weck ending Oct. 16. 

Total flying time 4 hrs. 43 mins. 

Very bad weather with high winds restricted flying during the weck. 

The following members were given dual -instruction :—C. Fellowés, 
S. H. Simith, E. J. Brighton, A. B. Gibbons. 

The following members made solo flights :--R. I. Jackson, G. Perry, 
i. J. Brighton, W. Swann, J. Brinton, H. Wills. 


The Suffolk Aeroplane Club. 

Readers of ‘He AFROPLANE who live or have interests in the Easter 
Counties will b2 interested to hear that a Club is being formed in. 
Suffolk by Mr. Courtney Prentice, of Mazeldell, Tavern Street, Stow- 
market. Quite a considerable amount of support has already been! 
secured for the Club and the premoters of it intend to run it on 
lines similar to the Hampshire Club. 

They do not intend to build a machine as yet, but propose to, 
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buy one for instructional purposes The original members feel con- 
fident that they can raise the necessary money in the form of sub- 
scriptions from the membership and from those in their area who are 
interested in the advancement of aviation. 

Undoubtedly, the promoters have a very tough job ahead, but it 
should be possible in Snffolk and the Eastern Counties generally to 
get sufficient support to run such a Club. Mr. Prentice hims-if, 
who is a pilot, will give his services voluntarily as instructor to 
help in keeping down expenses. 

Any readers of ‘(He ArRorANE who are within reasonable reach 
of Stowmarket are invited to communicate with Mr. Prentice. 


THE AUSTRALIAN FLYING CLUBS. 

The Wight Acroplane Club movement in this country has led th« 
Australian Air Board to consider a similar scheme in Australia 
Approval has been granted for ‘the formation of two Clubs, one in 
Sydney, to be operated by the N.S.W. Section of the Australian Aero 
Club, and one in Melbourne, to be run by the Victorian Section of 
the Australian Aero Club. 

Organisation is modelled on the lines of the English Clubs and the 
Government assistance in the following form has been granted in 
cach case:—(a) J.oan of two D.H Moths for two years; (b) loan 
of two spare Cirrus engines; (ec) loan of assorted machine and engine 
parts; (d) use of Government sheds and acrodrome; and (e) a bonns 
of £20 per pupil trained by the Clubs to the standard necessary for 
the issue of a Private ‘Wuilot’s T.icence. 


The Sydney (N.S.W.) Flying Club. 

On Aue. 2 the Sydney (N.S.W.) Club started flying operations at 
Mascot Aerodrome, Sydney, with two D.H. Moths. The chief in- 
structor is Mr. 14. W. J.eggatt, M.C., and the chief engineer Mr. R. KE. 
Beeston, both of whom resigned from the R.A.A.F. to take up the 
present posts. 

The Club charges for flying are £3 10s. per hour for instruction and 
{2 


10s. per hour for solo flying. 

It was estimated that twenty-five pupils would be obtained in tie 
first year but within the first two weeks twenty-nine pupils were 
cnrolled, including four women. In addition a number of wacr- 
trained pilots have joined as fying members, together with a ver) 
large number of non-flying members. 

The Club has produced a mimeographed communiqué known as 
The Fly Paper, which will be issued regularly to all members. 
Report for period Aug. 2-21 :— ; 

Machines in use: G-AUAJ and G-AUVAK. 
Total flying time, 63 hrs. 30 mins., of which 42: hrs, 45 mins. was 


dual instruction. 

Total flights numbered 188 and 69 passengers, not including dusl 
yassengers, were carried 
The first Club° pupil to fly solo was Mr. G. McC Jittlejohn, who 
did so on Aug. 23 after 7} hrs.’ dual. Mr. E. B. Wilshire also soloed 
he same day, but had the misfortunte to break the axle of AJ on 
anding. 

The demand for passenger flights by members and their friends 
vas becu so great that certain of the flying members have had 19 
assist the ?nstructor. 

Plans for a Club-house have been approved by the Committee and 
he building will be put in hand immediately 

On Aug. 14 Mr. (now sir) Alan Cobham took Lady de Chair for a 
light in one of the Club Moths and later the same day several 
flights were raffled among the spectators, the winners being given 
lights with Mr. Cobham. By this means several hundreds of pounds 
were passed into the Club’s funds. 

To meet the financial burdens of the Club and to provide working 
capital and possibly additional equipment the Committee issued an 
appeal for donations Up to Aug. 2r this fund showed a total of 
{a1 TIS. 

Report for period ending Aug. 28 :— 


otal flying dime: 23-hrs. 5 imins., of which 27 


hrs. was dual 


instruction. ‘Total flights numbered 74. 
The instructors’ time now being fully occupied ne more pupils can 
bo given instruction until vacancies occur and a waiting lst has 


been established. 

During this week Sq. Idr. F. EB. Sandford, A.F.C., who has just 
arrived in Australia as representative of the Blackburn Aeroplane 
and Motor Co. I,td., joined the Club as a pilot member. Sq. Ldr. 
Sandford arranged to read a lecture to the Club on ‘‘The Naval 
Side of Aviation’? on Sept. 20. 

G-AWAJ was by then serviceable again. A reserve machine, 
G-AUAH, had been obtained and this machine was flown over from 
Melbourne by Capt. F. W. Follett to take the place of AJ while 
the latter was out of commissio1 AH will only be used when another 
machine is unserviceable. The Club Fund rose to £732 Is. 

Report for period ending Sept. 4— 

Total flying time: 28 hrs. 25 mins, of which 16 hrs. zo mins. 
was dual instruction. 

The Club’s first pupil to obtain his “‘A” licence was Mr. G. McC. 
Littlejohn, who completed his tests on Sept. xz after only 8. hrs.’ 
dual instruction 

The Club Fund increased to £888 6s. 


ITAL Y—BRAZIL. 
On Oct. 17 Senhor de Barros, a Brazilian, with Capt. Braga, 
Senhor Cunha and a mechanic left Genoa’ for Gibraltar on 
the first stage of a flight from Italy to Brazil. 


MALLITE 


THE AERONAUTICAL 


STRONGER AND MORE DURABLE THAN METAL 


For AERO and SEAPLANES manufactured to the 


BRITISH AIR MINISTRY SPECIFICATION 2.V.3 by the 


PLY WOOD “2*AU204. & PANEL PLYWOOD 0, LD 


Phone; Clissold 3680 (3 lines). 


-COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WHEK. 

Trips per Day.—Monday, 16; Tuesday, 9; Wednesday, 12; Thursday, 
~. Briday, 8; Saturday, 11; Sutiday, 2. 
IMPERIAL AIRWAYS I.TD. : 

London-—Paris—Zurich; Tondon—Ostend—Brussels—Cologne; London 
—Rotterdam—Amsterdam—Berlin: Machines 37, passengers 212, 
freight 15 tons. 
AIR UNION : 

Paris—J,ondon: Machines 14, passengers 24, freight 11 toms. 
1a ass Ie 

Amsterdam-—Rotterdam—I,oudou : Machines 9, passengers 24, freigut 
3 tous 
SABENA : 

Machines 0, passengers 0. 
DEUTSCHE LUrrHans, AG. : 

Perlin—London: Machines 3, passengers 1. 

PRIVATE ; 

Machines 2, passengers 1. 

Total number of trips by British Machines, 39, carrying 213 pas 
sengers. Foreign Machines, 2¢, carrying 69 passengers. 
Comparative Vigures: 

Week ending Oct. 17: 

Machines, 65; Passengers, 262; Crews, 79; Total personnnl, 341. 
Corresponding week, 1925: 
Machines, 96; Passengers, 346; Crews, 122; Total personnel, 468. 
Corresponding week, 19247: 

Machines, 86; Passengers, 37¢c; Crews, 114; Total pessonnel, 484. 
Corresponding weck, 1923% 

Machines, 84; Passengers, 232; Crews, 131; Total personnel, 363. 
Corresponding week, 1922: 

Machines, 89; Vassengers, 261; Crews, 151; Total personnel, 412. 
Corresponding week, 1921: 

Machines, 66; Passengers, 226; Crews, 87; Total personnel, 313. 
Corresponding week, 1920. 

Machines, 90; Passengers, 160; Crews, 104; otal personnel, 264. 


Croydon Notes. 

Last week one stated that when a W.10 was damaged in Belgium 
the pilot was Mr. Warner. One now learns that Mr. A. I. Robinson 
was piloting the machine at the time of the forced landing thoagh 
Mr. Warner was also on board. When one wrote the paragraph 10 
authentic details were available and of the nine newspaper cuttings 
one received, five said that Mr. Warner was the pilot and four 
said that it was Mr. Robinson. One should have remembered that the 
daily press is more often wrong than right and so one should have 
accepted the word of the minority in lieu of proper facts. 

The German Berlin—London service began on Saturday. <A three- 
cngined Junkers, piloted by Herr Kahlow, came from Berlin vn 
Friday and landed overnight the other side of the Channel. It arrived 
at Croydon by 10-00 hrs. however and left for Berlin at 11.52 hrs: 
A similar machine piloted by Herr Noack arrived at 15.33 hrs. The 
service will run daily in future 

The Junkers has three engines of 200 h.p. each. The useful load is 
said to be 6,600 lbs., and the cruising speed is 960 m.p.h. This seems 
te be Commercial Aviation. 

One does hope that when the time comes to lay the Foundation 
Stone, or at any rate, when the time comes to open the new aero- 
drome buildings, the Air Ministry will think imperially. Cabinct 
Ministers are very useful and ornamental pillars of Society but the 
laying of the Foundation Stone and the opening of the Premier Air 
Port of the cou1mtry is surely almost a Royal function. The opening 
of Waterloo ‘Station was so considered. 

The Cairo—Karachi service is not, after all, to be opened in its 
entirety until April. From January until March only the Cairo—Gazi 
—Rutbah Wells—Baghdad—Basra section will be worked. Mr. Wolly 
Dod, one of the soundest and most able of the Croydon pilots wili 
be chief pilot on the route. It is improbable that he will pilot the 
first Hercules containing Sir Samuel and Lady Maud Hoare, and 
retinue to Cairo, but he will probably take the machine on to India. 

The time has now arrived when it is well worth while for private 
owners to fit their aircraft with machine-guns. During the last six 
months Imperial Airways have carried some 7,550,000 of preciots 
metals. A single Argosy load shot down and suitably stowed away 
would keep a private owner in Moths and petrol for quite a long 
time. One commends the idea to those piratically inclined. 

An amusing story comes from Denmark where the Danes are operat 
ing air lines with Farman Jabirus. ‘The Danish authorities complained 
of dangerous flying by the Dutch K.L.M. pilots. The said dangerous 
flying consisted of climbing too steeply when getting off the grouiid. 
Apparently the Danish Jabirus do not leap off the ground even wit 
the vigour of the old 0/400 Handley Pages and being used to these 
Jabirus, the good, clean, quick take-off of the Bristol Jupiter engined 
Fokkers evidently seemed the height of folly to the Danes. 

The next move seems to be for the Dutch to object to all machines 
which do not get off Schiphol quickly enough. 


A STRAIGHT TaLK TO UNCLE DICK. 

In The Daily Mirror of. Oct. 13, Uncle Dick defends himself against 
the criticism made against him in Tnr ArropLann for allowing those 
valuable members of society, Pip, Squeak and Wilfred, to fly round 
the world in a French aeroplane with a French pilot. 


Grams : VICPLY, KINLAND, LONDON, 
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NAVAN AA ALATA A AURAL 


PROOF OF TUBULAR EXCELLENCE 


In the De Havilland Machine used by 


Sir ALAN COBHAM 


in his recent and famous London—Mel- 
bourne—London flight 


all the tubing and tubular parts were of 
our manufacture. 


What better demonstration of their suit- 
ability for important aircraft construction ? 


WM hag VLLULLALUUMMAALDUALALLI OLY LOUL LALO TOELATLAELAULLLOTLLLESELLLL MUL MAULUUHUULM mee 

. ACCLES & POLLOCK jm 
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MAKERS & MANIPLILATORS 
OF WELDLESS STEEL TUBING 


OLDBURY 
BIRMINGHAM 


MARANA MANANON NOYES 


Eastman Aero Camera 
Model K1 


for Topographical Work 


The Eastman Aero Camera (Model K1) is entirely automatic 
in action. Driving power is provided by a wind motor containing 
a rotary paddle wheel, with a lever control, which also regulates 
intervals between exposures. Any number of exposures—size 
9; ins.x 7% ins. (18x 24 cm.) 
—up to 100 can be made on 
one 75 ft. roll of Eastman 
Daylight Loading Film. The 
film is held flat by the constant 
suction caused by the Venturi 
tube. Shutter speeds can be 
varied at will from 1/90 to 
1/3 10th of asecond. Fitted with 
either 12 in. or 20 in. £4.5 lens. 


Further particulars post free on application to 


Kodak Limited, Kingsway, London, W.C. 2 
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Uncle Dick’s excuse for exposing the Pets to such a risk is that 
M. Bonbonierre is paying all the expenses. Now a paper of the stand 
ing of The Daily Mirro) could surely afford 10 pay the expenses of 
the little trip and so help British Aviation, and at any rate Sir 
Charles Wakefield, the Godfather of Aviation, would undoubtedly have 
ctepped into the breach for such an important occasion. Sir Charles 
never yet failed to support financially any flight of moment. 
(who is doubtless heavily subsidised by the 
addition to paying expenses, were to pay 


has 

Even if M. Bonbonierre 
french Government), in 
the Pets a heavy fee for accompanying him, one holds that Uncle 
Dick, who, after all, is only the guardian of these public assets, had 
no right to countenance the flight. 

M. Bonbonierre has shown himself to be an hysterical and an erratic 
pilot, and he has already exposed the Pets to needless risks. More- 
over, he is flying an aeroplane which, as can be seen from the pic- 
tures, does not even come up to French standards, and would cause 
even a blind inspector of the British Aeronautical Inspection Depaxt- 
ment to throw a fit on the spot. 

It is not too iate even now for Uncle Dick to do the right thing. 
lie «nust cable to Pip, as the most responsible member of the party, 
and forbid them to ascend again until further orders. He must then 
raise funds and send out a certificated British aeroplane flown by a 
British pilot to continue the fight. 

What crowds there will be at Westminster to greet them. Possibly 
we may yet sec Sir Pip and Dame Squeak, and a medal for Wilfred. 
Meanwhile M. Bonbonierre is getting the Air Force Cross—very Cross. 

—G. Ll. 
Wry MANCHESTER IS STU. YOUNGER ! 
(An addition to last week’s Insult to A.A.M.) 
Sir Alan went io Manchester; he started on a Moth, 
But sooted up a sparking plug and landed on the way; 
We couldn’t get the thing out, so D.H.s had to bring out 
Another little aeroplane for poor Sir Alan J. 
(Chorus of City Fathers.) 
This is Sir Alan (ear, ear) 
This is Sir Alan (‘ave some tea) 
We've *ung out the banners but we never thought 0’ spanners 
For Sir Alan J. Cobham, &.B.F. 


MOTHS. 


On Saturday and Sunday Moths were nearly as common 
as new Morrises to the South of London. On both Saturday 
and Sunday one encountered G-EBNO, which is Capt. 
Geoffrey de Havilland’s private machine, and certainly one 
caw three other different Moths and possibly four. 

All this is very satisfactory, and definitely shows that the 
private owner is arriving. Personally one believes that by 
this time next year there will be fifty or more private owners, 
and by the end of 1928 there would be 500 if the price could 
he dropped to £590.—G. D. 


FOR THE FAMILY OF MR. KEENE. 

By permission of the management of the Crystal Palace a flying 
performance will be given on Wednesday, Oct. 27, in aid of the 
family of the late Mr. A. Keene, the mechanic who met his death 
in the aeroplane accident at Bookham on Sept. 2. The family are 
left in very poor circumstances. Mr. Lewis, of the Southern Counties 
Aviation Company will do the usual stunt flying, and it is hoped that 
other aeroplanes piloted by those who knew Mr. Keene will lend 
their aid to the performance. 

The flving will take place between 2.45 p.m. and 3.30 p.m., and after- 
wards there will be a concert in the Crystal Palace also in aid of 
the late Mr. Keere’s family. One is assured by Mr. H. I. Buckland, 
the General Manager of the Crystal Palace, that all the proceeds of 
the day, including all the money taken at the turnstiles from people 
who have not necessarily come to see the flying, will be given direct 
to Mrs. Keene without deductions. 

Tickets admitting to the Crxstal Palace and to the concert may be 
obtained from the Crystal Palace, G. V. Peck, Southern Count !?s 
Aviation Company, Brooklands Aerodrome, Byfleet, or R. H. Squire, 
gg, Jermyn Street, Piccadilly, W.1 


ee 


PERSONAL NOTICES. 


BIRTHS. 

TAING.—On Sept. 21, at Woking, to Fileen Mary (née Unson), the 
wife of Fit. TA. A. T. Laing, R.A.F.—a daughter. 

LONGCROFT.—On Oct. 16, at 6, Connaught Square, W., to Marjory, 
wife of Air Vice-Marshal Charles I.ongcroft, C.B., C.M.G., DASi@z, 
ALRic., R.AcE.—a, son 

LCOTHERINGTON.—On Oct. 32, at the R.A.F. Depot, Uxbridge, to 
the wife of Flg. Off. H. A. L.otherington—a daughter. 

THOMAS.—On Oct. 14, at 8, Phillimore Gardens, Kensington, to 
Evelyne, wife of Sq. Ldr. R. Woodliffe Thomas, O.B.E., R.A.F.-—a 
daughter. 

MARRIAGES. 

BAILEY—ARMYTAGE.—The marriage took place on Aug 23, at 
St. Mary’s Church, Gulmarg, Kashmir, of Sq. dr. L. M Bailey, 
A.F.C., R.A.F., and Edna, the daughter of Mr. and vers; (Co ay: 
Armytage, of Melbourne, Australia. 

CAHILIL—HARRY.--On Oct. 12, at Christ Church, Cockfosters, 
Hadley Wood, Fit. Lt. Charles Howard Cahill, only son of Mr. and 
Mrs. Cahill, of Paris and Belfast, to Gwendolyn Margaret, only 
daughter of the late A. Morgan Harry, of Assam, and Mrs. Morgan 
Harry, of Eastbourne. 

PEACEY—CLOWES —On Oct. 12, at All Saints’, Bakewell, Flg. Off. 
Arthur John Peacey, son of Mr. and Mrs. E. Peacey, Barrow-on-Soar, 
to Elizabeth Clowes, daughter of Mr. and Mrs. E. Clowes, Station 
House, Bakewell. 

FORTHCOMING MARRIAGE. 

PARK—HIRST.—The engagement is announced between Flt. Lt. 
Walter Henry Park, M.C., D.F.C., R.A.F., second son of the Rev. 
James Park, Park Stile, Broughton-in-Furness, and Edith Mary, 
younger daughter of Mr. and Mrs. Hirst, Rylstone, Broughton-in- 


Furness. 
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Registered at the G.P.O. 
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MUS 


“HE HATH SMOTE FOR US A PATHWAY TO THE ENDS OF ALL THE EARTH,” 
(‘The Song Of The English.’’—KIPrInc.) 


EMPIRE EDUCATION :—Aircraft of our Mobile First Line of Defence, Air Liners, and Civilian Aircraft, lined up at 
Croydon for the edification and education of the Delegates to the Imperial Conference. On the extreme right is the nose of 
an Avro Bison (Napier), of the Fleet Air Arm. To the left of it is a Blackburn Dart (Napier). In fro Ripe occupying 


the most prominent position, is the Hawker Horsley (Rolls-Royce Condor), the R.A.F.’s new standard day- Ons 
left of that is the D.H.50J (Jaguar) which was flown to Australia and back by Mr. Cobham. In front of the Hors &y 
latest Armstrong Siskin (Jaguar), with a Gloster Grebe (Jupiter) next to it. 


Sole Manufacturers : 
THE ROBINHOOD ENGINEERING WORKS LIMIiED:> 
Putney Vale, London, S.W.15. Telephones: Putney 21323 
Sole Export Agents: Messrs. S. Smith & Sons (M.A) Ltd., Cricklewood Works, N.W.2. 


Telephones: TITANINE-EMAILLITE, LTD,, att Roa Se prs 
ane F j etrafree, Piccy, 
etek and Empire House, 175, Piccadil-y, London, W.1. Codes: A.B.C., 5th Edn, 


Works:—London and New York. and Bentleys. 
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FOR THE PRIVATE OWNER 


HE AVRO “AVIAN” two-seater light aeroplane was the only newly 
uF designed machine at Lympne, and it has been universally acknow- 
5 = © ledged that it was the most interesting aeroplane present. ‘‘ The 
Te. Ft Aeroplane ”’ said : 
} , . 
; Ve HE ‘AVIAN’ is really remarkable. Only a few years ago our 
ri hme most noted scientists proved to their own satisfaction that it 
t i = was quite impossible for any aeroplane to carry its own weight as 
useful load. Yet here we have a machine which instead of going 50-50, 


i; I¢ performs with rovghly 45 per cent. construction weight and 55 per 
" cent. useful toad, and it is the fastest machine in the Competition.” 


HIS extraordinary weight-carrying capacity of the competition 
t machine not only serves to indicate once more the superiority of Avro 

ti design, but makes it possible to secure by modification all the essential 
qualities of the privately owned aeroplane, and, moreover, those refine- 
ments which help so much towards the comfort of aerial travel, without 
fear of overloading. 


HE AVRO “AVIAN” will shortly be available fitted with the 
“Cirrus” Mark II engine. Advance particulars will gladly be 
sent on request. 
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ON DEMONSTRATING IMPERIALLY. 


There would be much interest in knowing, if it were pos- 
sible, what effect the Air Demonstration at Croydon on Satur- 
day last, Oct. 23, actually had on the various Prime: Ministers 
of the Overseas Dominions and the representatives of the 
other assorted bits and pieces of the British Kmpire. ‘The 
evident intention of the display was to help in making the 
British Empire air-minded. And one sincerely hopes that the 
affair, which was admirably staged, so far as the arrangement 
of the machines was concerned, by the officers of the Air 
Force who were told off to act as “ producers,” had the de- 
sired effect. 

The pity is that the Air Ministry as such did not use the 
Occasion to augment the air-mindedness of the people of 
London to a greater extent. On the morning of the display 
officially-inspired paragraphs appeared in various London 
papers, which, translated from éfficial language into the 
vernacular, said in effect to John Citizen and his family— 
~ Of course you can come and see this show if you like, but 
really it is hardly worth your while. We have put up a sort 
of a pen for you at the far end of the aerodrome and you 
won't be able to see much of the machines on the ground 
because they have all been laid out for the distinguished 
visitors from overseas. And there will be a bit of flying, but 
there won’t be much of it. So please yourself whether you 
come or not.’’ 

What the notice ought to have said was :—_“ These Autumn 
afternoons are short, but we will give you as good a show as 
we can in the time, so please, Mr. John Citizen, will you come 
along, complete with fainily as fitted, and see what excellent 
value we are giving you for your money.”’ 

Barring the R.A.F. Pageant at Hendon once a year the Air 
Ministry’s attitude towards the tax-paying public always 
seems to be that of the decayed gentlewoman who was te- 
duced to selling apples for a living, and sat in a corner of the 
market place saying “ Apples, apples ” in a subdued voice, 
and adding in a whisper “I do hope nobody will hear me.” 

The Air Ministry might well take a leaf out of the Advertis- 
ing Lexicon of the so-called Silent Service, and publish all 
its doings with that subtle air of letting out State Secrets at 
which the Navy is so clever. Still, one would never recom- 
mend the publication of the life story of every Squadron 
leader who takes over a new command, after the manner in 
which appointments of Lieutenant-Commanders to ships are 
advertised by the Navy. 

THE R.A.F. SHow. 

As a matter of fact, Saturday’s show was very good indeed. 
The aerobatic flying by the Grebes of 56 Squadron was quite 
up to R.A.F. high-water mark. ‘The Siskins of 41 Squadron, 
Manceuvring under radio orders given by their Squadron 
leader flying some distance away from them was excellent 
considering the bumpiness of the wind. And the advent of the 
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bombers of Squadrons 7 and 9 from Manston on Virginias 
was really most impressive. ‘These performances were quite 
enough to impress anybody who did not know anything about 
aviation with both the skill and power of our First Line of 
Defence. And aeronautical enthusiasts who were interested 
in individual machines had a good opportunity of seeing the 
flying of different types, both standard equipment and new 
machines, as the various aircraft which were on the ground 
waiting to be reviewed by the Overseas representatives, flew 
off to their various stations later in the afternoon. 

Therefore it is all the more sad that those members of the 
public who are already air-minded were not induced to come 
te Croydon and to bring as many as possible of their friends 
with them to see what the Air Force is giving them for its 
share of our heavy taxation. 

Though the official programme got itself badly mixed up 
over the equipment of s6and 41 Squadrons, and inflicted on its 
readers much horrible English as well as some lamentable ex- 
amples of bad taste, it did contain a good deal of information 
which must have been quite educative to its readers and one 
hopes they profited thereby, in spite of certain inaccuracies. 
And the number of Service and civil machines lined up for in- 
spection was particularly impressive. 

The Service types included the antiquated machines which 
are still in use as well as the most modern machines which 
have so far been issued to the Air Force. For example, the 
single-seaters ranged from the ancient Sopwith Snipe to the 
Hawker Woodcock with the Jupiter IV engine and 


the Gloucester Gamecock with the Ip Lee Vile ine 
day bombers included the old Iiberty-engined D.H.oa, 
the Napier-engined Fairey Fawn, the Fairey Fox 
which was labelled as having the Fairey Felix en- 
gine, and the Hawker Horsley with the Rolls-Rovce 


Condor. And the night bombers consisted of the dear old 
Vickers Vimy with Rolls-Royce Hagle VIII engines, the Vir- 
ginia with two Napier Lions, and the latest machine to be 
put into production, the Handley Page Hyderabad, also with 
two Napier Lions. 

Our only Army Co-operation machine, the Bristol Fighter 
with the Falcon Rolls, was on view. And the Vickers Victoria 
appeared as a troop carrier. 

The Fleet Air Arm machines included the Fairey Flycatcher 
and the evergreen Fairey IIID, the Blackburn gun-spotter, 
the Blackburn Dart torpedo-dropper, and the Avro Bison gun- 
spotter. 

And of course the training machines included the Avro 
so4K with the old Mono Gnéme and the Avro 504N with the 
Siddeley Lynx. 

It was rather a pity that newer machines, such as the 
Mairey Firefly and the Avro Ava and the Hawker Hornbill 
were not brought into the show, but not being as vet Service 


THE 


DEMONSTRATOR._One of the Armstrong-Whitworth Argosies (three Jaguars) taking up Imperial Dele- 
gates at Croydon on Saturday, Oct. 23. 
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THE NIGHT BIRDS. 


equipment presumably they would not have had a legitimate 
place in the performance. 
THe Civil, SHOW. 

The civilian machines were quite interesting. The Arm- 
strong Argosy attracted a great deal of attention on account 
of its size and persistent flying. But perhaps the 
machine which was the most interesting to the aero- 
nautical people was the Handley Page Hamlet with its three 
Bristol Iucifers, which made its first publicappearance. Every- 
body wanted to climb in and out of the nice cosy little cabin, 
so much so that Mr. Handley Page proposed charging a shil- 
ling a head for entrance, the proceeds to be devoted to charity, 
which, he remarked aside, begins at home. ’ 

‘The cruising speed of this machine with pilot, four passen- 
gers and 7 cwt. of luggage is given officially as 95 m.p.h., 
but one believes that she actually flies at well over 120 m.p.h. 
She is, one hears, to be fitted with three of the new Arm- 
strong-Siddeley Mongoose _five-cylinder engines, which will 
presumably give her a still higher performance. — 

It was a pity that the new D.H.66 (Hercules) with her three 
3ristol Jupiters was not there to show the latest Imperial 
Airways acquisition. But apparently she was having some 
slight alterations made as the result of her preliminary test. 

The Handley Page Hampstead with three Bristol Jupiter 
engines also interested the aeronautical folk. Jupiters have 
heen fitted so as to give the personnelof Imperial Airways Ltd. 
experience of running Jupiters under air line conditions, so 
as to accustom them to these engines on the Hercules on the 
Cairo—Karachi route. ‘The machine came up from Bristol on 
the Saturday morning and apparently pleased the personnel 
quite a lot. 

Apart from the Service flying, some very pretty work was 
done by Mr. Bulman on the Hawker Cygnet which won The 
Daily Mail £3,000 Prize, and by Flg. Off. Linton Ragg on the 
other Cygnet which took second place, both with Bristol 
Cherub engines. Also some good flying was done on sundry 
De Havilland Moths with Cirrus and Genet engines. The 
Westland Widgeon, the Short Mussel, the Avro Avian and 
the Blackburn Bluebird were all on view and evidently ap- 
pealed to the Overseas visitors. 


AN OFFICIAL OMISSION. 

One part of the programme which appears to have been 
neglected by the official bear-leaders (Or should one call them 
nshers or guides?) was the inspection of exhibits which had 
been arranged in a Bessonneau portable shed near the level 
crossing. These included a model of the Croydon control- 
tower, showing how the work of the aerodrome is regulated, 
an explanation of the meteorological service, a demonstration 
of the system of lighting the aerodrome, an exhibit of the 
Armstrong-Whitworth method of steel construction, and a 
very fine exhibition of aerial survey work arranged jointly 
by the Aircraft Operating Company Ltd. and the Air Survey 
Company Ltd. ; 

So far as one could discover the only Overseas Prime 
Minister who visited this section was Mr. Bruce, the 
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Aeroplane 


OCTOBER 27, 1926 


Vickers Virginias (Napier engines) of 7 and 9 Squadrons over Croydon on Saturday. 


Australian. The others apparently stayed higher up the aero- 
drome to watch the flying. Considering that this air survey 
work is really the most important side of aviation at the 
moment from the point of view of our fellow-subjects over- 
seas, it is a very great pity that the various official repre- 
sentatives of the Dominions and Crown Colonies were not 
brought specially to see the methods by which their countries 
can be properly explored and surveyed and mapped from the 
ane, 

There are few of the Dominions which can afford to run air 
forces of their own. But there 1s not one Crown Colony which 
is so small that it would not pay it to have proper air surveys 
done of its unexplored territory. There is no way in which 
the wealth of a Colony can be increased other than by de- 
veloping its hitherto undeveloped territory and there is no 
way in which the territory which is worth developing can be 
located se cheaply as by air survey. So that actually education 
in air survey work should have been more important to the 
overseas representatives than even the demonstration of Ser- 
vice flying and of Service aircraft. 

One can only hope that our two aif survey companies, 
which joined together so amicably to provide this excellent 
educative entertainment for the benefit of the Overseas Re- 
presentatives, will be able to arrange a similar and perhaps 
even miore comprehensive exhibition somewhere in Central 
London and will be able to induce the various representatives 
of the British Empire who are in England for the Conference 
to come individually and study the work which these firms 
are prepared to do for the development of the Empire. ‘This 
work is of such importance to the future development of the 
British Dominions that these representatives must not be 
allowed to go home without a thorough understanding of the 
good which their respective countries can obtain from it. 

THE Brst Part OF THE Day. 

For those of us who are hardened to aviation the only real 
thrill of the afternoon came when the various machines which 
had been parked for inspection started to go home. ‘The 
single-seaters in the front row went first and apparently each 
pilot was allowed to take off however he liked. Bach in turn 
taxied down the line in a Northerly direction and, turning 
sharp to the right, got off in the teeth of the bitter East 
wind which was blowing. 

The day bombers followed, and it seemed almost silly to 
think of the little Fairev Fox as being in the same category 
as the great Hawker Horsley. Each in her way is a singularly 
beautiful aircraft. The Horsley is so beautifully propor- 
tioned that she looks quite small at a distance in the aif, 
but on the ground she is a colossal affair for a single engine. 
Despite her size she is, like all the old Sopwiths, obviously a 
real flying machine, and she impressed everybody very much, 

The Fox always strikes one as being a wonderful two- 
seat fighter spoiled by being classified as a bomber, for as 
a two-seat fighter she can give points, and miles an hont, 
to any of the present single-seaters with which the R.A.F. is 
equipped. And she is so easy to fly, according to the pilots, 
that she might very well be used for Army co-operation. No- 
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body knows how to demonstrate a machine better than does 
Mr. Norman Macmillan, so he took her out a good way to 
the Hast beyond the aerodrome and then came back down- 
wind with everything wide open. The characteristic shriek of 
the Curtiss engine attracted attention to the machine and 
her amazing speed made even those uneducated in aviation 
take notice of her. c 
The little old wartime Vickers Vimy, alongside her giant 
vounger sisters, the Victoria and the Virginia, looked almost 
like Stephenson’s ‘“‘ Rocket ’’ alongside a modern locomotive, 
and people who saw them against one another for the first time 
wondered how on earth Jack Alcock and Arthur Whitten 
Brown ever had the nerve to face flying the Atlantic on such 
a comic little kite. But the way she bounced off the ground 
and behaved when she got into the air gave the novices quite 
4 respect for her. ; 
When the turn of the Handley Page Hyderabad came, 1n- 
stead of turning taund into the wind the pilot took her off 
absolutely broadside to the wind towards the enclosure to 
which the mere public had been exiled. Of course the 
inachine was flying dead light, but even so she got off more 


like a school Avro than like a big bomber, so lightly did she 
take the air. 

\ltogether it was a very z00d show, and, in spite of the 
fact that everybedy was frozen stiff, nobody seemed in the 
least bored. 

Owing to the direction of the wind the passenger-carrying 
Argosies when taking off, drove their slipstreams all over 
the distinguished visitors, thus, as some cynic remarked, 
throwing dust in the eyes of the Dominion Ministers. Per- 
haps that was the official intention. For certainly most of 
the machines which our visitors saw were thoroughly out of 
date. 

Still, they are probably just as good as those possessed in 
bulk by any other air force. And one hopes that in the course 
of the next year or so we may develop some new and improved 
aircraft, especially if encouragement is given by aircraft con- 
structors to some of the younger and brighter brains in their 


design departments. In any case we probably shall have 
some really good new machines by the time the next Imperial 
Conference is held. And the Great War may come first.— 

C. G. Ge 


THE AIR DISPLAY AT CROYDON. 


Admission to the inspection of Service and civil aircraft 
and a display of flying, arranged by the Air Ministry at the 
Air Port of London, Croydon, on Oct. 23, on the occasion of 
the visit of the Members of the Empire Conference, was 
confined to the guests of H.M. Government, but there was a 
small public enclosure and car park on the west side of the 
Aerodrome. ‘The machines to be inspected were drawn up 
in three lines and each machine had a board in front of it 
giving its name and the name, type, and h.p. of its engine 
or engines. 

The following statement appeared in the official pro- 
gramme :—‘‘ All Royal Air Force pilots will stand by their 
aircraft during the inspection and explain to visitors the 
functions of the aircraft equipment.” If the visitors had 
heen limited to the Dominion Preimiers and members of 
the Government one would have had no quarrel with this 
arrangement. But as it happened officers of the Royal Air 
lforce in uniform were placed in the undignified position of 
being used as a sort of additional exhibit to an untutored 
mol of less distinguished visitors who had somehow obtained 
admission. 

No doubt the Authorities meant well and certainly the 
intelligent inquirer derived considerable benefit from the 
prompt, accurate and courteous information supplied by the 
officers concefned. But it was not a job for the commis- 
sioned ranks of the Service. 

Incidentally it was interesting to note that while one 
R.A.F. officer was able to explain each machine belonging to 
a Fighter, Army Co-operation, or Bombing Squadron, it took 


EDUCATING THE EMPIRE.—The Siskins of 41 (Fighter) Squadron, mancuvring under Radio-Telephonic 


a crew of three ostentatiously Naval people of the Fleet Air 
Arm to explain each of the craft belonging to that branch of 
the Service. ¢ 

A list of the machines paraded at Croydon appeared in 
THE AQ®ROPLANE last week. ‘he only one which was not 
there according to plan was the De Havilland Hercules, 
which was a pity. 

The first part of the actual flying programme was an €x- 
hibition of aerobatics by two Grebes, of No. 56 (Fighter) 
Squadron. These evolutions were carried out over the far 
side of the aerodrome and could be watched in comfort by the 
spectators. 

Regarding this and other events by squadrons of the 
R.A.F., somebody ought to be censured for a _ shocking 
display of bad taste in the wording of the official programme. 
In it No. 56 Squadron is described as ‘‘ Most feared by the 
Germans, its history is one brilliant record of achievement.” 
This ghastly phrase is preceded and followed by a stream 
of laudatory comment on the War service of the Squadron 
and ends with a list of what the author pleases to call ‘‘ the 
greatest air fighters.” 

That this sort of thing should appear in an official docu- 
ment is almost incredible. ‘The history of a squadron is a 
matter of personal pride, not public advertisement. The 
Official History of the R.A.F. is in course of production and 
all may read it—some day. Certain war histories of in- 
dividual Units have also been published. 

The author of this official outrage will undoubtedly have 
caused past members of the Squadron to turn in their graves 


orders at Croydon on Oct, 23. In the foreground is the Handley Page Hampstead with its new Bristol Jupiters. 
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and present members to “writhe in their tunics. It is practi- 
cally a reversion to the era of the boosting of individual pilots 
by the Press, a blot which the R.A.F. is only just beginning 
to live down. 

To revert to Ctoydon. ‘he second event was a demonstra- 
tion of formation flying directed by radio telephony. This 
was done by No. 41 (Fighter) Squadron, on Siskins, who 
received and carried out with skill and efficiency various com- 
mands transmitted by the Squadron Leader, who took his 
orders from the ground station. The precision of this forma- 
tion was all the more commendable because of the extremely 
bumpy conditions. 

It is a pity that the word “ Go,”’ which ends these orders, 
should sound like the last wail of a departing spirit. 

No. 41 (Fighter) Squadron also suffered from the exees- 
sive enthusiasm of the programme-writer, who stated, in- 
correctly, that the Squadron is equipped with Grebes. 

No. 7 (Bombing) and No. 9 (Bombing) Squadrons, from 
Bircham Newton and Manston, respectively, then flew twice 
across the aerodrome in formation on Vickers Virginias. 

While a number of more or less distinguished visitors 
were fighting for joy-rides in temporarily unemployed 
Argosies and W.1os belonging to Imperial Airways, Mts. 
Eliott-Lynn gave a demonstration of the ease with which 
a Moth can be handled by an owner-pilot. Mrs. Eliott- 
Lynn wheeled a Moth out of a temporary building, unfolded 
the wings, started up the engine, and, after a short flight, 
landed, folded and re-housed the machine, in a brisk and cap- 
able manner which must have made an excellent impression 
on any prospective owner-pilots who may have seen Ati 

One of the sheds at the aerodrome was fitted up as an ex- 
hibition of the work of the meteorological Service and other 
aeronautical operators. A new form of flood-lighting was 
shown, by means of a drum lens. This had the unfortunate 
effect of creating blind patches for about 20 minutes in the 
eyesight of the unwary spectators. 

Another interesting exhibit dealt with air-surveying, and 
was jointly arranged by the Air Survey Co. Ltd. and the 
Aircraft Operating Co. Ltd. The types of cameras and other 
instruments used were on view, as were a number of the won- 
derful photographs taken, and maps made, by these enterpris- 
ing companies. ‘The obvious possibilities of map-making and 
surveying from the air cannot fail to have impressed the 
Imperial Conference. 


At 16.15 hours the Service aircraft began to return to their 
home stations, and a comparison of the speed, climb and 
manceuvrability of the various types was one of the most 
interesting parts of the afternoon’s programme. 

An extraordinary numier of visitors climbed into the 
Argosy and received with profound astonishment the in- 
formation that they could not walk out again through the 
nose of the machine. On one occasion, when the machine 
was crammed with visitors, a facetious person standing near 
the door said ‘‘ Tickets, please.” Although there was no 
other evidence that the machine was about to leave the 
ground the rush for the door, accompanied by loud squawks, 
proved that the British public may be inquisitive, but it is 
certainly not ‘‘ air-minded.’’—c. M. MCA. 


—_e——OCO™ 
THE AIR ROUTE TO INDIA. 

The official opening of the air route to India will take 
place on Dec. 27 when the Secretary of State for Air and 
Lady Maud Hoare will fly in a De Havilland Hercules (three 
Bristol Jupiter engines) from London to Delhi via Cairo, 
Basra and Karachi. 

Two other Imperial Airways machines intended for use 
on this route will leave London between Dec. 15 and Dec. 20 
and accommodation for passengers will be available on both 
of them. One machine will fly to Basra and the fare from 
London will be £101. The second machine will stop at Cairo 
and the fare will be £50 from London. 

These flights from London are incidental to the delivery of 
the machines at their headquarters. The regular air route 
at first will only be from Cairo to Basra. 

THE R.A.A.F. PACIFIC FLIGHT. 

On Oct. 18, Group Capt. R. Williams, D.S.O., O.B.E., Chief 
of the Australian Air Staff, Flt. Lt. I. E. McIntyre, A.E.Ge 
and two mechanics of the R.A.A-F., who are flying from Mek 
bourne, through the South Sea Islands to Samoa and back on 
a D.H.soa seaplane (330 h.p. A-D.C. Nimbus engine), arrived 
at Rabaul, Bismarck Archipelago, to the great consternation 
of the natives. 

ITALY—BRAZIL. 

On Oct. 25, Senhor de Barros and his three companions, 
who are attempting to fly from Genoa, Italy, to Santos, 
Brazil, on a Savoia 55 flying-boat (two Isotta-Fraschini Asso 
engines), left Gibraltar and arrived at Las Palmas, Grand 


Canary, later the same day. 
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Contraetors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS. 
Designe's and C: nst:uctors of “MARTINSYDE” Types of Aircraft. 
Designe:s and Con truct rs of “CIRRUS” Aero Engines. a0 2b0!2 ¢.1? 
120/140 h p “AIRDISCO” Aero Engines, 
300/330 h.p. “NIMBUS” Aero Engines, 


TO 
AIRCRAFT CONSTRUCTORS OF ALL COUNTRIES. 


Below are enumerated some of the items included in our large stocks 


of Instruments, A.G.S. Parts, etc., which we can supply new and unused 
at competitive prices. 


Instruments can be supplied calibrated in metric if needed. We invite 
your inspection. 


Altimeters. Air Speed Indicators. 
Bearing Plates. Compasses. 

Cross Levels. Clinometers. 

Gyroscopic Levels. Flexible Shaft Drives. 
Dashboard Lighting Sets. Gear Boxes. 

Oil Pressure Gauges. Pitot Pressure Heads. 
Revolution Indicators. Petrol Pressure Gauges. 
Tautness Meters. Campbell Rigging Tools. 
Eight-Day Aero Watches. Radiator Thermometers. 
Petrol Junction Boxes. Petrol Cocks. 

Hand Pressure Pumps. Kennedy Wood Moisture Testing Sets. 


A.G.S. PARTS include :— 


Bolts, Nuts, Turnbuckles, Studs, Shackles, Pulley Wheels, Fork Ends, Eyebolts, 
Thimbles, Cotters, Wing Nuts, Washers, etc. 


ACCESSORIES AND ARMAMENT include: 


Magnetos, all standard, 6, 8 & 12 point, 
Carburettors, Sparking Plugs, Ball 
Bearings, Aerial Cameras, Gun Sights, 
Vickers Guns, Lewis Guns, Bomb 
Racks and Sights, Scarff Gun Rings, 
C.C. Gears, etc. 


General Export Agents for ‘‘LODGE” Aero 
Ignition Plugs. 


A.D.C. AIRCRAFT, LTD. 


REGENT HOUSE, 
89, KINGSWAY, LONDON, W.C.2. 


Telephone : Works & Aerodrome : i Cables: 
Regent CROYDON, SURREY. Airdisco, 
6240, London,” 
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The London Gazette. 
Oct. 19. 

GENERAL Dutirs BRancH —The following Flt. Offs. are promoted to 
the rank of Fig. Off.:—A. C. Watkins, W. F. Biyanton (Aug. 6); 
WwW. A. Shorten, K. C. Baker (Sept. 6); F. S. O’Hanion (Sept. 12); 
N. K. Howard {Sept. 17). 

The following are promoted to the rank Of Pit elt, OCs isin 
GC. E. Wildman-Lushington, Capt, R.M., Flg. Off., R.A.F.; A. G,. 
Elliot, Lt., R.N., Flg Off., R.A.F. 

The following are placed on half-pay, Scale BLa=hlte lst. = ewes 
Laing, from Oct 7 to 30 inclusive; Flic. Off. F. W. C. Beaumont 
(Oct. 21). The following are transferred to the Reserve :—CLass A; 
Fic. Orrs.—R. S. Higgens (Oct 15); C. Sutton (Oct. 16). CLASS Eis 
Fir. Lr.—A. J. Osborn (Oct. 21). 

The following relinquish their temp. comms. on return to Army 
duty (Oct. 16) :—Fice. Orrs. (HON. FLT. 31s.).—E. L. O. Baddeley (Capt., 
Oxf. and Bucks JI,1.) I. IF. Marson, M.C. (4th/7th Dragoon Guards). 
Fic. Orrs.—G. V. Carey (It, Devon Regt.), P. J. Chambers (Lt., 
Border Regt.\, C. F. Ellicott (Lt., Dorset Regt.), J. P. Huffam, V.C. 
(Lt., D. of Wellington’s Regt.), G. C. Oldham (I,t., Queen’s Royal 
Regt.). 

Flg. Off. B. A. C. Bushell relinquishes his S.S. comn., on account 
of ill-health (Oct. 20). 

Stores BRANCH.—The following are granted perm. comms. as iPIte 
Offs. on probation, with effect from the dates indicated and with 
seniority of Oct. 9:—J. E. R. Sowman, O. W. Ty) Rogers, nes As 
Quayle, W. A, D. Collingwood, M. S. Shapcott, Ga Ee Bry, eRe se 
Horstmann, R. B. Brown, R. S. Sawyer, T. 1. Iliff W. A. Stagg, C. I. 
Nobbs, H D. Jackman, EK. H. Walker, H. G. Northway, W. G. S. 
Wood (Oct. 9); C. L. Gilbert (Oct. 16) Fit. Lt. D. Mitchell is placed 
on the retired list (Oct. 16). 

MEDICAL BRANCH.—FIt. Li. H. McW. Daniel, M.D., is promoted to 
the rank of Sq. Ldr. (Oct. 9). Flg Off. A. Harvey, M.B., is promoted 
to the 1ank of Fit. Lt. (Oct. 7). 

RESERVE OF AIR Force Orricers.—The following are confirmed in 
rank :—F1ic. Orr.—W. Steele, D F.C. (Oct. 13). Put. Orrs.—O. M. Sheil- 
Small (Oct 7); lk. We Van Oppen (Oct. x9). 


Appointments. 
Week ending Oct. 25. 

GENEEAL Dutirs BRANCH —Wing Commanders H. le M. Brock, D-S.O., 
to Station H.Q., Kenley, to Command, 21/9. W J. Welsh, \ORSKEe 
A.F.C., to Air Ministry (Directorate of Operations and Intelligence), 
for Air Staff duties, 21/y. C. F. A. Portal, D.S.O., M.C., to R.A.F. 
Depot, Uxbridge, pending disposal, 21/9. 

Squadron Leaders A. F. A. Hooper, O.B.E., to R.A.F. Base, Gis- 
port, on transfer to Home Estab, 25/9. A. H. Stradling, ©. BEE.,, &G 
H.Q., Egypt, 8/tIo. 

Flight Lieutenants H. O. Long, D.S.O., to No. 30 Sadn., Iraq, 1/10. 
R. Harrison, D.F.C., to Aircraft Depot, Iraq, 1/fo. R. I; ‘Sweeny, 
to H.Q, Iraq, 30/9. F. E. C Benstead, to No. 4 Arm. Cars Coy., 
Iraq 30/9. W. R. Cox, M.C., A.F.C., and H. E. Walker, MiLCE oD tees 
to No. 503 Sqdn., Waddington, 5/10 

Flying Officers E .J. Ffoulkes-Jones, to No. 1 F.T.S., Netheravon, 
14/10. ‘I. W. S. Brown, to remain at No. 207 Sqdn., Kastchurch, 
instead of to A. and G.S., as previously notified. C. Walker, to No. 1 
F.T.S., Netheravon, 17/10. W. A. D. Brook, to H.Q., Iraq, 15/Io. 
(Hon, Fit. Lt.) F. IL. Woledge to H.Q., Iraq, 1/10. V-: G. H. “Gee, 
to No. 47 Sqdn., Egypt, 7 IO. G. N. J. Stanley-Turner, to Aden 
Flight, 1/10 A. I. Ottway, to No. 6 Arm. Car Coy., Iraq, 1/10. 
Cc. B. Wincott, to No. 402 Flight, Mediterranean, 15/10. O. B. Swain, 
to A. and G.S., Hastchurch, 18/tro. 

Pilot Officer I. M. S. Knight, to R.A.F. Depot, Uxbridge, on transfer 
to Home Hstab., 28/9. 

MepicaL BRANCH —Flying Officer -W. A. Beck, M.B., D.P.H., to 
R.A.F. Depot, Uxbridge on transfer to Home Estab., 3/10. Flying 
Officer (Dental) V. G. Pedley, to R.A.F. Depot, Uxbridge, on appoint- 
ment to a Temp. Comn, 18/10. 

Stores BRANCH.—Wing Commander C. G. Smith, O.B.E., to H.Q., Air 
Defence of Great Britain, Uxbridge, for Stores Staff duties on transfer 
to Home Estab., 12/11. Flight Lieutenant F Whilton, D.C.M., to H.Q. 
Cranwell, 14/10. Flying Officers A. E. Connolly, to H.Q., Cranwell, 
on transfer to Home Fstab., 25/10. C. P. Wingfield, to No. 503 Sqdn., 
Waddington, s/xo. Pilot Officer C. I. Gilbert, to H.Q., Cranwell, 
on appointment to a Perm. Comn (on probation), 16/10. 

ACCOUNTANT BRANCH.—Flying Officers J. J. T. Rose, to R.A.F. Depot, 
Egypt, :/10. J Charles, to Heliopolis Details, Egypt, 7/10. 

CHAPLAINS’ BRANCH.—The Rev. M. J. Eland, to H.Q., R.A.I’., Halton, 
26 / 1 


Fatal Accidents. 

The Air Ministry regrets to announce that as the result of 
an accident at Moascar, Ismailia, Egypt, to a Bristol Fighter 
of No. 208 Squadron, Moascar, on Oct. 18, Flg. Off. Vincent 
Bingham Bingham-Hall, M.C., the pilot of the aircraft, and 
P.O. 15909 Marine William Higgins, R.M., were killed. 

Tne Air Ministry regrets to announce that as the result 
of an accident at sea, 54 miles north of Valetta, Malta, to 
an Avro Bison of No. 423 Flight, on Oct. 21, Hugh Nelson 
Lay, Lieut. R.N., Fig. Off., R.A.F., the pilot of the air- 
craft, Lieut. Joseph Ennis Sclater Anderson, R.N., Lieut. 
Henry Leigh Carslake, R.N., and No. J.81144 Telegraphist 
Robert William Gibbs, R.N., were drowned. 


The 4uxiliary Air Force. 

No. 6or (County of London) (Bombing) Squadron, Auxiliary 
Air Force, has been awarded the Air Council’s bounty for 
general efficiency. This bounty is awarded every year to 
the best Squadron of the year in the Auxiliary Air Force. 

No. 6o1 Squadron is stationed at Northolt and is commanded 
by Sq. Ldr. the Lord Edward Grosvenor. 


AIR FORCE. 


Air Action in Iraq. 


A Reuter message from Baghdad, dated Oct. 22, states :— 

British aeroplanes and armoured cars have been in action at Ruvtba, 
midway between Baghdad and the Mediterranean, near a lonely post 
three hundred miles from here. 

Further retribution has been visited on the Arab raiders from 
Syria, who some weeks ago attacked the Kuweit village of Jahrah 
and stole 4 thousand camels. It was known that the raiders wou'd 
endeavour to make their way back to their own territory via Rutba, 
and preparations were made to give them a warm reception. 

News has now reached here that aeroplanes aud armoured-cats, 
while making a reconnaissance from Rutba on Wednesday last  ei- 
countered a iarge party of raiders and attacked them immediately. 
The Arabs fled, but a number of prisoners were captured and a 
hundred camels recovered. 

It is believed that other parties of raiders are hiding in the 
vicinity of Rutba. ‘The operation is continuing. _ There is no need 
for anxiety in regard to the safety of the trans-desert motor route, 


the presence of a British force at Rutba being considered an ample 


guarantee of security. 
Air Gunnery and Bombing. 

Air Ministry Notice to Airmen No. 65 of 1926 calls the 
attention of pilots of aircraft to air gunnery and bombing 
practice which will take place during October in the fol: 
lowing areas :—The Wash, Holbeach, Lincoln, and  Stert 
Flats, Bridgwater, Somerset. 


A Manston Warning. 


Air Ministry Notice to Airmen No 67 of 1926 states :— 
Pilots approaching Manston aerodrome with the intention of landing 
must not fly across the roads which intersect the aerodrome at 4 
height of below 50 feet (15 metres), owing to the possibility of 
danger arising to the general public when these roads are crossed 
at a low altitude. 


The R.A.F. Memorial Fund. 


At a meeting of the Executive Committee of the R.A.F. 
Memorial Fund, on Oct. 13, the Committee decided to con- 
tinue the custom of laying a wreath provided by the Fund 
at the foot of the R.A.F. Memorial on the Victoria Embank- 
ment. on Nov. 11—Armistice Day. 

This ceremony will be performed on behalf of the Com- 
mittee by Air Chief Marshal Sir Hugh Trenchard, Bart, 
G.C.B., D.S:O., Chief of the Air Staff. 

Relations and friends of the R.A.F. are invited to be 
present at the ceremony, which will only last a few minutes 
and will probably follow the ceremony at the Cenotaph. 


R.A.F SPORTS AND PASTIMES. 


Rugby Football. 

R.A.F., Cranwell, v. Blackheath-—The R.A.F., Cranwell, beat Black- 
heath (Wednesday) on Oct. 20, by five goals and a iry (26 points) 
to three goals and three tries (24 points). Flight Cadet Marson com) 
verted five tries for the R.A.F. 

Hockey. 

R.A.F., Halton v. R.A.F., Uxbridge-—Halton beat Uxbridge, a} 
Uxbridge, on Oct. 13, by three goals to one. The Halton forwards 
sowed excellent form and the team were leading by one goal to nil 
ot half-time. ‘Lhe goals for the winners were scored by AA. Mitchell) 
Flg. Off. Cook and AA. James. Fit. Lt. Hampton scored for Uxbridze 


Boxing. 

The Eighth Annual Wakefield Competition for teams 0 
Novice boxers representing R.A.F. Stations will take place 
at Henlow Camp, on Oct. 27 and 28. This is the first yeal 
that the Competition has been inter-Station instead of inter 
Group. Divisional eliminating competitions have been fough 
and 133 novice boxers are included in the surviving teams- 


The Services Golf Championship 

Sq. Ldr. C. H. Hayward, R.A.F., the holder of the Servite) 
Golf Championship, was beaten by the Rey. E. 5. Ulyat, th 
R.N. and R.M. Champion, at Camberley Heath, on Oct. 8, b 
five strokes. 

Athletic Sports at Shaibah. 

The annual athletic sports meeting of No. 84 (Bombing 
Sqdn., R.A.F., was held on Sept. 18. 

The Victor Ludorum Cup presented to the best athlete 0 
the day was won by L-AC. Margetts, to whom congratulation 
are due for a splendid performance. 

At the conclusion of the events, Group Capt. Rathbone 
D.S.O. (Station Commandant, Basrah Area) presented th 
prizes to the successful competitors, and in a short speee 
congratulated the Squadron upon the very creditable manne 
in which its members had acquitted themselves. | 

The Band of the 4/19th Hyderabad Regt. plaved during th 
meeting, by kind permission of Col. J. H. Britton am 
Officers. 

The following were the results :— 

100 Vards Final.—(1) 1,-AC. Nicholson, (2) L-AC. Walker. One Mii 
Clat-—(Team and Individual): (1) I-A@ Margetts, (2) L-AC Thrave 
(3)-L-AC. Slater. Putting-the-Shot.—(1) Flg. Off. Nicholl, (2) I-A‘ 
Wiles. 220 Yards—(1) I-AC. Nicholson, (2) Sjt. McKay. Officer 
RKace.—(1) Flg. Off. Glenn, -(2) Flt. I.t. Barratt. 
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High Jump.—(t) L-AC. Walker, (2) Sjt. McKay. Tug-of-War (Final).— 
MT. v. H-Q.: Winners, M.T. and WL. iSjts.2 Racé—220 Yards 
(Handicap) : (1) Sit. Beckett, (2) W.O.1. Copper, (3) Sit. McKay. 

Three-Mile Flat.—(Team and Individual): (1) L-AC. Margetts, (2) 
L-AC. Thraves, (3) L-AC. Slater. Long Jump.—(1) L-AC. Frier, (2) 


L-AC. Staples. 3100 Yards (Open).—(1) I-AC. Woods, (2) Cpl. Haines. 
(Both from Stores Depot, Basrah.) Sack Race (Open).—(1) J,-Ac. 
Walker, (2) L-AC. Milton. 


880 Yards.—(1) L-AC. Margetts, (2) L-AC. Thraves, (3) AC.1. Honor. 


Throwing the Cricket Balii—(1) L-AC. Coles, (2) L-AC. Thomas. Mile 
Medley Relay (Open).—Winners, Stores Depot Team: Cpl. Haine, 
L-AC. Woods, and AC.2. Langridge. 440 Yards.—(1) AC. Nicholson 


aud AC.r. Honor (dead-heat). Nicholson won the toss and Honor was 
presented with a special prize awarded by the Commanding Officer. 
Indians’ Race.—(1) Cumal Sing, (2) Sindr Singh. This event was 
arranged for the detached Co. of the Hyderabad Regt. stationed at 
Shaibah. 
Inter-Flight and 
(All 
Foster, 


Team Events—One Mile Relay, 
Three-Miles Team.--Winners, “A, ‘B,” and 
three races.) The compctitors in the above 
Margetts, McMillian, and Slater. 

Putting-the-Shot (Team).—Winners : 
Parfitt, and AC. West. Long Jump 
,-ACs. Frier, Parfitt, and Staples. 
Miscellaneous Flight—L-ACs. 


One Mile Team, 
“Cc” Flights. 
Team were: 


Fi.0- 
(Team).—Winners : 
High Jump 
Walker and Ruston, 


Flight—L-ACs. Frier and 
H.Q. Flight— 
(Team).—Winners : 
and AC. Simkin. 


extremely valuable contribution to military history. The Battle of 
the Somme was justified by the later results. ‘ 

Referring to the relations between Statesmen and Generals, he 
said that the Secretary of State for War in 1916 did not understand 
war and would not consult military authorities. He said that French 
Generals were continually insecure, As an example of this he said 
that General Joffre was removed from the Supreme Command for say- 
ing that the oftensive spirit of the French Army was broken at 


Verdun. 
We also described the difficulties caused by allied attacks and 
said he thought the attack on July 1 was not more successful 


because the French insisted on timing the attack for 7.30 a.m instead 

of daybreak. 
In conelusion 

insurance 


he said that 
a country 


a strong standing Army 
could have against war. 


THE R.Ae.S. AND SIR ALAN COBHAM. 


On Oct. 25, the Royal Aeronautical Society under its new 
Chairman, Colonel the Master of Sempill, opened its 1926-27 
session with a Conversazione at the Hotel Victoria. The 
event of the evening was a lecture by Sir Alan Cobham on 
his voyage to Australia and back. 

Air Vice-Marshal Sir William Brancker, President of the 
Society, introduced the lecturer in his usual effective manner, 


was the best 


One Mile Medley Relay.—Winners: “A,” “B,” and “C” Flights— and announced that Sir Alan had been elected an Honoraty 
ee Foster, prude? wie ei eC ae Mie oe ob Fellow of the Society. Sir William also read a sympathetic 
These events were conteste or e nter-4 11g ield, which was : " eS es ‘ 5 fs 7 [ 
: 2 stter from hi al Highnes e Duk York, Patron 
won by ‘A,’ ‘°B,? and “C” Flights, who scored 16} points, H.Q. letter from his Roy 1 Highness the Duke of t 


Flight being runners-up with 15 points. 


of the Society, which letter runs thus :— 


22a Ce SS Re a 
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Dear Sir Sefton Brancker,—I very much regret that I will be unable 
to be present at the Royal Aeronautical Society’s reception on Oct. 25. 
I am proud to feel that the Prince of Wales and I share between us 
the honour of being Patrons of the oldest aeronautical body in the 
world, and it would have given me the greatest satisfaction to be 


No. 18 Squadron Re-union. 
The fifth annual re-union and dinner of No. 18 Squadron, 
R.A.F. and R.F.C., Old Comrades’ Association, will take place 
on Saturday, Nov. 6, at the Three Nuns Hotel, Aldgate, at 


ie 
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6 p.m. 

Application for tickets, 5s 6d. each, should be made to J. 
Fuller, 53, Berkhampstead Avenue, Wembley. 

The Three Nuns Hotel adjoins the Aldgate Metropolitan 
Railway Station and accommodation may be booked there for 
those who wish to stay the night in London. 


Cinquante Quatre. 

‘“Cingquante Quatre.” Flying Corps Song Book. With seven 
Illustrations. Privately printed in 1917. Published 1918. 
(Bowes and Bowes, Cambridge, 2s. 6d. net.) 

This little book consists of parodies on the popular songs 
of 1917 and thereabouts. It is not out of print, as appears to 
be the general impression, and may be obtained from the 
publishers. Considered as songs the contents strike one as 
pretty poor stuff, but to many they will recall old associations, 
and as one has been asked for the book there is evidently a 
demand for it. 


MILITARY EDUCATION. 


‘The third and last lecture by Major W. E. de B. Whittaker 
dealing with the Military operations on the Somme was de- 
livered at King’s College, on Oct. 25. Ljieut.-Gen. Sir Archi- 
bald Montgomery-Massingberd, K.C.B., K.C.M.G., was in 
the Chair. 

Major Whittaker said that although the chief purpose of 
the Battle of the Somme was 'not attained the constant pres- 
sure by the British wore down the German defence and 
sowed the seeds of ultimate victory. 

Describing the attack on Thiepval which fell at 8.30 a.m. 
on Sept. 27, he said that this ridge was of special importance 
in that it governed German positions which, if they were 
evacuated, would cause the enemy to retire into unprepared 
positions. An attack by a tank and an aeroplane on one 
trench resulted in 370 prisoners being taken with only five 
British casualties. 

Major Whittaker went on to give a concise account of the 
operations which were forced to an end by the break in 
the weather at the beginning of November. The result of 
weeks of rain was that the ground was a morass and during 
the consequent cessation of all action the Germans were able 
to strengthen their defences. He gave a list of the British 
casualties during these operations and the number of guns, 
etc., used. 

He said that the main result was to relieve the pressure 
on Verdun. In England propaganda accounts of the battles 
caused temporary cheerfulness followed by depression when 
the casualty lists came through. In France the public be- 
lieved that General Foch had made a great effort which had 
been spoiled by British dilatoriness. French losses were 
slight. In Germany there was great pride in the brilliant 
defence against great odds. But the moral of the troops was 
destroyed. They could not counter-attack because all their 
reserves were needed for defence. 

Lieut.-Gen. Sir Archibald Montgomery-Massingberd said that Major 


Whittaker’s general conclusions were ahsolutely correct. He thought 
that all the mistakes and difficulties of the Great. War might have 
been foreseen by studying the American Civil War. Undoubtediy 


the German moral was broken in 1916 on the Somme, although the 
results were not seen until 1917 and 1918. He said that General 
Rawlinson’s diary would be published next year and would be an 


able to attend the reception. 

The work of the Society is growing cofistantly in magnitude and 
importance. Its position can be maintained only if all those con- 
nected either directly or indirectly with aeronautics give their fullest 
support. The munificent gift of the Guggenheim Trust Fund of the 
J.S.A. will in a measure enable the scope of the Society’s activities 
to be widened, and I hope that those public-spirited persons or bodies 
who have in the past done so much to help forward our other great 
societies will give assistance so that a substantial endowment fund 
may be established 

Yours sincerely, 
ALBERT. 

Sir Alan explained that he had been asked to speak techni- 
cally as the R.Ae.S. is a technical society. Consequently, his 
preliminary technical remarks on the running of his machine 
and engine added to his story of the great flight made the 
lecture rather long and Sir Alan was compelled, much te 
the regret of his audience, to race through the latter part 
of the lecture. Apart from that one can only describe it as 
a jolly good story. 

It was illustrated with a number of really beautiful lantern 
slides. ‘Those less-known parts of the route, such as the 
Basta—Karachi stretch and the Calcutta to Port Darwifl 
stretch were particularly interesting. And Sir Alan described 
each picture in a charmingly unaffected way which was 
thoroughly enjoyable. He evidently felt the difference be- 
tween being compelled to make a serious propagandist speech 
after a heavy lunch or dinner and being given the opportunity 
of chatting about his experiences to an audience who might 
reasonably be expected to know something about flying. 

After the lecture Sir Alan told one that the photographs 
had been taken by the various members of his party on the 
way out and back without anybody particularly acting as 
official photographer, and regretted that some of the pictures 
that he most wanted to get had been spoiled by over-exposure, 
owing to the shutter of his camera having been set to work 
slowly. ‘This is certainly a pity, for if the pictures that he 
wanted were any better than those which he got they must 
have been surprisingly good. 

As it is the pictures and the accompanying story make a 
most interesting entertainment and one hopes that he will 
tell it to a good many audiences in this country before he 
starts his tour abroad, for one cannot imaginé anything more 
calculated to impress the idea of aerial communication be- 
tween the British Dominions than this particular lecture. 
It is in fact far more interesting than his lecture on his Cape- 
and-back flight, because it shows how air transport links 
up places about which everybody knows something, and 
so it seems much more personally real than a series of pic- 
tures of African jungles and so on. 

As a lecturer Sir Alan takes a lot of beating. Sitting 
right at the back of a large room, where hearing was hindered 
by impassioned conversation of waiters preparing a buffet 
behind screens in an adjoining room, and by what appeared 
to be bombing practice in progress in the room above, ome 
was able to grasp even the most rapid of Sir Alan’s deliveries. 
One strongly advises any reader who has an opportunity of 
hearing this lecture to go and do so. 

After the lecture there was a very good buffet supper, fot 
those who were strong enough to fight for it, and therey 
after the assembled scientists proceeded to dance. Which, 
one hopes, may be taken as a sign of a new spirit in this 
grave and reverend Society.—C. G. G. 
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THE PREMIER ON IMPERIAL DEFENCE. 
In his speech at the opening session of the Imperial Con- 
ference on Oct. 19, the Prime Minister said :— 


In the ficid of Imperial defence there has been steady, if un- 
obtrusive, progress towards improving the facilities for co-operation 
if the necessity should unhappily arise. ‘The long-drawn-out con- 


troversy of the early part of this century between the advocates of 
Dominion Navies and Dominion contributions to a single Imperial 
Navy has long since died away in the natural and inevitable course 
of Constitutional development. The principle of Domirion Navies 
is established, and is not mereiy accepted, but is wholeheartedly 
endorsed, by the Admiralty I take this opportunity of warmly 
welcoming the step recently taken by India in establishing the Royal 
Indian Navy. 

At the end of this year, in accordance with the provisions of the 
Articles of Agreement of 1921, we shall be entering wpon a con- 
ference with representatives of the lrish Free State with a view to 
the undertaking by the Free State of a share in her own coastal 
defence. A regular system for the interchange of British and 
Australian cruisers is now in operation. Our Navies, on which we 
depend in the last resort for our corporate existence, remain—and I 
venture to say will continue—one of the strongest possible bonds that 
unite us. 

In the land forces also much has been done to facilitate co-opera- 
tion. At the present time units and formations throughout the 
Empire are organised in general on similar lines. Broadly speaking, 
similar patterns of weapons are in use, and a human bond is created 
by a system of interchange of officers and by personal visits of 
officers to and from tke Dominicns. 

In the Air arm, whose actual and potential importance as a link 
between us, not only from the point of view of Imperial defence, but 
also from that of Imperial communications, has been strikingly demon- 
strated by recent long-distance flights, contact and cooperation are 
being secured by corresponding methods. 

In all these services common doctrine in matters of defence is pro- 
vided for by special facilities for the attachment of. officers to col- 
leges and other technical establishments and we hope to see this 
process extended. 


THE SCHNEIDER TROPHY CONTEST. 

The Italian team to fly in the Schneider Trophy Race on 
Nov. 11, at Hampton Road, Virginia, will be chosen from 
Commandante Guasconi, Major de Bernardi, Lieut. Bacula, 
and Lieut. A. Ferrarin, all pilots of the Regia Aeronautica. 

The Schneider ‘Trophy Contest was originally to be held on 
Oct. 24, but at the request of the Italian authorities, this date 
was altered to Nov. 11. This request was partly due to an 
accident with one of the Italian entrants which resulted in 
the death of Commandante the Marchese Centurione. 

The two machines to fly in the race will be Macchi 39 low- 
wing float monoplanes fitted with Fiat engines. It has been 
reported that one of the entries would be fitted with a Napier 
Lion engine, but this has been contradicted by the Macchi 
rompany. The third machine will be held as reserve. 


NEXT YEAR’S RACING. 

A Joint Meeting of the Royal Aero Club Racing Com- 
mittee and the Society of British Aircraft Constructors was 
held at the Royal Aero Club on Oct. 20, when the following 
were present :— 

Royal Acro Club.—Air Vice-Marshal Sir W. S. Brancker, K.C.B., in 
the Chair, Lieut.-Col. W. A. Bristow, TLieut.-Col. M. O. Darby, Lord 
Edward A. Grosvenor, Major R H. Mayo, Capt. C. B. Wilson, M.C., 
and Howard T. Wright. Society of British Aircraft Constructors.-— 
Sadn. Commander James Bird, H. Burroughes, F. M. Green, John Lord, 
A (0 ey Be Sopwith. C.B.E., and H. T. Vane. In attendance were 
H. H. Perrin, Secretary, R.Ae.C., C. V. Allen, Secretary, S.B.A.C. 

The Club submitted proposals for the Races for 1927, 
which include the King’s Cup, the Aerial Derby and the 
Grosvenor Challenge Cup. It was decided to consider these 
proposals further next month. 


; THE R.Ae.C. MONTHLY DINNERS. 

The Royal Aero Club will begin its Winter Monthly 
Dinners on Wednesday, Nov. 10. These Dinners are held at 
the Club and Members wishing to attend are requested to 
notify the Secretary as early as possible, as the accommoda- 
tion is limited to 60. 

The subject for discussion has not yet been definitely 
settled. ; 
HYDROGEN AS A FUEL. 

On Thursday, Nov. 4, at the Royal Society of Arts, at 
7 p.m., Mr. G. F. Mucklow will lecture to the Royal Aero- 
nautical Society on ‘‘ Hydrogen as an Auxiliary Fuel for a 
Solid Injection Engine.’’ This meeting is a joint one with 
the Institution of Automobile Engineers. 

This important paper deals with experiments carried out in the 
engineering laboratories of the University of Manchester on a Crossley 
solid-injection® oil engine in which small quantitics of hydrogen or 
coal-gas were introduced along with the air supply to the engine. 
Many tables and maps are given showing in great detail the results 
of these experiments As the autkor points out, ‘In an airship 
flight as the supply of oil is consumed a corresponding amount of 
hydrogen must be released, and it thus becomes of importance to deter- 
mine whether this waste hydrogen may be utilised to replace a 
portion of the oii fuel supplied to the engines.” 

In summing up the paper the author states: ‘‘ Hydrogen or coal 
gas can be used satisfactorily in the type of engine carried. No 
trouble was experienced due to pre-ignition or other causes and the 
engine appeared to 1un more sweetly when gas was being used.” 

At this meeting refreshments will be provided at 6.30 p.m. 


THE ROYAL AERO CLUB AND THE SEVEN AERO CLUB. 

A good many people think that it is time for more to be 
heard about the disqualification of the Westland Widgeon 
belonging to the Seven Aero Club by the Stewards of the 
Meeting during the Light Aeroplane Competition at Iympne. 

It will be remembered that the Seven Club was charged 
with having changed a rocker-arm in the A.B.C. engine of 
the Widgeon when brought down in a forced landing away 
from the aerodrome. It is not worth while here to recount 
the full details of the case, but the machine was disqualified 
and consequently the members of the Seven Club were left 
under suspicion of having deliberately attempted to deceive 
the Stewards of the Meeting. 

As officers of the Royal Air Force they cannot be allowed 
to remain under this suspicion. Either the Royal Aero Club 
Stewards must justify their action, in which case the affair 
should be taken up by the authorities of the Royal Air Force, 
or else the officers who compose the Seven Club must exact 
a full and public explanation from the Stewards. 

If that rocker-arm was changed it is equivalent to doping 
or pulling a horse on a racecourse and it is a very serious 
offence. Both for the honour of the Air Force and for the 
reputation of the sport of flying the affair cannot be allowed 
to rest where it is.— C. G. G. 


AWARDS, TO INVENTORS. 

The Royal Commission on Awards to Inventors, on Oct. 18, 
heard a claim by Rear-Admiral Murray F. Sueter, M.P., Lt.- 
Col. C. L’Estrange Malone, and Mr. R. D. Hyde-Thomson 
(executor of the late It.-Col. D. Hyde-Thomson) in respect 
to the development of torpedo-carrying seaplanes and the 
gear for the carriage and release of torpedoes. 

Admiral Sueter in evidence claimed that the idea of carry- 
ing a torpedo on a seaplane and discharging it therefrom 
originated in the Air Department, The Admiralty, while he 
was Director of that department, and that he and his fellow- 
claimants by this invention, design, and pioneer work in this 
matter had been of considerable service to the State and were 
entitled to a substantial award. 

Lt.-Col. Malone gave evidence of work carried out under 
his command in-H.M.S. Ben-My-Chree, which had rendered 
the torpedo gear used on seaplanes practicable and effective. 

Mr. Trevor Watson, K.C., for the Admiralty, said that the 
claim was an extraordinary one, and that no innovation justi- 
fiying a claim had been placed before the Commission. 

The Commission reserved its decision. 


THE AFGHAN AIR FORCE. 

The Morning Post correspondent at Karachi in a message 
dated Oct. 12 states :— 

Mohamed Ahsan Khan, commanding the Afghan Air Force, and 
Sayad Abdullah Shah, Commandant of the Kabul ferces, together 
with an assistant of the Afghan War Office and Major Dods, Military 
Attaché to the British Legation at Kabul, arrived at Karachi yester- 
day from Quetta. This morning they visited the R.A.F. Depot 
and inspected the workshops. The party was entertained by che 
Government at Quetta on the occasion of the recent Army manceuvres, 
whick they inspected on land and by means of aeroplanes. They 
were favourably impressed by all they saw. 


A HISTORY LESSON 


Generally speaking the Cinema is a horrible institution. 
For an ill-assorted mixture of sickening sentiment and com- 
mercial propaganda, it almost equals the London papers. But 
it certainly has its uses, and such films as “‘ Mons ” are suffi- 
cient reason for its existence. 

Films are not for the highbrow, they are rather for those 
who, having ears hear not, and having eyes do not read. 
The ‘Mons ” film is by far the best thing of its kind that 
has been done at present, and everyone should see it. The 
retreat from Mons is not a subject which could be adequately 
produced on the films even with the assistance of His 
Majesty’s Army Council. But the producers have managed 
with honesty of purpose and simplicity of style to make a 
picture which leaves a vivid impression of the suffering and 
heroism of the Old Army in the Retreat. 

The film is now beingshown at the MarbleArch Pavilion and 
will be shown all over the country next month. 


THE UNIVERSAL PROVIDERS. 


Brown Brothers Ltd. the famous manufacturers and factors of 
tools and materials for cycles, motors, and aircraft, write pointing 
cut that a large proportion of the bolts, nuts, washers, and A.G.S. 
parts generally, used in the D.H.50 which made the Sir Charles 
Wakefield flight to Australia and back, piloted by Mr. Alan Cobham, 
were supplied by Brown Brothers, as was done when the same 
machine was flown to South Africa and back and to Burma and back. 

On Oct. mr Sir. Alan Cobham wrote to Brown Brothers as follows :— 

Messrs. Brown Bros., Great Eastern Street, E.C. 

Dear Sirs,—So happy to tell you that during our whole flight from 
London to Australia and back, we had no trouble whatsoever with 
any of your products which were fitted in so many parts of cur 
machine, every nut and bolt standing up to its job.—Congratulations- 

Yours faithfully, (Signed) Aan J. CoBpHAM. 
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were wilised by Sir Alan 
Cobham on his D.H.50.J. 


machine during his magnificent 


These floats, upon which the 
success of the flight so very 


lagely depended, were 


flght across half the world, specally designed and_ built 
flying over many thousands of by the pioneers of British 
miles o' ocean, All-Metal Aircraft. 


SHORT BROS. 


(Rochester and Bedford), LTD. 
Seaplane Works : 


ROCHESTER, KENT. 
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THE A.D.C. CIRRUS MARK II ENGINE. 


Inlet side and airscrew end views of the Cirrus Mark II engine. 


The Cirrus Engine Mark II, which has recently success- 
fully passed the Air Ministry roo-hour type test, is the result 
of something like 1,000,000 miles of flying carried out on 
aircraft fitted with the Mark I. 

The original engine has proved extremely reliable and 
satisfactory, but A.D.C. Aircraft Ltd. have come to the con- 
clusion that a two-seater for use from small fields needs at 
least 80 h.p. to meet the worst of adverse conditions when 
taking off. 

Apart from the desire for greater power the qualities re- 
quired for an engine for the private owner are reliability, 
low initial and running costs, and easy starting. As already 
mentioned, experience has shown the original Cirrus to be 
extraordinarily reliable. And in the Cirrus Mark II the 
characteristic features making for reliability in the original 
engine have been retained. 

In the matter of price the difficulty is essentially one of 
quantities. In quite small numbers the Cirrus Mark I can 
be sold at £250. The Mark II is to be sold at first at £295, 
but this price could be very considerably reduced if orders 
which justified the building of one hundred in one batch were 
assured. 

Experience with the Mark I engine shows that a life of 30,000 
miles between complete overhauls, with 10,000 miles between 
decarbonising and valve grinding is perfectly normal. This 
latter operation takes a very short time thanks to the de- 
tachable cylinder-heads. 

The cost of replacements on the 1,000,000 miles already 
flown has averaged between id. and 3d. per mile. It is ex- 
pected that this figure will in the future fall below the first 
figure. 

The matter of starting is of more importance than might be 
supposed. Very few things are more infuriating than the car 
engine which refuses to start when one wants to use it, and 
the aero-engine which habitually behaves in this manner will 
certainly never become popular. 

Thanks to the impulse starter fitted to both Cirrus engines, 
and the care taken with the induction and carburettor 
systems, they have proved exceptionally easy to start. 

The reliability, ease and cheapness of maintenance and the 
relatively low initial cost of the Cirrus engines is to be traced 
to the fact that they have a low compression ratio, a low 
M.H.P., and ample bearing surfaces. As a result they are 
relatively heavy engines, and even their starting qualities 
are in some part achieved at the cost of increased weight, 
and the extra weight is undoubtedly a disadvantage. It is 
however one easily exaggerated. 

The original Cirrus weighed approximately 270 lbs. An 
engine of the same power weighing 200 Ibs. could undoubtedly 
be produced at a price. Seventy tbs. is a large proportion of 
270 lbs., but the all-up weight of any practical 60 h.p. two- 
seater is not likely to be less than 1,200-1,300 lbs., and in 
effect this 70 lbs. should be regarded relatively to this total 
weight. 


It means very nearly that the 60 h.p. two-seater which 
night have weighed 1,200 lbs. with the lighter engine will 
weigh 1,270 lbs. with the heavier one, and that instead of 
carrying 20 lbs. per h.p. it will have to carry 21 lbs. This 
will undoubtedly reduce the performance slightly, but surely 
this is worth doing to secure the advantage of cheapness and 
reliability. 

The Mark II Cirrus is not only more powerful, but it is 
also lighter than the Mark I. It may be said that in this case 
the extra power has been provided to compensate for the 
inherent heaviness of the Cirrus type and that a consider- 
ably lighter engine of less power would give the same per- 
formance and the same load. Undoubtedly it could, but is 
there any adyantage in using less power if that power is in 
a more expensive form—as it will be if the engine costs more 
both to buy and to maintain. 

The mania for pressing little engines to the limit of en- 
durance has done the British Automobile Industry an 


*ciIRRUS MK, Il. 


Power curves of the Cirrus Mark II, with those of the 
Cirrus Mark I dotted for comparison. 
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THE VICKERS VIRGINIA’ LONG DISTANCE BOMBER | 
(Twin 45O hp. Napier‘Lion” Engines) F 
Extract from ~ 
HOUSE OF COMMONS. 
Vou.192.No.18. THurspay, 25th Fesruary, 1926. 
nee 
“The SECRETARY of STATE for AIR je 
(Sir Samuel Hoare): af wel 
4 Last year the Air Force 
carried out a series of remarkable ai 
long-distance flights in the neigh- eo 
bourhood of the British Isles. Here yet 
are one or two of them. On 24th mo 
September, five Vickers’ Virginias, Psat A ye titrate 
from No. 9 Bombing Squadron, flew ie 


ene 
PT id 


from Manston, in Kent, to Leuchars, 
the most northerly air station in the 
British Isles, and back to Manston 
in a day,a distance of 870 miles. A 
second flight was undertaken by 
eight Vickers’ Virginias from Worthy 
Down, in Hampshire, again to 
Leuchars, on3rd September. Although 
the weather was very bad three of the 
machines flew from Hampshire to 
Edinburgh and back without landing. 


Lieut.-Commander BURNEY: With 
full service load. 


SirS. HOARE: Yes, with full service 
load, and as an ordinary service exer- 
cise, and not in any way as a stunt. 
They flew a distance, of about 800 
miles, spending as much as 123 hours 


BENOEHEOVERALL.. 50-7. ° (ee APPROX.FULLSPEED.. 108 xp. 


ae MINIMUM SPEED... .. 46 
HEIGHT O Pan) 7-3: ant 
VERALL 17-3 ey. UNLADEN WEIGHT ... 9900 x25. 


SPAN (SPREAD) .. 86-6" WEYBRIDGE USEFUL LOAD... ... .. 6850.s 


( Fue/, Crew arid, Marra ert). 


SPAN (FOLDED) .. 44-3” SURREY. TOTAL LADEN WEIGHT.16,750 1s 


Besse i a 


AM Enguiries to:~ fi at | 
Aviation Department, | 


VICKERS HOUSE, BROADWAY. LONDON, SW1. 


Telephone: 
VICTORIA 6900. 


Telegrams: 
VICKERS, SOWEST, LONDON 


KINDLY MENTION “ THE AKROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 


560 The Aeroplane 


OCTOBER 27, 1926 


enormous amgunt of harm and it certainly does not seem a 
policy that may safely be followed by the British Aircraft 
Industry in aircraft intended for private ownership or 
elementary training. 

In general appearance and in the majority of details the 
Cirrus Mark II very, closely resembles the Mark I. It is of 
the vertical four-cylinder type, air-cooled, and fitted with 
cast iron cylinders and detachable aluminium alloy heads. 
Overhead valves operated by push rods and rockers are used. 

The crankcase is in two halves, split on the crankshaft 
centre-line, and the lower half is very deep, both to serve as 
an oil reservoir and to produce a rigid structure. 

Incidentally, except for the diameter of the bore to take 
the cylinder spigots the Mark I and Mark II crankcases are 
interchangeable. 

Both aluminium and magnesium alloy cases can be sup- 
plied. The latter are a little lighter but in some quarters 
magnesium alloys are mistrusted, hence both are available. 

The crankshaft is extremely rigid and is supported in 
five bearings. The two end bearings are of the ball type, 
the three intermediate ones of the white-metal-lined bronze- 
bush type. 

The camshaft is carried in the upper half of the crankcase 
in the port side and is driven by spur gearing from the rear 
end of the crankshaft. A second spur wheel on the crank- 
shaft alongside the gear which meshes with the crankshaft 
pinion drives the magneto shaft, and one magneto may be 
coupled to each end of this shaft to give dual ignition. 

Lubrication is by a combination of forced feed and splash— 
a system which is entirely satisfactory in thousands of 
engines with at least equally severely loaded bearing sur- 
faces, though it may be inadequate for the majority of the 
modern high-power light-weight aero-engine types. It has 
given no trouble in the Cirrus Mark I. 

A drowned pump in the sump delivers oil directly to the 
main crankshaft bearings. Thence it escapes and passes 


CIRRUS MARK II COMPONENTS.—In the foreground the 


Behind 
this a cylinder and piston with a connecting rod concealed behind them. Another connecting rod is shown inset. 
Below this inset is a pair of valve springs. 


camshaft, with, behind it, the crankshaft. 


to the crank-pins, a centrifugal thrower or ‘“‘ banjo ”’ forcing 
it centrifugally thereto, and the oil thrown out from the 
big-end is splashed onto the camshaft bearings and cylinder 
walls, and eventually falls back into the sump. 


So far the description applies equally well to both Marks 
of Cirrus. The main differences between the two are as 
follows :— 

The cylinders of the Marki II are of 5 m/m. greater bore 
than those of the Mark I 


The cylinder heads of the Mark I have valve rocker 
brackets cast integral with the heads. In the Mark II a 
flat base bridging the two valve domes is provided and to 
this a separate forged duralumin rocker-arm is bolted. This 
makes a simpler casting and a stronger and lighter con- 
struction. 


The connecting rods of the Mark II are duralumin forgings, 
instead of steel as in the Mark I, and duralumin tubes are 
used as valve push rods. 

The induction system of the Mark II has two completely 
separate induction passages—one for the two central and one 
for the two outer cylinders, and these are fed by a dual 
Zenith carburettor having a separate choke, etc., for each 
pair of cylinders. The irregularity of distribution usual in 
four-cylinder engines with a common induction pipe is thus 
avoided. 

Thus it will be seen that despite a 339% increase in out- 
put and a reduction of about 20 lbs. in total weight the new 
engine embodies practically no untried feature likely to 
lead to trouble, and it is reported that it runs even more 
smoothly than the Mark I, which is known to be remark- 
ably sweet running. 

Incidentally the Mark II has a sufficiently low compres- 
sion ratio to run upon straight petrol without added benzol. 
The roo-hour type test was in fact run upon plain Shell 
Aviation Spirit. 

SPECIFICATION OF THE CIRRUS MARK II. 


BOLE ©. .sesisiseasnsaeyeemese eee ee eee IIo m/m. 
Stroke ssaseesssensceceee tees eee 130 m.m. 
Normal output ... 78 b.h.p., 1,800 r.p.m. 
Maximum 3. .c-..- 84 b.h.p., 2,000 r.p.m. 
Wietoht febecectsscceeaee 256 lbs. (116 kg.) 


Petrol consumption .5 pints (.226 litre) 
per h.p. jie 
Oil consumption .o18 pints (.008 litre) 


per h.p./hr. 


THE CIRRUS MARK II CYLINDER 
HEAD.—This differs somewhat from the 
head of the Mark I type. It has forged 
duralumin rocker arm brackets bolted 
to the casting instead of integral 


brackets and clear air passage between 
valves. 
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SIR ALAN COBHAM’S 
4 
WITH HIS | 
FAMOUS | 
D.H. 50. : 
= } 
LONDON 
RANGOON 
LONDON. 
oa 
LONDON my 
CAPE TOWN a ee ES oe 2 
LONDON s 
«Kam 
; TITAN IN iD i" 
LONDON oo 
ery 
AUSTRALIA | 
USED THROUGHOUT 1 
e 
LONDON. fi 
a 
An: Appreciation from Str Alan. erat 
Aa 
et 
“T am just writing to tell you how thankful we were that the wings of our eel 
De Havilland fifty had been doped with the Titanine Doping Scheme, because a a 
throughout the monsoon and all the deluge we encountered, combined with the a sae 
terrific heat of Mespot., our wings were taut the entire way from England to cae 
Australia and back again. rr 


“It may interest you to know that they were the same fabric and the same aa 
doping scheme that we used on the Cape flight, and the wings were not re-doped at! 


for the Australia flight, which is another proof of the wonderful quality of 
“TITANINE’ Doping Scheme.”’ 


TITANINE-EMAILLITE, LTD., 


Televh Telegrams : 
erephones - Empire House, 175, Piccadilly, Tetrafree, Piccy, London 
Gerrard 2312 and 
Regent 4728. LONDON, W.1 Codes: A.B,C, 5th Edn. 
y F and Bentleys. 
Works : London, New York, Milan. 
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THE FLYING CLUBS. 
The London Aeroplane Club. 


Report for week ending Oct. 24. 

Total flying 57 hrs. 50 mins. 

The following members had dual instruction:—Iady Bailey, 
HW. Spooner, S. HH. J. Garne, W. LL. S. McCleod @ie 1. Gardner, 
C, H. Tutt, Ve Ho Doree, J; G. ‘Ccammond, Ac J. Richardson, S. C. 
Richards, J. J. Hofer, O. J. Marstrand, R. A. St. John, E. A. Lingard, 
P. W. Hoare, F. C. Alford, H. R. Presland G. N Howe, P. G. Lucas, 
D. P. H. Esler, S. U. Bradshaw, M. P. Susman, H. F. Wright, Miss 
O’Brian, G. W. Hall, L. Martin. 

The following members made solo flights:—P. G. Lucas, EH. 3. 
Brough, A. H. M. Lees, A. R. Ogston, W. Hay, Lady Bailey, Miss 
O’Brian, 0. J. Tapper, H. Petre, S. O. Bradshaw, N. J. Hulbert, N. Jones, 
W. Roche Kelly, Mrs. S. C. Eliott-Lynn, J. J. Barros, EH. Il. O. 
Baddeley, H. F. Wright. 

Joy-rides were given to the following members :-—C. F. Stocks, C. G. 
Miesegras, J. Plisich, Miss Marks, J. L. Gardner, P. W. Hoare, 
R. Malcolm, R. Andrews 

On Monday, Oct. 18, Lady Bailey, Miss O’Brian and J. J. Barros 
all successfully passed the tests for their Aviators’ Certificates. 

The Newcastle-upon-Tyne Aero Club. 

Report for week ending Oct. 24. 

Total flying time 24 hrs. 40 mins. Dual with Mr Parkinson, 19 hrs. 
20 mins. Solo 5 hrs. 25 mins. ‘Tests 10 mins. 


The following members flew under instruction:—Miss C. te 
Leathart, Messrs. J]. M. Kennedy, H. Ellis, J. D. Irving, D. Matthews, 
R. Stawart, M. Bainbridge, I. E. M. Wardill, F. L. Turnbull, 


v 
R. Mieségaes, C HE. Craig, A. D. Bruce R. Whitfield, and J. N. 
Charlton. 5 

The following members flew solo:—Mr. H. Ellis, Mr. J. D. Irving, 
Tord Ossulston with Mr Heppell and Mr. D. Matthews as passengers. 
Mr. F. H. Phillips with Mr. Weeks. Dr. H. L. B. Dixon with Miss 
Howard and Mr. Phillips. Mr. R. N.. Thompson with’ Mr. H. Ellis. 
Mr. C. Thompson Junr., with Mr. Osborn. Mr. W. Baxter Ellis 
with Mr. H. Ellis. 

Mr. J. D. Irving went solo on the 21st, putting up an excellent flight 
and landing. 

The Yorkshire Aeroplane Club. 

Report for week cnding Oct. 20. 

Total flying time 14 hrs. 35 mins. 

Solo time 3 hrs. 50 mins. 

The following flew solo: Messrs. Fielden, Wood, Norway, and Lax. 

Instruction 10 hrs. 45 mins The following members took dual 
instruction with Mr. West: Messrs. Williams, Wormald, Watson, 
Ambler, I, Dawson, Harvey, Gratwick, Pigg, Mann, Lister, Capt. 
Beaumont. 

On the first three days of this week Mr. West was taking a ’busman’s 
holiday at Brough to do his RA.F. Reserve training, ¢o that our 
flying time is rather below the average. However we have several 
pupils ready to go solo, and we hope that by the time this report 
appears Messrs. Mann and Dawson will have been launched. 

Early this week G-EBLS was at Brough, where Mr. Fielden managed 
to fly it with one hand and shoot a wild goose with the other. The 
goose was seen to go spinning down out of control, but a careful 
search later failed to reveal the body. Under these circumstances it 
is felt that the goose may be one up on Mr. Fielden. 

Mr. Rimmer has been with us on his Avro for the last ten days. 
After two nights spent in holding the machine down in a field he 
came to the conclusion that it was time he had some sleep, and so 
has been flying daily from the aerodrome while carrying out a photo- 
graphic survey of a part of Leeds for Aerofilms Ltd. 

We have it on the highest authority that two members have bought 
a pig (less engine) in a poke. The breed has not yet been ascertained, 
but we are told that it is a two-seater suitable for a six-cylinder-in- 
line engine. We hear that a radial Anzani of pre-war vintage and 
doubtful power is available for it, and that the trial flights will be 
carried out by Mr. West. No statement has been received from Mr. 
West upon this matter. 

At any rate we are assured that it will not be allowed to join 
the Wren, whose owner continues to regard it thoughtfully. <A brief 
interview with Sq. Ldr. Tongton, who described in a few well-chosen 
words how the machine should be flown to get out of our aerodrome, 
has not materially assisted the Wren into the air. 

_ The Bluebird is still with us, but by the time these notes appear 
it will have gone to Croydon to show the Dominion Prime Ministers 
the sort of aeroplanes we build in Yorkshire. We understand that it 
is then proceeding to Martlesham for its official trials.—N. s. N. 

The Midland Aero Club Ltd. 

Report for week ending Oct. 23. 

Total flying time 6 hrs. 28 mins. 

The following had dual instruction: S. H. Smith, A. B. Gibbons 
C. Fellowes, and H. Smith. 

The following made sole flights: H. J. Willis, W. Swann, R. Ll. 
Jackson, EK. J. Brighton, J. Brinton, C. J. Knox. : 

The Club moved into their new premises during the week as the 
hangar previously used is now in the occupation of the R.A.F. 

Bad weather Las again restricted flying. 

The Hampshire Aeroplane Club. 

Report for week ending Oct. 14. 

Total flying time 7 hrs. 33 mins. Instruction flying 6 hrs. 5 mins. 
Passenger flying 48 mins. Solo flying 4o mins. [ ‘ 

The following had instruction :—I,t. Graham, R.N., 1 hr. 20 mins. 
Messrs. Perfect 40 mins., Rumble 30 mins., Stokes 30 mins., Shepherd 
25, mins., Courtrey 20 mins., Bound 20 mins., Van den Bergh 20 
mins., Kerry 15 mins., Westbrook 15 mins., Cooper 15 mins., Heathcote 
15 mins., Maloney 15 mins., Miss Home is mins., Nicholson ro mins. 

The following members had passenger flights :—Mrs. M. Wood, Mrs 
D. Wood, and Mr. Massey : : 

The following members flew solo:—Mr. O. E. Simmonds, Fle. Oft 
Clarkson, Messrs. Perfect and Bowen. : ee 

No flying was possible on Saturday as a hurricane made itself 
manifest. 

On Tuesday of last week Mr. R. V. Perfect, the hard-working Hon. 
Secretary of the Club, successfully flew. his first solo as recorded above. 
In view of the terrific amount of secretarial work involved in the 


running of the Club it is difficult to imagine when he has found 
{ime to learn to fly. 

Repert for week ending Oct, 21. 

Very high winds and rain have curtailed flying during this week, 
weather conditions being quite impossible on two days out of the seven. 

Total flying time 9 hrs. 20 mins. Instruction flying 6 hrs. 25 mins. 
Solo flying 2 hrs. 30 mins. Passenger flying 25 mins. 

The following had instruction :—Messrs. Rumble 1 hr., Bishop 59 
mmins., Southclifle 50 mins., Bound 40 mins., Maloney 40 mins., 
Courtney, W., 20 mins. Stokes 25 mins., Dickson 20 mins., Bailey 15 
mins., Kerry 15 mniins., Cooper 10 mins., Van den Bergh 10 mins., 
Perfect 5 mins., and Lieut Graham, R.N, 25 mins. 

‘Two joy-riders braved the elements, viz., Mrs. Hoare and Lieut. 
Cdr Tucker, dRoN: 

In spite of the weather Mr. Perfect, who flew his first solo last week, 
took the air nearly every day and put up a really good show. 

Mr. D. Rumble successfully flew his first solo on ‘Tuesday, 
within a few weeks of taking his first joy-ride Other soloists were 
Messrs. S. Fry, K. P. L. Bowen, Flg. Off. Brodie and last but not 


Cierva, of Auto-giro fame, as passenger. Mr. Courtney demonstrated 
that his almost vertical descents on the Auto-giro have not impaired 
his skill in effecting the more usual type of landing. 

The Private Owners’ Club. 

The British Private Aircraft Owners’ Club and their friends were 
the guests of Rear-Admiral Preston, Mrs. Preston and Mr. Preston, 
Coldstream Guards, at Westbourne Court, near Emsworth | on Sunday, 
Oct. 24. Amongst those who arrived by air were :—-Mr. Perfect and 
Mr. Thistlewhite (Moth); Mr. David Kittel, Hon. Secretary, Private 
Owners’? Club (Moth); Mr Dudley Watt and Mr. Adams (Sopwith 
Grasshopper); Mr. Miles and Miss Birkett (Avro); Mr. Pashley and 
Mr. Parker (Avro). Mr. Richardson and Mr. Warwick (Avro) were 
unable to arrive through engine trouble. 

As the lunch was got up at a few days’ notice and difficulty was 
found in finding a landing ground it can be considered a great success, 
no damage being done to anything. Perhaps this suggestion of in- 
viting the Club to lunch will be followed by others, though they 
need not necessarily have anything to do with aviation. 

The Suffolk Aeroplane Club. 

The Fast Anglian Daily Times of Oct. 23 contains the following 
encouraging report of the formation of the Suffolk Club :— 

A large number of interested people were present at the inaugural 
meeting of the Suffolk Aeroplane Club, which was held at the 
Great White Horse Hotel, Ipswich, on Thursday evening. The Chair- 
man read a letter from Sir John Ganzoni, M.P., regretting his in- 
ability to be present at what he considered would be an historical 
meeting. Several telegrams were also read, wishing the Club every 
success. 

A Committee was formed, and Mr. Courtney Prentice was appointed 
honorary secretary. The question of finance was discussed, and it is 
anticipated that sufficient capital will be raised by members’ sub- 
scriptions and the support of county people who realise the import- 
ance of aeroplane clubs from a national point of view. 

The question of a Government subsidy was also raised, and Mr. 
Prentice pointed out that the Air Ministry scheme was limited to 
six clubs only, and at the present moment he did not think the 
Treasury would sanction further expenditure. He called attention 
to the fact that there are in existence over a dozen clubs, six of which 
have secured the subsidy. Mr. Prentice remarked that Government 
assistance might be forthcoming at a later date, and if the Suffolk 
Club was already established it would probably be given preference. 

It was unanimously decided <o run the Club on similar lines to the 
one in Hampshire, the subscripticns of which are :—Pilot members 
£3 38., observer members £2, and associate members Ios. 6d. with.an 
entrance fee of £3 38., 42 28., and 10s 6d. respectively. 7 

At the termination of the meeting, a number of enthusiastic people 
joined up as pilots and associates, and, judging by the large mem- 
bership, the Club shews signs of becoming a great success. 

The Sydney (N.S.W.) Flying Club. 

Week ending Sept It. 

Total flying time 26 hrs. 25 mins., of which 14 hrs. 25 mins. was 
dual instruction. Total flights numbered 78. Number of pupils 
under instruction 14. 

On ‘Yhursday, Sept 16, three pupils made successful first solos. 
Mr. J. I. Reid did so after only 5 hrs. 20 mins.’ dual, Mr. M. C. Kent 
after 7} hrs.’ dual, and 
Mr. M. Rosenfeld after 7 
hrs. 15 mins.’ dual. Un 
Friday, Sept. 17, Mr. 
N. F. Stewart soloed 
after only 6 hrs. 15 mins.’ 
instruction | and on 
Saturday, Sept. 18, Mr. 
I. G. Carrick went solo 
after 6 hrs, 5 tins.’ 
dual. 

Mr. Leggatt, the in- 
structor, is to be con- 
gratulated on these suc- 
cesses and the fact that 
eight of his pupils have 
reached the solo flying 
stage within seven weeks 
of the opening of the 
Club. 

The Club Fund reached 
a total of £928 6s. 


THE SECRETARY 
IN CHIEF. — Mr. 
Harold Perrin, Sec- 
retary of the Royal 
Aero Club, to which 
all other Flying 
Clubs are affiliated, 
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The Westland Widgeon. | | * 
: ‘HE Westland Widgeon is a small Monoplane of sturdy and simple om 
construction, fitted with an Armstrong-Siddeley ‘Genet ” Engine of a ie 


nominal 60 H.P., but actually giving over 70 H.P. The machine has 
therefore ample power and can be flown at a comfortable speed with the 
engine well throttled down, which gives a very much longer life to the engine. 


o Coe becccencoee eeereserces Cover rcccccccccccosces Ba veccees ecetecccvee, 


Some Points to Note. 


1. The Machine has a very good take off and can get out of very 


small spaces without difficulty. : Specification : : 
2. It carries pilot and passenger. The useful load apirt from the : : 
fuel and oil is 380 lbs., which is ample for passenger, pilot and : Leading Weights and Dimensions: : 
luggage. : : ee a 
3. It has particularly good flying qualities and is very easy to. : Weight, fully loaded... 1,150 Ibs. : Ns ) 
handle. It can be fitted with dual control. Weight, light, without eee 
4. The undercarriage has steel spring shock absorbers and friction: fuel and oil ... 68 ECS : 4 
dampers to absorb the recoil. ; i ; ; 
5. The petrol is carried in a 12-gallon streamline tank above the : Fuel capacity... ++ 12 gallons. : 
top wing, which gives a cruising flight of three hours. The oil : Useful load apart from : 
is carried in a streamline tank on the port side of the fuselage. felted scien: . 380 Ibs. 
FASTEST MACHINE in the GROSVENOR : Surface 0... 1455q. ft. 
CUP RACE, 1926. Average Speed, 105.5 M.P.H. = Span ne aes 80 Ft. 8 ins, 
: Width, folded _... son Ee) vite, Greate 
WESTLAND AIRCRAFT WORKS ee leneige en be 20 fir 5 in’ 
’ Petrol consumption ... 20 Miles : 
(Branch of Petters Limited) per gallon. : 


YEOVIL. ee os eee 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 

Trips per Day.—Monday, 10; Tuesday, 11; Wednesday, 12; Thursday, 
13; Friday, 13; Saturday, 13; Sunday, 2. 
IMPERIAL AIRWAYS ITD. : 

London—Paris; JI,ondon—Ostend—Brussels—Cologne ; London—Rotter- 

dam—Amsterdam : Machines 28, passengers 156, freight 13 tons. 
AIR UNION: 

Paris—London: Machines 21, passengers 18, freight 13 tons. 
K.L.M: 

Amsterdam—Rotterdam—f_ondon : Machines 12, passengers 22, freigit 

2% tons. 

SABENA : 

Machines o, passengers 92 
DEUTSCHE LUFTHANSA AG. : 

Berlin—London: Machines 12, passengers 12 
PRIVATE ¢ 

Machines 1, passengers I. 

Total number of trips by British Machines, 29, carrying 157 pas- 
sengers. Foreign Machines, 45, carrying 52 passengers 
Comparative Figures: 

Week ending Oct. 24: 

Machines, 74; Passengers. 209; Crews, 95; Total personnel, 304. 
Corresponding week, 1925: 

Machines, 56; Passengers, 191; Crews, 65; Total personnel, 256. 
Corresponding week, 1924°* 

Machines, 73; Passengers, 307; Crews, 90, Total personnel, 397. 
Corresponding week, 1923: 

Machines, 49; Passengers, 116; Crews, 73; Total personnel, 189. 
Corresponding week, 1922: 

Machines, 82; Passengers, 355; Crews, 139; Total personnel 494. 
Corresponding week, 921° 

Machines, 57; Passengers, 134: Crews, 77; Total personnel, 211. 
Corresponding week, 1920: 

Machines, 111; Passengers, 192; Crews, 140; Total personnel, 332. 

Croydon Notes. 

The chief events of the week were the drowning of the 
Pomeranian dog in the Channel on Thursday and the freez- 
ing of the Dominion Premiers and their sisters and their 
cousins and their aunts and everyone else at Croydon, on 
Saturday. 

Major Richard, who is now in charge of the aerodrome, 
carried on the Greer and Baker traditions so that the whole 
of the proceedings ran, so far as the aerodrome management 
was concerned, with the minimum of fuss and the maxi- 
mum of efficiency. 

The only really bright spots about the entertainment were 
the braziers thoughtfully placed in two of the hangars round 
which there were to be seen clusters of the Frozen People. 

At one time it looked as though we were going to have a 
pleasant warm glow over the proceedings when Mr. Alan 
Butler’s D.H.37 and a Service Fairey both caught fire when 
starting up as the result of generous doping. Some officious 
persons, however, went and extinguished them, which left 
us all cold. 

Mrs. Eliott-Lynn got her own back on the jealous men. 
After pulling out her Moth, unfolding it, and flying it, un- 
aided, she flatly refused to do the same thing with the 
Argosy. This was-very unsportswomanlike and one recom- 
mends to her to go into training for ‘‘ Hurling the Hercules ” 
before thé next Olympic Games. 

Incidentally it was amusing to read in all the evening 
papers of the interest aroused. by the. De Havilland Hercules. 
Most of us knew several days before that the Hercules would 
not be there, but the knowledgeable ‘‘ Air Correspondents ”’ 
evidently mistook the Hampstead (which has now been 
Jupiterised) for the Hercules. 

Was it the arrival of the magnificently equipped German 
three-engined Junkers that caused the guests to be hustled 
suddenly off to tea, and was it for this reason that 20 of the 
guests who were waiting in the Argosy for a promised flight 
were so tudely turned out and sent off to feed? 

One really does not think that the Air Ministry need have 
been so self-conscious, as in the Argosy we certainly have the 
finest commercial machine on service in the World, and visi- 
tors were undoubtedly most impressed by its size and per- 
formance. 

One washes one’s hands altogether of Uncle Dick of The 
Daily Mirror. In reply to one’s last week’s criticism, in 
which one said the pilot and machine were not airworthy and 
that Pip, Squeak and Wilfred should await a British machine, 
Uncle Dick merely remarks that ‘‘ You can’t please every- 
body.’’ The man is not only careless but callous.—G. D. 
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THE AERONAUTICAL 


STRONGER AND MORE DURABLE THAN METAL 


For AERO and SEAPLANES manufactured to the 


BRITISH AIR MINISTRY SPECIFICATION 2.V,3 by the 


PLY WOOD 1 reeniiite,Ringland Road Unde 2. su 


Phone ;: Clissold 3680 (3 lines). 


IN THE DITCH. 


(or “ The Dog it was that died.’’) 

On Thursday afternoon a Handley Page W.10 (two Napiers), 
piloted by Mr. Dismore, with 10 passengers, a mechanic and 
a Pomeranian dog, descended in mid-Channel owing to the 
stoppage of one engine. All the crew with the exception of 
the unfortunate Pomeranian dog were rescued by a trawler. 
This trawler which had been fishing some distance away 
arrived after the machine had been in the water for 3o 
minutes. ‘The official rescue scheme which Mr. Drew proved 
to be useless a few weeks ago, once again failed completely. 
The passengers and crew were saved by good luck and dis- 
tinctly not by judgment—other than Mr. Dismore’s in putting 
the machine safely into the ditch without turning it over. 

It was known to THE AEROPLANE that the Handley Page 
W.8, 8b and 10 are unable to maintain their height with 
full load on only one engine, and that is why this paper 
failed to enthuse over the new W.1os when they were taken 
over by Imperial Airways on Mar. 30. Even when most of 
the petrol has been consumed the best they can do is to pro- 
long their glide somewhat. This remark casts no aspersions 
on the W.1o in particular, for, so far as one can discover, 
the only two-engined machines in any country which can 
maintain their height with any considerable load on board 
when one engine stops are the Supermarine Southampton 
flying-boats. 

The chief reason for two-engined machines is that owing to 
their excess power their engines are not run at full power 
and so last longer, and that if one stops they have a longer 
glide than a machine without power and so have a better 
chance of reaching safety. On several occasions the old 
Handley Page O/4o0s have reached the shore safely when 
one engine has stopped well out at sea. 

Nevertheless, even with three or more engines, there is 
always a chance that an accident to one engine—or in fact 
an accident not connected with the engines—may compel an 
immediate descent. And so evidently provision must be 
made for flotation apparatus on all big passenger-carrying 
machines. Individual life-buoys are not enough. 

The proper equipment is a raft big enough to carry pas- 
sengers and ‘crew in the roughest sea. And there should be 
no difficulty in carrying such a raft on the top of the fuselage. 
In tact, with a little ingenuity, the petrol tanks might them- 
selves be the raft, when they are built on top of the centre 
section, from which they could easily be detached and thrown 
into the sea. 


THE AIR LINE TO INDIA. 


A lecture on the organisation of the new air route to India 
was delivered before the Central Asian Society on Oct. 21 
by Lieut.-Col. H. Burchall, of Imperial Airways. 

The lecturer said that the aeroplane was at present limited 
to daylight flying, but even so it saved half the time occu- 
pied by a ship. In Europe Imperial Airways maintained 93 
per cent. of its services. 

Colonel Burchall then went on to describe the various sec- 
tions of the new route to India, and expressed the hope that 
the Indian Government would extend the air line across India. 


DESERVED PROMOTION, 


His many friends in the Aircraft Industry will be glad to 
hear that Mr. F. S. Spriggs, who, after having been Secretary 
of the H. G. Hawker Engineering Co. Ltd. for a considerable 
time, was appointed a Director in May, 1925, has now been 
appointed General Manager to the firm. 

Both the firm and Mr. Spriggs are to pe congratulated on 
the new arrangement. ‘Those who have come in contact with 
him recognised long ago his outstanding commercial ability, 
and there is no doubt that with his increased responsibility 
as General Manager his ability will find much greater scope 
than it did as Secretary. 

The post of Secretary has now been filled by Mr. H. 
Chandler, who has been promoted to that post, for_it has 
always been the policy of Messrs. Sopwith and Sigrist to fill 
vacancies in the good jobs with men who have served the 
firm well in the past and whose abilities are known to them, 
rather than to try experiments by importing new blood. 

One wishes well to Mr. Spriggs and Mr. Chandler ‘in their 
new posts, and one feels sure that their work will further 
enhance the standing of the old firm, which most of us still 
speak of conversationally as the Sopwith people. 


Grams : VICPLY, KINLAND, LONDON. 
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alntenance 


Engine maintenance depends very greatly 
upon wise lubrication—and experts know 


that this means Wakefield CASTROL. 
With the correct grade of CASTROL to 


protect bearings, seal pistons, keep down 
temperature and check carbonisation an 
engine 1s enabled to give full output for 
many thousands more miles than when 
Remember the Bristol Jupiter VI Endur- using cheaper-per-gallon oils. 


ance Test, when 25,074 miles were covered 

with a scaled engine, using Wakefield 5 ‘ 
CASTROL, and the final A.D. Report For low maintenance costs specify — 
recorded the wear of many important 

parts (such as cylinder bore) as ‘Nil.’ 


Let us solve your lubrication problenis WA AEFIE] PD 
—and save you money. Sige ee 


C. C. WAKEFIELD & CO., Ltp,, 
All-British Firm. 
Shectalists in Motor Lubrication, 
Wakefield House, Cheap-ide, London, E.C.2, 


Supermarine “ Southampton” Twin Engined Flying Boat. 


(TWO 450 H.P. NAPIER LION ENGINES.) 


AS AN EXAMPLE OF WIDE RANGE OF DESIGN. CONTRAST THE ABOVE TWIN ENGINED MACHINE WITH THE SUPERMARINE 
NAPIER S4 MONOPLANE DESIGNED AND CONSTRUCTED FOR THE SCHNEIDER CUP RACK, 19-5. 
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PERSONAL NOTICES. 


DEATHS, 

BINGHAM-HATI,I,—On Gct. 18, at Moascar, Ismailia, Egypt, as ihe 
result of a flying accident, Vincent Bingham Bingham-Hall, M.C., 
Captain, The Gloucester Regt (T.A.) and Flg. Off., No. 208 (Army 
Co-operation) Sqdn., R.A.F. 

Capt. Bingham-Hall served in the Infantry with distinction during 


the War, 1914-18, and was awarded the Military Cross. He was 

detached from the 6th Batt. (T.F.) Gloucester Regt., on Mar. 15, 1924, 2 ! —~ f 
for duty with the R.A.F. After a course of flying instruction at {et = 

No. 5 I'.T.8., Sealand, he was posted to No. 4 (Army Co-operation) , San 


Sadn. in August, 1925.) He was promoted to the rank of Flg. oft., ‘ a eTta—W 
R.A.F,, in October, 1925. Capt. Bingham-Hall was posted to No. v. 


208 Sqdn. last September. 

TAY.—On Oct. 21, off Malta, as the result of a flying accident, Hugh 
Nelson Lay, Lieut., R.N., and Flg. Off., R.A.F., youngest son of the 
late Amoy Lay, Imperial Chinese Customs, and Mrs. Lay, 82, Margaret 
Street, W.t1. 

Mr. Lay was detached from the Navy for duty with the Fle«t 
Air Arm on June 16, 1924. He entered Osborne College in 1916 and 
was appointed midshipman in 1919. He was promoted to the rank 
of Lieut., R.N., in October, 1924. ‘ 

MARRIAGES. 

BROWN—AI,DRICH.—On Oct. 7, at St. Mary’s Church, Nettleton, by 
the Rev. W. Hutchinson, Kenneth Charles Brown (Engineer to the 
Newcastle Aero Club), youngest son of Mr. and Mrs. C. TI. Brown, 
Springfield, Nettleton, to Selina Aldrich, daughter of the late Mr. 
and Mrs. H. Aldrich, Iondon. 

MILI,S—SMITH.—On Oct. 22, at St. Paul's, Swanley, George Holroyd 
Mills, RA.F., third son of Mr. and Mrs. W. B. S. Mills, to Mary 
Austen, only daughter of Mr. S. Austen Smith, The Old Place, 
Swanley 

WARD—-TILLING.—On Oct. 21, at St. Peter’s Church, Hackney ~hy 
special licence, Sjt. Arthur Henry Ward, A.F.M., R.A.F., and‘ Miss 
Bertha ‘Tilling, of Englefield Road, Dalston. 

WIGGLESWORTH—BEMROSE.—On Oct. 23, at Holy ‘Trinity, 
Brompton Road, Fit. Lt. C. G. Wigglesworth, A.F.C., R.A.F., second 
son of George Wigglesworth, of Brighton, to Margaret Cade, younger 
daughter of the late Arthur Cade and Mrs. Bemrose, of 26 Oakwood 
Court, Kensington. 7 

BIRIHS. 

DAWE.—On Oct. 1, at 67, Victoria Road S., Southsea, to Sylvia 
(née Douglas), wife of Flg. Off. H. Stuart Dawe, R.A.F.—a daughter 

GOODFELLOW.—On Oct 20, at Sharston Manor, near Northenden, 
to Christine Mary, wife of Alan Goodfellow—a daughter. 

O’NEIL,L.—At Hilltop, Leadenham, Lincolnshire, on Oct. 13, to 
lit. Lt. and “Mrs. O’Neill (née Dorothy WLaing)—a son. 

STROUD.-—On Oct. 19, at Tring, Herts., to the wife of Flg. Off. 
G. J. Stroud, MoBoe., RoACE.-—a son, 

TIGHE.—On Oct. 22, at Odiham, Hants, to Mona, wife of Charles H. 
Tighe, Flg,. Off. R.AF.i—a daughter. 


Why it is called 
“Well-Balanced.” 


Shell Petrol is a scientific blend of 
petrols of different origin, each of 
them good for a special reason, com- 
bined in such a way as to provide all 
the essential qualities of the ideal 
motor fuel. 


USED ON 


- FOUR FAIREY ID: 

AIRCRAFT «NAPIER LION 

_ ENGINES):: 14,000 MILES 
TO SCHEDULE 


CELLON (ricHmono LTD.. 
CELLON WORKS, 
PETERSHAM RVUAD, 
RICHMOND. SURREY. 


After blending, it is given 28 
separate tests in the laboratory and 
on the bench to make certain that 
nothing is lacking. 


That is why Shell always gives 
satisfaction im every way—that is why 
it is called 
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“WESTWARD THE COURSE OF EMPIRE TAKES ITS WAY.” 


(GEORGE BERKELEY, BISHOP OF CLOYNE, 1685-1753 4.pD.) 
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AIR TRANSPORT IN ALBERTA :—A Vickers Viking (Napier Lion Engine) belonging to the Noi yedicare 
Ltd., taking in gas (or petrol) at Edmonton, Alberta, on the way to High River. ig 


ALL \WOE AGEL Ree ENG M 
In low visibility the Marconi Direction Finder—installed on aircraft or at 

Ground Stations—is a valuable aid to navigation and makes for safety 

of flight. 

Sir Samuel Hoare, the Air Minister, in an address at the Royal Aero 

Club said wireless was now of tremendous help to pilots working in weather 

which a few years ago would have been regarded as impossible for flying. 


Marcecnt’s Wireless Telegraph Co., Ltd., Marconi House, Sltrand, W C.2. 
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AVRO Training Seaplane 


Expressly designed for Naval Training. 


ANY improvements, resulting from our unique experience in the production of 
traiiinz aircraft, have been introduced into this machine. It can be readily converted 
for land training by changing the alighting 
gear. The high power (180 h.p.) of the 
engine ensures a good performance as a 
seaplane, while the landplane possesses 
a great reserve of power. Both seaplane 
and landplane can perform every known 
aerobatic manoeuvre. 


The machines are identical except for 
the alighting gear, and all components are 
interchangeable. 


AVRO NAVAL TRAINING LANDPLANE: Engine: Armstrong-Siddeley “ Lynx.” 
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ON AVIATION AND THE EMPIRE, 


In these days aviation is much in the air,—where of 
course it ought to be. Almost everybody takes an intelli- 
gent interest in flying and the ordinary person who is not 
directly concerned with aircraft knows rather more about 
an aeroplane than the person who was not concerned with 
automobiles knew about motor-cars in, say, 1903, when the 
classic Gordon-Bennett Race was held in the British Isles, 
to wit in Ireland, for the first and only time. 

Probably the general use of motor-cars has had a great deal 
to do with this general interest in flying, for the step from 
the car to the aeroplane is nothing like as great as was the 
step from the horse-drawn vehicle to the motor-driven car. 
And, thanks largely to wartime experience, the aeroplane oi 
to-day is much less liable to break down than was the motor- 
car of 1903. 

Also this. interest in aircraft is far more  wide- 
spread than was the interest in motoring, for twenty- 
three years ago few people in the British Dominions 
Overseas had ever seen a motor-car, and there were hardly 
any in general use in the Dominions, at any rate 
outside the big cities which had paved streets. But to-day 
aeroplanes are actually used in the Overseas Dominions to a 
greater extent, proportionately to the population than they 
are in England. That is to say, the mileage covered by civil 
Aircraft, in Canada and Australia for certain, is far greater 
in proportion to the population than is the mileage in the 
British Isles—excluding, naturally, the flying which is done 
by the Royal Air Force. 

This Service flying cannot be taken into calculation be- 
cause the Air Force is an Imperial Defence Force and not 
exclusively British. But those extraordinary 100 per cent. 
efficient’ air lines in Australia cover far more mileage with 
Australian passengers in proportion to the five million popu- 
lation of Australia than our British Civil aircraft cover with 
British passengers in or from Great Britain. And though, 
for some curious reason, there are no air lines in Canada, 
the mileage covered by the civil branch of the Royal Canadian 
Air Force in forest patrols and survey work, together with 
the mileage covered by civil aviation firms on aerial photo- 
Staphy and air surveys, is far in excess, in proportion to 
Canada’s eight million population, of similar mileage flown 
in Great Britain. 


eee 


AN AIRMINDED EMPIRE. 

Also the actual proportion of young and youngish men in 
Australia and in Canada who were trained to fly during the 
War 1914-18 is much higher in proportion to their popula- 
tions than it is in Great Britain. Even in India and in the 
British Crown Colonies the probability is that the percentage 
of men among the white population who have flown at one 
time or another, is higher than it is in the British Isles. 

Consequently the Dominions and Colonies overseas are 
already much more interested in flying than is the stay-at- 
home population in this country. And therefore we may 
reasonably look forward to a development of aviation over- 
seas much more rapid than that at home,—always, be it 
remembered, in proportion to the population. 

So far as the young men in the Overseas Dominions and 
Colonies are concerned they would willingly vote vast sums 
of Government money for the development of air lines all 
over their respective territories, but they are held back, per- 
haps ultimately for their own good by the old men, or the 
stolid unprogressive business men, who control the finances. 
Also they are hindered by the fact that, as already stated, 
the collective mentality of an elected body is always in- 
versely proportional to the number of its members. 

Possibly this is all to the good, because flying, as ulti- 
mately developed, will be all the healthier and stronger on 
account of the obstacles which are put in its way while it is 
young. Inany new movement theovercoming of obstacles pro- 
motes the strength of the movement, because it plays the 
same part as does healthy exercise in the development of the 
human being. 


INTER-DOMINION POLITICS. 

That being so, there is a good deal of satisfaction to be 
derived from the important part which Aviation is playing 
in the proceedings of the Imperial Conference which are 
now in progress. But one does not care to express an 
opinion as to whether that Conference is just hot air, like 
the various air conferences which have been held at the 
Guildhall in the past. 

After all, the Conferees are the Prime Ministers of the 
various Dominions, and though some may be Statesmen, all 
are Politicians. As such each one only represents in actual 
fact a minority of the people in his particular Dominion, for 


AIR SURVE 


Y IN CANADA.—A Vickers Viking (Napier Lion), belonging to the Northern Syndicate Ltd., in the 


wilds of Alberta. In the foreground is seen M. Vachon, the mechanician, coming ashore in a Ford collapsible 
canoe to lay a cache of ‘* gas and grub.”’ 
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the party in power almost always gets there because of some 
third party splitting the votes of its most powerful political 
opponent. For example, though Mr. Baldwin has an actual 
majority in the House of Commons, the number of votes 
actually recorded all together by Liberals, Labourites, 
Socialists, Independents and fancy politicians would in fact 
outnumber those cast for the Conservatives. 

Therefore if Mr. Bruce goes back to Australia, or Mr. 
Mackenzie King goes back to Canada full of enthusiasm for 
Aviation, with a capital A, and proposes either to subsidise 
new Imperial Air Iines or to build up a vastly increased 
Australian or Canadian Air Force, respectively, Aviation will 
find itself faced in those Dominions by a fierce opposition on 
purely political grounds. Its opponents will have no. ob- 
jection to subsidising aviation as such but they will strongly 
object to aviation in their particular Dominion being subsi- 
dised for the glorification of Mr. Bruce or Mr. King, and 
his political party. 

PUBLICLIY: 

Nevertheless, the amount of attention given by the Imperial 
Conference to aviation has secured several columns about 
aviation in the Press, and, in the view of most people, any pub- 
licity is better than none. In fact the speech of Sir Samuel 
Hoare at the Meeting of the Conference which was devoted 
entirely to aviation on Oct. 28, plus the replies of the various 
Dominions Ministers which appeared on Oct. 29, plus the 
space devoted to the Air Demonstration at Croydon on Oct. 
23, amounts to quite a goodly fraction of the space devoted 
to the arrival of Mr. Alan Cobham at Westminster on Oct. 8. 
And all that space covered with more or less sensible re- 
marks about flying must have some cumulative effect in 
making the people of this country air-minded. 

Sir Samuel Hoare’s speech was as usual full of sound com- 
mon sense and is bound to have quite a considerable amount 
of influence not only on the Dominions Prime Ministers but 
on all the more serious-minded people who have read the 
long reports in The Times and The Morning Post and the 
shorter references for which the less weighty papers were able 
to spare some space among their reports of murders, divorces, 
and American ways with Royalty. 

The speech itself is far too long to report here, but it is 
well worth while to record the chief points in Sir Samuel’s 
arguments, because they will be useful to any reader of this 
paper who becomes inyolved in discussions on the benefits 
or otherwise of air transport. 

THE AIR MINISTER’S ARGUMENTS. 

Sir Samuel Hoare’s points are as follows, and one’s own 

comments appear in brackets :— 
The civil and military aspects of air communication are inextricably 
connected and the development of Imperial air lines, whether by aero- 
plane or airship, is vital to Empire defence. [In other words, Imperiai 
air lines correspond in these days to strategic railways or the com- 
mand of the sea routes in the past.] 

The Empire is in urgent need of better communication. If the 


AN EMPIRE PRODUCT. 
at the Ontario Provincial Air Service Station at Longlac. 


A Canadian Vickers Vedette three-seater flying-boat (200 h.p. Siddeley Lynx engine) 
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communication is to be improved a sustained united effort is needed. 
The Prime Ministers of Australia and New Zealand still spend sixty 
days each on the journey to the Imperial Conference. [Heaven helps 
Dominions which help themselves. ‘The British “Isles pay for prac- 
tically all the naval defence for all the Dominions, but the Dominiors 
can do something for their air communication without unbearable 
expense. | 

Since the last Conference the air routes of the World have doubled 
their mileage, and machines had become more powerful, more d=- 
pendable and more comfortable. [But they might well be more 
efficient. j 

Five million miles have been flown by British services with four 
fatal accidents and a million miles in Australia for a single acci- 


dent. [Five millicn miles for a population of fifty millions 
and one million miles for a population of five millions looks rather 
favourable for Australia. In proportion we ought to have flown 


10,000,000 mules. | 

In 1845 a newspaper said ‘‘ The largest item in railway returns bids 
fair to be the list of the killed,’ and in 1852 a paper said ‘ Railway 
accidents are the staple of our newspaper reading.” [That is worth 
remembering. About 1890 the same thing was said about bicycles 
And motor-cars are not free from such criticism even now.] 

The premiums on freight insurance by air are less than half those 
charged for surface transport [The reason for this is that there is 
less danger of loss by theft, which more than balances up the added 
risk of loss by accident. Passenger insurance is not so cheap in coni- 
parison. But it is well to note that the insurance rate on the D.H.50J 
flown to Australia and back by Mr. Cobham was less than that on a 
sailing vessel going to Australia fifty years ago. } 

There is no technical reason why Canada should not be reached 
in two and a-half days, India in five days, Cape Town in six days, 
Australia in eleven days and New Zealand in thirteen days. [The 
only hindrance is the cost. And as time is money that will be over- 
come in due course. | 


A STATEMENT OF STRATEGY. ? 

The Cairo-Baghdad air mail route is the first section of the Empire 
air route to the Far East. The Government of India might extend 
the service to Baghdad and Calcutta. Burma might carry it on to 
Kangoon. Air Force flying-boats, which are to be stationed in the 
Far East, might join up with Service flights of the Royal Australian 
Air Force from Australia. {This statement is worthy of note for strategic 
reasons. It is the first announcement by a responsible personage of 
our intention to keep a big force of big flying-boats at Singapore. 
Sir Samuel omitted to say that Major Norman Brearley is already 
negotiating with the Australian Government for a subsidy for an 
extension of the Western Australian Airways to Port Darwin and 
thence to Singapore -] 

The experimental service of 1,400 miles between Khartoum and 
Kisumu in Kenya might be linked with Cane Town in the South and 
Cairo in the North. ‘The R.A.F. would arrange for the Egyptiau 
section as part of their training programme, and the South African 
Air Force inight do the Southern section, at any rate experimentally. 
fAll these proposals are good Our wonderful railway system ir 
Great Pritain was built up by joining disconnected stretches in just 
this way. ] 

We nations of the Empire are all too hard up for anyone to under- 
take the cost of an air route to Singanore or to Cane Town but if 
the R.A.F, undertake Service flights in conjunction with the civil 
lines and if the Governments of South Africa and Australia allow 
their Air Forces to co-operate we shall get valuable military training 
for Service units and shall make possible the experimental trans- 
port of mails and passengers over a large section of the British 


The Vedette was the first type of flying-boat to employ 


an air-cooled radial engine as a pusher. With a load of three people, full equipment, five hours’ fuel and 


parachutes the Vedette gets off the water in 10 seconds. 


boats for photographic survey and fire patrol work throughout Canada. 


The Canadian Air Board are using a number of these 
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566,200 miles 


in twelve months e 


CPP CWLEWLRDG WLI CWI TWIN IEWRIEVIR IDOL IEW LIC RLIGIIRIESILS 


URING the TWELVE MONTHS 
ending 30th Sept., 1926, Napier 
engines in use by Imperial Airways 
wete flown 566,200 miles—one engine 
alone covering 44,000 miles. 


In this period there has been no accident whereby any 
passenger or pilot has been injured. 


Commercial flying is strenuous day in day out service, 
where absolute reliability is essential. 


The Napier engine may be higher in cost than some 
engines, but its consistency in keeping to its scheduled 
journeys and freedom from trouble, whereby the lives 
of valuable pilots are not unnecessarily endangered, 
more than counterbalances this extra first cost. 


The reliability of aeroplanes 
is improved by installing the 


NAPIER 


The Finest Aero Engine in the World 
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Empire. The proposal involves 10 subsidy and nothing more than 
co-operation between Governments and between military and civil 
flying. If the experimental flights are successful civil air lines will 
follow inevitably. [An eminently sensible idea It costs no more 
for Service machines to fly up and down a regular air line than it 
does for the pilots to do practice flying round a set circuit, or to go 
joy-riding from station to station. And running such air lines 
regularly is good fot moral and discipline. ] 

There are great opportunities for air communication in the West 
Indies and internal air lines in Africa, and, with a comparatively 
short service, the Irish Free State could link Treland with the great 
air routes of the Empire and the World. 

ATRSHIp POLICY. 

Airships will carry out the long distance non-stop journeys of the 
future. The two airships now being built will each carry  Oilt 
hundred passengers and freight some 4,000 miles without refuelling. 
They will be more comfortable than aeroplanes for long distance 
journeys. A model at the Air Ministry shows accommodation for 
one hundred passengers, promenade decks, outside cabins and smoking 
and dining rooms. 

The aeroplane and the airship are really complementary to each 
other. ‘The dangers of fire arid of breakage in so, large and fragile 
a structure have been carefully examined. The official attitude 
towards these problems had been Cescribed as “ healthy cold feet.” 

Accurate weather reports will avoid danger from storms. Mooring 
masts, a post-war invention, will avoid the risk of pulling the machines 
into sheds. Heavy oil engines will be used in the ship which is 
being built at Cardington, so avoiding the risk of petrol fires. 

The Dominions will have to assist with the erection of mooring 
masts, at about £70,000 apiece, and the provision of meteorological 
reports, which cost very little. At present we are ahead of any 
other nation in the development of airships and we have the chance 
of foundine within the Empire an airship industry. [With all of 
which one agrees, except that one believes that the mooring mast 
was invented during the War, if not before.] 


VIEW? FROM THE DOMINIONS. 

Mr. Mackenzie Kino, Canada, related what Canada had already 
done. 56,000,000 acres of forest had been patrolled on fire duties, 227 
fires had been spotted, 224 fires suppressed, 8,335 square miles of ver- 
tical survey and 40,0c0 square miles of oblique survey had been done. 
Canada was ready to co-operate with the British Government in the 
matter of mooring masts and landing places and meteorolcgical work. 
[But apart from the Government there seems to be little or no private 
enterprise in Canada, apart from the Fairchild Co. and the Laurentide 
Co. and the Northern Syndicate Ltd. Which is queer, considering 
how many Canadian pilots there were during the War, 1914-18, and 
considering how closely Canada resembles the United States in its 
suitability for flying ! ‘ 

Mr. Pruce, Australia, said that if India and Purma would co-operate 
Australia would certainly consider the question of experimental flights 
in co-operation with British squadrons. He himself saved four days 
coming to the Conference by hiring an aeroplane as a taxi. 

Western Australian Airways, covering 1,442 miles, which began with 
s77 letters in its first mouth, now carried 25,o00 letters a month. The 
Queensland Airways ran weekly over 800 miles and the Adelaide 
service ran weekly over miles, besides having connections fron 
Broken Hill to Mildura, 189 miles, and Melbourne to Hay, 233 miles, 
twice weekly. Over 7,000 miles were heing covered each week. 

His Government believed that commercial aviation would afford 
a reserve of personnel and machines for the fighting forces. [That is 
a long way ahead. At present the fighting services provide a reserve of 
personnel for civil aviation.] 

Australia had 133 Government landing grounds and there were 
eleven private licensed aerodromes in use. If the service from Britain 
got to Australia there would be no difficulty about landing grounds. 
The public in Australia did not think it anything of an adventure to 
de a 1,4co mile flight, which indicated that civil aviation was past the 
experimental stage. Australia would co-operate with mooring masts 
and weather reperts for airships. {Provided, of course, that political 
opposition from the Socialists is not too great.] 

Mr. Coates, New Zealand, said that air development there was very 
small. The people had not the flying sense because they had not 


kad the opportunity of obtaining it [They had enough machines 
and engines presented to them by the British Government after 1915 
to have 1un air-mail lines all over New Zealand if the Government 
had had the common sense to pay for petrol and repairs. | 


We would like to know more abont airships before saying whether 
New Zealand would be committed to erecting a mast, but they were 
willing to join in any practicable scheme if they could be made 
certain about it. [New Zealand is inhabited very largely by Scotsmen. | 

Mr. Havenca, South Africa, said that his country had so far con- 
sidered civil aviation mainly in relation to creating a reserve for the 
Air Force. No doubt when the country was developed further and 
there was public interest there would be opportunities for commerciai 
air transport He did not think they could make themselves re- 
sponsible for running any scheme up to Uganda, but they would 
be prepared to maintain the service inside the Union. Sending a few 
experimental flights could possibly be arranged. ‘The Government 
would consider providing a mooring mast. [South Africa is ve1y 
Dutch. } 

Mr. McGuaican, Irish Free State, said that civil aviation had been 
left to private enterprise, which had not made any advance what- 
ever. [Nor is it likely to do so in a country chiefly inhabited by 
Mediterranean rebels. ] 

The Irish hoped that their geographical position on the route from 
Canada to England would now be specially considered in relation to 
air communications. [Mr. McGilligan is Minister for Industry and 
Commerce. The Mediterranean Irish are not noted either for in- 
dustry or commercial acumen. But they always like to consider 
any scheme which vill extract English money and spend it in 
Treland. | 

Mr. Monror, Nevfoundland, said that he did not see that the 
Newfoundlanders could justifiably place an order for a mooring 
wast costing £70,cco. If airships could fly to Canada in two and a-half 
days, Newfoundland’s usefulness would seem rather to dis: 
appear, but if there was anything they could do in the way of 
being useful in a minor way they would be very pleased. [New- 
foundland is also largely Scottish. ] 

LORD WINTERTON, Parliamentary Under-Secretary for India, agree] 
with everything Sir Samuel Hoare had said. He stated that the whole 
question of civil aviation in India had been recently under review 
by the Indian Air Board and an important memorandum outlining 
proposals for future action had been laid before the Government of 
India. 

The views expressed were that the Government of India was now 
in a position to take an active part in the development of air routes 
touching India. ‘They urged that the Indian Government should 
participate as a principal in any contracts made and should take their 
share in the financial liabilities They recommended a systematic 
survey of the probable air routes in India especially Calcutta-Rangoon, 
A Director of Civil Aviation would shortly be appointed. [As thé 
Indian Empire has a very handsome surplus in its Budget it can very 
well afford to spend a good deal of money on developing aviation 
in India, where, for strategic reasons, in view of Russian develop 
ments on the North-West, air communication will soon be of prime 
importance, not only to India but to the En pire. | 

Mr. AMERY, Secretary of State for the Colonies, said that the Cairo— 
Karachi route would bring one of the most inaccessible parts of thé 
World into the middle of a highway of traffic, which would havé 
obvious effects on its developments. ‘The linking up of East Afric: 
with South Africa and Egypt was most important. The privately 
owned aeroplanes such as the Moth would make life much more eas} 
in a country like East Africa. He was also interested in the pos 
sibilities of aeroplanes for spraying cotton fields Aircraft had als¢ 
done excellent work in archzeological discovery. 

Airship lines had great possibilities. ‘There were one hundred time 
as many men who can spare a month to visit Australia or Nev 
Zealand as there are men who can spare five or six months. An 
quick interchange of letters would improve matters for emigrants 
as it would make an immense difference in their whole outloo} 
towards the problem of leaving this country to settle in some othe 
part of the Empire. [This is a psychological point which is wel 
worth considering. | 


Now all of that is very satisfactory so far as it goes. Al 


THE AIR SURVEY CO.’S OPERATORS.—The four white men, in topees, left to right, are Mr. Bishop (en- 


gineer), Mr, Parker (rigger), Mr. Andrews (photographer), and Mr. Raynham (pilot and manager). The 
gentleman on the left in the external dress shirt is a Bengalee photographic developer and printer. The rest 
are assorted Bornean, Malay, and more-or-less Chinese workmen. The photograph was taken at Sibu in Sarawak. 
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these pious wishes are very encouraging. But do they get 
anywhere? 

One has already referred to the fact that anything which 
the Dominions Prime Ministers propose when they get back 
home will be opposed tooth and nail by their political op- 
ponents, for political feeling runs higher Overseas than it 
does at home. Moreover the political opponents of these 
Ministers have not come under the persuasive eloquence of 
Sir Samuel Hoare nor have they had the ocular demonstra- 
tion of Air Power which has been shown to their rivals dur- 
ing their trip Home. Consequently there is the possibility 
of the said opponents failing to think Imperially, or at any 
rate sacrificing their Imperial thoughts to party politics. 

PROVINCIAL PATRIOTISM ? 

A glaring example of how little some of the Overseas 
Dominions do back up the Imperial idea of Air Power is 
provided by the Province of Quebec. 

Recently the Quebec Provincial Government imported into 
Canada oné complete French aviation company known as the 
Compagnie Aérienne Franco-Canadien. ‘This firm is equipped 
with French pilots and mechanics. It has been given a sizeable 
contract, amounting to 00,000 dollars, or roughly £20,000, 
for mapping certain areas in Quebec. 

One does not profess to know all the Canadian Air Regu- 
lations by heart, so one does not know whether it is actu- 
ally illegal for a Canadian Provincial Government to give a 
big contract to foreigners. But this act does strike one as 
being a deliberate affront to the various Canadian civil avia- 
tion companies, which have for several years been doing 
excellent work without very much encouragement from the 
Canadian Government as such, though one feels sure that 
the Canadian Air Board has done as much for the companies 
as ‘lies within its limited powers. 

One knows that there is no. love lost between the French- 
Canadian habitant and the English Canadian, and so one 
can understand the French influence in Quebec being used 
in favour of a French firm, if only to get level with the 
English Canadians for the contempt with which they regard 


THE CANADIAN AIR PROGRAMME. 


The following is the 1926-27 programme of the Royal 
Canadian Air Force in civil operations for the various Govern- 
ment Departments. 

DEPARTMENT OF THE INTERIOR. 

Forest Service. 

S. W. Alberta.—Fire protection over the Rocky Mountains 
forest reserve from the International Boundary to the Sas- 
katchewan River. 

Manitoba.—lire protection and suppression in the lake 
country lying east, north and north-west of Lake Winnepeg, 
extending over Saskatchewan. Torest sketching, type map- 
ping and aerial photography in this district. 

Lopographical Surveys Braneh. 

Vertical photography in connection with the mapping of 
the Rouyn mineral area, Quebec (in conjunction with the 
Geological Survey, Department of Mines). 

Oblique photography for mapping ‘Trout Lake, Lake St. 
Joseph, Sioux Lookout, Armstrong and Quetico sheets of the 
Topographical Map of Canada; portions of the Battleford, 
Prince Albert and Fort Alexander sheets. 

Vertical photography in the vicinity of Vancouver, B.C., 
Calgary, Alberta, and Oka, Quebec. 

Canadian National Parks. 

lire detection patrols in the Waterton Lakes area and 
occasional patrols in Rocky Mountains Park. Oblique photo- 
graphy over sites of historical interest as other operations 
permit. 

North-West Territories and Yukon Branch. 

Vertical photography over the Turner Valley oil fields, 
Alberta. 

Water Power and Reclamation Service. 

Oblique photography in connection with the development 
of power projects in Ontario and Quebec. 

Vertical photography in the Lethbridge irrigation district, 
Alberta. 

International Boundary Commission. 

Vertical photography over the International Boundary from 
St. Mary River to Waterton Lakes, Alberta. 


OTHER DEPARTMENTS. 

Department of Indian Affairs :—Transportation of ‘Treaty- 
Paying parties in Northern Manitoba. L 

Department of Mines :—Transportation in the Manitoba 
area and vertical photography in the Rouyn District (in con- 
junction with the Topographical Survey). 

Department of Customs and Excise :—Transportation — of 
officers of the Preventive Service on the British Columbia 
Coast. 

Department of Marine and Fisheries :—Patrols for the pre- 
vention of illegal fishing on the British Columbia coast. 
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the French. But one would have thought that in its own 
financial interests the Quebec Provincial Government would 
have had a little more common sense even though it may 
lack provincial patriotism. And so it is that we have 
foreigners mapping the coasts of one of our Dominions. 

Also the films when taken are being shipped to France 
to be made into maps. Which deprives British ‘subjects of 
a job which could be done as well or better in Canada. 

Thus we have in this act of the Government of Quebec, 
both the money of the Canadian taxpayer going out of the 
country to France, and Service pilots of a foreign Power 
having access to strategic points on our Imperial coast-line. 

Just how much the Canadian Air Board or the Canadian 
Dominions Government could have done to prevent this out- 
rage one does not profess to know, but surely some hindrance 
might have been placed in the way of the people who worked 
the Government contract which brought these foreigners 
into our Dominions. 

One is even moved to doubt the good will of the Canadian 
Government itself when one gets, as one had recently, a 
sidelight on that excellent flight made across Canada by ‘the 
American aviator Mr. McKey, and Sq. Ldr. Earl Godfrey 
of the Royal Canadian Air Force. 

The position was sized up by a Canadian aviator who says : 
‘‘ The commercial companies get little enough backing from 
our numerous Governments, just a kind word now and 
again thrown in, of course, with a bucket of apple sauce. 
The bunk handed out about ‘ path-finding’ a route across 
was just pure falsehood; the truth being that the Douglas 
was returning to her factory in California, and as she was 
flying in the East on pontoons they naturally followed a 
course through Canada, where water was plentiful. 

“That part is all right. But letting an Air Force pilot 
have leave to do the ferry work when commercial pilots are 
looking for work was a cheap and rotten way of doing busi- 
ness and no aid to commercial companies in, Canada.” 

That certainly is another view of the question. 

(To be continued.) 
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Department of Agriculture :—Flight for the investigation 
of wheat rust diseases in the Prairie Provinces. 

Department of National Defence; Geological Section :— 
Vertical photography in the Rideau Lakes district. i 

Department of Public Works :—Oblique photography of 
Harbour works. 

In addition, similar work is being carried out by provincial 
governments and commercial interests. 

I'he Province of Ontario operates its own flying service. 
During the season of fire hazard, fire protection and sup- 
pression patrols are carried on throughout Northern Ontario, 
forest type mapping is also carried out on a large scale, 
also transportation of survey parties and the exploration of 
the district of Patricia. The payment of Treaty Money in 
the Albany River and James Bay districts, is also conducted 
under contract for the Dominion Government by the Ontario 
Provincial Air Service. 

In Quebec the work is undertaken by commercial comi- 
panies, under contract, for the Provincial Government. 


SOWING BY AIRCRAFT. 

Aeroplanes of the R.C.A.F. are being employed by the 
Manitoba Department of Agriculture to sow wild rice in the 
marshes of Northern Manitoba in order to extend the feed- 
ing grounds of the wild duck and musk rat. 

The musk rat makes up a considerable portion of Mani- 
toba’s annual fur output. As the country is trackless and 
inaccessible, aeroplanes provide the only means of dis- 
seminating the wild rice seed. 

THE R.A.A.F. PACIFIC FLIGHT. 

On Oct. 30, Group Capt. R. Williams, D.S'O., O}Baigm 
Chief of the Australian Air Staff, Flt. Lt. I. McIntyre, A.F.C, 
and two mechanics of the R.A.A.F., who are making an 
extended flight through the South Sea Islands, on a D.H.5o0a 
seaplane, arrived at Keita, Solomon Islands. 

On Oct. 31, they left for Gizo, via the Shortland Islands. 
The D.H.50a is the first aircraft to be seen in these waters. 
CISC SRR eS LS EEE NS RE, EEN TL ET DETTE 

LIEUT. F. H. CONANT, U.S.N. 


On Oct. 30, Lieut. F. Conant, U.S.N., a member of the 
U.S. Navy Schneider Trophy Team, was killed while practis- 
ing over Winter Harbour, 30 miles north of Norfolk, Virginia. 
A seaplane, bearing the number of his practice seaplane, was 
seen to crash and sink in shallow water. Efforts to raise the 
seaplane have failed, and so far the body of Lieut. Conant is 
missing. 

In an unofficial trial on Oct. 26, Lieut. Conant was timed 
to reach a speed of 250 m.p.h., on one of-the Curtiss racing 
seaplanes which is to take part in the contest. 

The actual competing machines are reported to be fitted 
with specially boosted Packard 1-A 1500 engines in place of | 
the Curtiss V-1400 engines used last year. 
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The REAL OWNER-PILOT’S AEROPLANE 
THE DE HAVILLAND 


ME @BE ET 


HE needs of the man—or woman—who requires an 

aeroplane as a practical vehicle were carefully con- 

sidered in the design of the ‘‘MOTH”’”—comfort, 
space for plenty of luggage, easy and effective controls, 
an engine which the ‘‘man in the street ’’ can keep in perfect 
order, and, above all, the robustness and reliability that are 
expected in a good automobile were taken to 
be of more importance than freakish perform- 
ance such as is generally encouraged by 
technical competitions. Here, then, is a two- 
seater aeroplane which for cross-country 
travel renders other modes of transport f 
obsolete. The MOTH-OWNER is inde- 
pendent of roads—both as regards condition 
and congestion —he can make his own time 
table and can journey without fatigue at a 
speed of 70-80 miles per hour in any direction. 
“MOTHS” are built in the same factory 
and the same methods are 
employed in their construction 
asein the D.Heso which Sir 
Alan Cobham has flown over wh 


re 


pies MOTH,” ‘with its 


100,000 miles on Empire “4 
wings folded can be housed ina flights. mh 
building no biggerthan an aver. The price of the ‘“‘ MOTH” we 
age garage—Illustration Nw. I with the 27-60h.p.“CIRRUS” af 
shows a“‘MOTH’’in one of the engine is £795, or with the om 
“lock-ups” at Stag Lane Aero- 30-75 ps CIRRUS” £830, an 
drome which are let at a rent ready to fly away from Stag 
of £1 per week, including gar- Lane Aerodrome, a 


age services such as washing, 


a | 
handling on the ground, etc. veto 
2.—Spreading the wings for 
fight and folding them for ot 
housing or towing behind a light Car are Be iy Be 
operations which can be carried out by the ' Flight he 
MOTH-OWNER in a minute or so. The Photos. nt 
mechanism is perfectly simple and foolproof. eal 
3.—The petrol tank holds sufficient fuel 


for journeys up to 250 miles and there is 
ample room for luggage, golf clubs and other 
gear—remember, the ‘‘MOTH” has been 
designed as a real utility vehicle. 
4.—Both pilot’s and passenger’s cockpits 
are well-protected by windscreens—no special 
clothes are needed; the seats are comfortable—note the door 
to the passenger’s cockpit ; long pipes carry the exhaust gases 
away to the tail and the cockpits are comfortably quiet. ae 
5.—The “‘ MOTH” is easy and pleasant to fly. Its engine is 
so robust and simple in construction that it can be kept in per- 
fect tune by anyone having an ordinary knowledge of motor cars. 
Learning to fly ona “MOTH” is an inexpensive matter at any of 
the Light Aeroplane Clubs or The de Havilland School of Flying. 


Write for Illustrated Catalogue to: 


HE DE HAVILLAND, AIRCRAFT CO., PDE 
STAG LANE AERODROME, EDGWARE, ENGLAND. 


Telegrams :—Hayilland, Bdgware. 
Telephone :—Colindale 6160. 
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THE ROYAL AIR FORCE. 


The London Gazette. 
Oct. 26. 

GENERAL DUtIES BRANCH.—PIlt. Off. H. E. Nowell is promoted to tne 
rank of Flg Off. with effect from Sept. 9, and with seniority of 
June 17; Plt. Off. on probation J. F. Dowdeswell is confirmed in rank 
(Oct. 4) 

The following are transferred to the Reserve »—CLASS A: So; LDpR:— 
J. R. Howlett (Oct. 24) FLr. Lis—-E. EB. Deans D:SiC., W. EH. C. B: Cc 
TFersyth, C. Pilkington, A.F.C., W. G. Preston, DE.C, H7 PL. Roberts, 
N.C. DiPC.p D.C Me (Oct, 324); ) Ht C. Black (Oct. 27); R. S. P. Boby 
(Oct .28). ruc. Orrs.—T. Brewin, W. Halfords) sDir: Gy wes Elarns, 
B EB. Herbert,-D.C.M, F. A. O’Brien, S. H. Potter, R. J. Read (Oct. 241. 
Ciass B: Fir. Lts.—S. Symonds (Oct. 24); R. EH. H. Daniel (Oct. 28) 
Fic. Orrs.—C. €. Clark, G. W. Mahony-Whitton (Oct. ZA). “NCLASS “Gy 
Fux Lt.—Ww. S. Watson (Oct. 24). 

The following Flg. Offs relinquish their temp comns. on return 
to Army duty :—E. M. Drummond (Lt., Black Watch) (Sept. 6), E. C. 
Ridlingion (Lt., R.A.), D. Stansby (Lt., R.A) (Oct.” 16)! 

The S.S. comns. of the following Pit. Offs. on probation are ter- 
minated on cessation of duty (Oct. 27):—A. E. C. Eécleston, J. W. O. 
Fuller, ¢. G. Grenfell 

Fle. Off. H. V. Alder is dismissed the service by sentence of General 
Court Martial (Oct. 11). 

STORES BRANCH.—PIt. Off. on probation G. I,. Worthington is con 
firmed in rank and is promcted to rank of Fig. Off. (Oct.- 6); Plt. Off 
on probation H. M. S$. Dawes is confirmed in rank (Oct. 6). 

Mepicay, BRANCH.—ITI. Penman, M.B., is granted a S.S. comm. as a 
Flg. Off., for three years on the Active I.ist, with effect from and 
with seniority of Oct. 8; Fig. Off. N. I. Smith, M.B., ceases to be 
seconded to the King’s Cross Hospital, Dundee (Oct. 8); Flt. Lf. 
’. M. Walker is transferred to the Reserve, Class D.2 (Oct. 25). 

CHAPLAINS’? BRANCH.—The Rev. ~R. EK. V. Hanson, @UBLE.,- Mchs; 4s 
appointed Chaplain-in-Chief, R.A F (Oct. as); the Rev. G. H. Collier, 
M.A., is granted the local relative rank of Wing Cdr. whilst e¢m- 
ployed as Senior Chaplain (Iraq) (Oct. 1); ie Rev. We 2. Rees, Babs, 
1€linquishes the local relative rank of Wing Cdr. on ceasing to he 
employed as Senior Chaplain (Iraq) (Sept. or) the Reve TE De vie. 
Viener, C.B.E.. M.A., K.H.C., relinquishes the appointment of 
Chaplain-in-Chief, R.A.F., and is placed on the retired list (Oct. 25). 

RESERVE OF AIR FORCE OFfFicERS.—A. B. Roche is granted a coma. 
in Class 8, General Duties Branch, as a Flg. Off., with effect from 
Aug. 31, and with seniority of Feb. 4; H. K. Rayson is granted a 
comn. in Class A.A., General Duties Branch, as a Plt. Off. on pro- 
bation (Sept. 13). Plt. Off. D. S. Purnell is confirmed in rank (Oct. 26): 
Flg. Off. H. P. I. Gardner is transferred from Class A to Class C 
(OCEs es) 

The following relinquish their comns. on completion of service :— 
Bile) Of. KK. i, Graham Plo. On, Cay i: Robinson (May 29); Flg. Off 
Ge Burton (une ro) Fu Ee Wo A: Malone (July 13); Fig. Off. 
Lo Stae Ge RO vin Gann (inde eG) SS Off. ¢. BP. Murehie (Aug. 2); 
Bis) Off. I. Ri Taylor (Aug. 14) Sa. dr GB. ec: Rabagliati, M.C., 
A.F.C., Flg Off. I. G. Harrison (Sept. 4); Fig. Off. F. J. H. Ayscouen 
(Sept. 12); Fle. Of. F. W. Martyn (Oct zo)> FIL VEt AS Dr Newbury, 
Fit. Lt I. Whitworth, A.F.C., Fle. Off G. Baillie, Fle. Olt Ee An ae 
Brown, Flg. Off. K. Cc. L. Gorringe, Flg. Off. .J. D. Jackson, Fig. Off. 
OPPS Tilies ON 3U. We BitesGesemo, Tales ai Woy Det Pakenham-Walsh, 
Fle. Off. A. J. Packham, lg. Off. A. W. S. Wagner (Oct. 24). 

The comn. of Pit. Off. on probation A. B. Roche im (Class AwA. aS 
terminated on cessation of duty (Aug. 31). 

AUXILIARY AIR FoRCH.—GENERAL Dui1Es BRANCH.—The following 10 
be Plt. Off.:—No. 600 Crty oF IONDON (BOMBING) SQDN.—H. O. Young 
(Oct. 26). 

PRixcess MaRY’s R.A.F. NursInc Srrvice.—Sister Miss W. EF. Moles- 
worth relinquishes the acting rank of Matron (Oct. 1). 


Appointments. 
Weck ending Nov. I. 

GENERAL DutTIEs PRANCH.—Air Vice-Marshal C. A. H. Longcroft, C.B., 
C.M.G., DS.O., A.F.C., to H.Q., Inland Area, Stanmore, on appoint- 
ment as A,O:C, “xr 

\ir Commodores F, C. Hallahan, C.MG., C.B.E., D.S.O., M.Vi@y, | tO 
H.Q., Cranwell, on appointment as AJOLG;, z/re Ac 3. Borton, CBs 
C.M.G., D.S.0., A.F.C., to Air Ministry, on appointment as Director 
of Personal Services, 1/11. 

Wing Commander W. B. Callaway, A.F.C., to R.A.F. Depot, Uxbridge, 
30/9 

Squadron I.eader W. H. Iongton, D.F.C., A.F.C., to No. 1 eleors 
Netheravon, 18/10. 

Flight Ijeutenants A. J. Warwick, to No. 32 Sqdn, Kenley, 2/11 


Cc. J. Sims, D.F.C., to School of Photography, Farnborough, 27/1». 
F. O. Soden, D F.C., to No. 605 Sadn., Castle Bromwich, 5/1o. H. A. J. 
Wilson, O.B.E., to R.A.F. Depot, Uxbridge, on transfer to Home 
Estab., 1/1z. ¢. Boumphrey, D.F.C., to R.A.F. Base, Malta, 15/1. 
N. P Dixon,-A.F.C., to H.9., Egypt, 8/10. N. H. Jenkins, O.B.F., 
D.F.C., D.S.M., to No. 15 Sqdu., Martlesham Heath, on transfer to 
Home Kstab., 15/11. S. E. Storrar, to No. 1 F.T.S., Netheravon, on 
transfer to Home Estab., 7/11. §. E. Toomer, D.F.C., and: Rea 
Foster, D.F.C., to H.Q., Iraq, 20/10. M Ballard, to R.A.F. Depot, 
Uxbridge, on transfer to Home Estab, 10/10. N. I, Desoer, to A. and 
G. School, Eastchurch. 8/11. 

Flying Officers EK. B_ Forster, to Stores Depot, Iraq, 2/10. G. I, 
Gandy, to Inland Water Transport, Iraq, 28/9. F. G. Jennings, to 
R.A.F. Depot, Uxbridge, on transfer to Home Hstab., “7/115. Lease 
Potter, to H.Q., Iraq, 9/10. F H. Cashmore, to Home Aircraft Depot. 
Henlow, 1/11. W. W. Bradford, to H.Q., Coastal Area, 1/m. IL. K. 
Barnes, to School of Naval Co-operation, Lee-on-Solent, 21/9. Be As 
Sullock, AF.C., to No. 5 F.T.S., Sealand, 3/11. E. M. Drummond, to 
R.A.F. Depot, Uxbridge, on appointment to a Perm. Comn., 20/TIo0. 

MrpIcAL BRANCH.—Flight Lieutenants F. T. AJjlen, to R.A.F. Depot, 
Uxbridge, 6/11. R. W. White, to A.A.E.E., Martlesham Heath, 3;:1. 
F. P. Schofield, io Palestine General Hospital, 1/10. ‘TT. V. O’Brien, 
M.B., to H.Q., Iraq, 1/10. 

Flying Officers P. D. Barling M.B., to No. 208 Sqdn., Egypt, 1/1. 


M. J. Marren, M.B., to Station H.Q., Upavon, 16/9. H. Penman, 
M.B., to R-AF. Depot, Uxbridge, 1/11. 

STORES BRANCH —Flight I.ieutenant G. F. Law, to Air Ministry, 
Dircctorate of Equipment, 1/1z. Flying Officers IL. UL. Bray, 10 
Station H.Q., Upavon, 15/19. H Parker, to No. 60 Sqdn., India, 1/1». 
F. A. R. Smith, to, No. 2 Wing HQ., India, 1/70: 

AccOUNTAN? BRANCH.—Flying Officers F. H. Wakeford, to No. 1 
School of ‘T.T (Apprentices), Halton, s/1o. C. EK. Aston, to No. 504% 
Sqdn., Waddington, 7/10. C. Lorimer, to No 502 Sadn., Alder- 
grove, 11/8. Pilot Officers J. Lambie, to No. 4 Sadn., S. Farnborougn, 
11/8. RB. A. J. Mullarkey, to R.A.F. Base, Calshot, 7/10 

CHAPLALNS? BRANCH:—The Rev. R. EK. V. Hanson, O.B.E., M.A., to Air 
Ministry, on appointment as Chaplain-in-Chief, 26/10. 

The Chaplain-in-Chief. 

The London Gazette, dated Oct. 26, contains the following 
announcement :— 

The. Rev. H. D: lL. Wiener, CB Bay vias K-H.G., -fe- 
linquishes the appointment of Chaplain-in-Chief, R.A.F., and 
is placed on the retired list (Oct. 25). 

Mr. Viener held the relative rank of Air Commodore in the R.A Fj 
and has held the appointment of Chaplain-in-Chief since October, 1918. 
He was educated at Malvern and Oxford and appointed Chaplain, 
R.N., in roor. Mr. Viener was awarded the Messina Medal and 
Order of the Crown cf Italy for services at the earthquake at Messina 
in 7908. We was lent to the R.A.F. in May, Ig18. 

The following appointment also appears in The London 
Gazette of Oct. 26 :— 


The Rev. R. E. V. Hanson, O.B.E., M.A., is appointed 
Chaplain-in-Chief, R.A.F. (Oct. 25). 

Mr. Hanson joined the R.A.F in November, 1918, after 18 years W 
the Royal Army Chaplains’ Department, and was appcinted to the 
ielative rank of Group Capt. in 1921. He has been stationed at Manston. 


The Fleet Air Arm at Portland. 


H.M.S. Furious took part in the Naval demonstration 
arranged for the Members of the Dominions Conference on 
Oct. 30, off Portland. Describing the Fleet exercises, The 
Times of Nov. 1 states :— 

Directly the Revenge was out of harbour the exercise began, and in 
a very few moments submarines of the ““H” and “R” classes were 
seen diving to periscope depth and returning to the surface. As 
the battleship approached the Furious, aircraft were launched from 
this aircraft-carrier for reconnaissance purposes, and these flew over 
the Revenge in perfect formation. 


In an article on the exercise a Naval Correspondent of The 
Times states :— 

The last episode was one of peculiar interest, for it foreshadowed 
what may prove one of the greatest of all developments in.sea war- 
fare. This was the return of the scouting and spotting aircraft, sent 
up carlier in the day from the huge, ungainly carrier, the Furious. 

The Fleet Air Arm is still a fledgling; it thrives in spite of being 
dieted by two foster-mothers, for under present conditions neither the 
Admiralty nor the Air Ministry can claim it for their own. Some 
day, one hopes soon, this anomalous position will be brought to an 
end and a service already 7o per cent. naval will come under un- 
divided naval control. Nowhere, except in Whitehall, is the obvious 
and urgent necessity for this disputed 

Meanwhile good will between the Services has to make up for 
defective administration and the Navy’s air arm is likely to play 
a bigger and bigger part in fleet tactics. 

The Special Reserve Squadrons. 

The Duke of Abercorn, Goyernor of the North of Ireland, 
opened the new Belfast Headquarters of No. 502 (Ulster) 
Bombing Squadron, R.A.F., Special Reserve, on Oct. 3a: 

The following telegram was received from the Secretary 
of State for Air during. the ceremony :— : 

Ulster and Belfast have a magnificent record of Imperial service 
in the past, and I hope they wi.l play a prominent part in building 
up the Air Force reserves which are essential to the efficiency of this 
new and vital arm of the Imperial defence. 

No. 502 Squadron is stationed at Aldergrove, Co. Antrim. 
It is equipped with Avros and Vickers Vimys. The Officer 
Commanding is Wing Cdr. A. C. Wright, A.F.C. 

The second Special Reserve Squadron, No. 503, is now being 
formed at Waddington, Lincolnshire. 


The Viceroy on the N.W. Frontier. 

A Reuter message from Peshawar dated Oct. 26, states :— 

Lord Irwin, the Viceroy of India, had a two-hours’ flight over the 
Teshawar Valley to-day, after which he reczived an address from 
representatives of the Peshawar, Kohat and Harara districts. in which 
questions were raised concerning the frontier 

He claimed that he had viewed these questions from a different 
angle from any of his predecessors because no previous Viceroy 
had experienced the good fortune to view the frontier from the air. 

Upside-down Flying. 

Flt. Lt. H. C. Calvey of No. 23 (Fighter) Squadron, R.A.F., 
in a Sopwith Snipe (B.R.2 engine) succeeded in flying upside- 
down, at Henlow, on Nov. 1, for seven minutes and four 
seconds. 

This is claimed by the daily press to be a World’s Record, 
although no such record is recognised by any governing body 
of the Sport of Flying. It is, however, a very interesting de- 
monstration of the controllability of this very antique machine, 
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Contractors to the BRITISH AIR MINISTRY and most FOREIGN GOVERNMENTS 
Designers and Ccnstructors of “MARTINSYDE” Types of Aircraft, 
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300/330 h.p. “NIMBUS” Aero Engines. 


AERO ENGINES. 
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and “NIMBUS” aero engines, we hold stocks of various 


types of engines which can be offered from stock at an 
advantageous price. 


Included in these stocks are -— 
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110 h.p. Le Rhone 
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gccmn.p.) PANIC 

360 h.p. “ Eagle VIII ” 


sooch.p. “Atlante.” 
CLGs ge G2: 


Every engine before despatch is dismantled for inspection 
and after reassembly is given a test run under the supervision 
of our qualified and approved Inspection staff, 


Large Stocks of Spare Parts are held for the above types 
of engines and prompt despatch can be effected. 


Your Inspection is cordially invited. 


General Export Agents for ‘‘ Lodge” Aero Ignition Plugs, 
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which is still, unfortunately, part of the equipment of one 
or two R.A.F. Squadrons. 


The machine on which Flt. Lt. Calvey’s feat was performed 


was fitted with a special auxiliary petrol tank under the 
fuselage. It was on view at the Air Display at Croydon on 
Oct. 23, with its auxiliary tank leaking slightly—apparently 
as a modest way of calling attention to itself. 


One sympathises with Fit. Lt. Calvey in having become 


the object of the attentions of the daily press. THE AERO- 
plane has always endeavoured to refrain from publishing the 
names of individual serving officers except when they are 
taking part in public competitions, but in this case there 
does not seem to be any reason for withholding what has 
already appeared in several papers. 


One is glad to have the assurance of the Aeronautical Cor- 


respondent of The Morning Post that the pilot was “‘ securely 
strapped into the cockpit.” Presumably Aeronautical Cor- 
respondents hang on by their tails.—C. M. MCA. 


H.M.S. “Valerian.” 
Sir Samuel Hoare, Secretary of State for Air, has written 


to the first Lord of the Admiralty conveying the profound 
sympathy of the Air Council and the Royal Air Force on the 
loss of H.M.S. Valerian. 


H.M.S. Valerian was sent to Baltimore in October, 1925, 


to assist the British Team who were competing for the 
Schneider Trophy. 


R.A.F SPORTS. 


The Wakefield Novices Boxing Competition. 

On October 27 and 28 the ninth annual tournament for the 
Wakefield Novices Trophies was held at the Home Aircraft 
Depot, Henlow, and proved a most successful meeting. 

The conditions governing the tournament were altered this 
year, a step made possible by the generosity of Sir Charles 
Wakefield, Bart., who has provided another trophy for com- 
petition. 

In past years one competition was held for airmen, open 
to Groups and certain large stations, but the recent changes 
in the constitution of the former rendered this somewhat 
unsuitable for geographical and other reasons. The pto- 
vision of the additional trophy has made it possible to. run 
two separate competitions for airmen, the ‘‘ Open ” for teams 
from stations over 500 strong and the ‘‘ Junior ’’ for stations 
with a strength of 500 and under. In this revised form the 
competitions undoubtedly go much _ farther towards the 
realisation of one of the primary objects—the cultivation of 
team spirit. 

Over 900 bouts were fought in station eliminating competi- 
tions before the actual teams were decided. 

The competition proper consisted of 94 bouts, representing 
the following entries :—Officers—Class “ A = Oldes Sarin, 
Digby, Martlesham, Eastchurch and Manston. Airmen 
(Open)—Class ‘‘ B.”—Henlow, Manston, Uxbridge, Halton, 
Flowerdown and Netheravon. Airmen (Junior)—Class ‘ C.”’— 
Kenley, lLarkhill, Martlesham, Kastcburch, Shrewsbury, 
Digby, Andover and Calshot. 

Two rings were used at both the afternoon and evening 
sessions on Wednesday, and such good progress was made 
that the programme for the final session on Thursday even- 
ing contained 18 final bouts, and a special six-round contest 
between Service champions. 

Although the probable winners of the Officers and Junior 
Airmen classes were apparent at the conclusion of Wednes- 
day’s sessions, the Open Airmen’s competition presented 
a distinct speculation. At the start of the final session 
Manston led by 21 points. Henlow were second with 20. 
Fach of these stations had four representatives in the finals, 
although they met each other only once—in the middle- 
weight contest, which was the last of the Open series on 
the programme. 

When the middle-weight contest was announced, Manston 
and Henlow had won three finals each, Manston thus being 
still one point ahead. A fine clean fight resulted in a verdict 


for Henlow. 

Air Vice-Marshal F. R. Scarlett, C B., D.S.O., the President of the 
R.A.F. Boxing Association, complimented Henlow on winning for the 
second year in succession. and commiserated with Manston on losing 
by so swwall a margin after such a splendid effort. He thought that 
the standard of boxing was better than ever before. It was usual 
for the Chairman of the Association to introduce him and ask him to 
present the prizes, but to-night that was to be reversed. Most of his 
audience knew that the Chaplain-in-Chief, the Rev. H. D. I.. Viener, 
was just retiring after 25 years’ service with the Royal Navy and the 
Royal Air Force. On the Church side he did not propose to speak, 
but he could not commend too kighly the very fine work he had 
carried out as Chairman of the R.A.F. Boxing Association. He felt 
sure that when the Chaplain-in-Chief took a living ‘‘somewhere in 
the country”? he would have a boxer for his churchwarden. 

After expressing his appreciation of the honour extended in being 
asked to present the prizes, the Rev. H. D. I.. Viener, in the course 
of his remarks on the Wakefield Competitions, specially complimenied 
Larkhill—a station of only 120 strong---which had not only sent a 
full team, but such a good team that they were runners-up in the 
“ Junior’? competition. 

The whole tcurnament proceeded with a smoothness which 


evidenced careful planning and preparation, and the organisers are 
to be congratulated on the very efficient manner in which they 
carried out their cuties. 

The final placings were :— 

Officers —Old Sarum, 11. Digby, 8; Manston, 5; Eastchurch, 3; 
Martlesham, 3. 

Airmen (Open).—Henlow, 32; Manston, 31; Uxbridge, 22; Halton, 18; 
Flowerdown, 14; Netheravon, to. 

Airmen (Junior).—Kenley, 33; Larkhill, 27; Eastckurch, 23; Shrews- 
bury, 23; Martlesham, 22; Digby, 22; Andover, 11; Calshot, 9. 

OFFICERS. 

Heavy-weight.—Flg. Off. Bell (Old Sarum) proved much too strong 
for Flg. Off. Sayer (Martlesham), who took a lot of punishment 
before the referee intervened in the second round, 

Middle-weight.—A hard fight between PIt. Off. Underdown (Digby) 
and Plt. Off. Wills (Old Sarum), in which the former was always a 
little ahead on points. Both men took considerable punishment. 

Light-weight.—Plt. Off. Vigors (Manston) beat Fig. Off. Mason (Hast. 
church) on points, the winner scoring freely with both hands. 

Feather-weight.—Plt. Off. Addis (Old Sarum) knocked out Pit. Oi 
Searson (Digby) with a straight left to the point in the first round 

AIRMEN (OPEN) 

Heavy-weight.—After an even first round “AC. Munkley (Manston 
knocked out Cpl. Daly (Halton) in the second round with a righ 
hook to the body. 

Light-heavy-weight—L-AC. Deane (Flowerdown) and AC. Thoma 
(Manston) mixed it in strenuous fashion, the latter getting the de 
cision on points. 

Middle-weight—The last fight on the programme upon which th: 
destination of the Trophy depended, this proved one of the bes 
of the evening. L-AC. Robinson (Henlow) used a punishing right t 
eréat advantage and was always a little ahead of AC. Christian (Maa 
ston), who was a very game loser. 

Welter-weight—AC. McGinn (Henlow) met last year’s runner-u) 
in Cpl Kenward (Uxbridge) and piled up a good lead in the firs 
round. Kenward fought back strongly, but failed to make up th 
leeway 

Light-weight—A hard hitting bout in which AC. Wilson (Manston 
proved too strong for AC. Seaman (Uxbridge). 

Feather-weight.—AC. Scroggins (Uxbridge) gained a narrow point: 
victory over AC. Hall (Halton), who made a good recovery afte 
Leing put down in the second round. 

Bantam-weight—AC. Andrews (Flowerdcwn) fought strongly, bt 
was outclassed by AC. Maher (Henlow). 

Fly-weight.—A close fight for the mrst two rounds between At 
Winslade (Iienlow) and AC. Brown (Netheravon). In the third roua 
Winslade got his. man in a corner. 

AIRMEN (JUNIOR). 

Heavy-weight—AC. Sturgeon (Digby) had AC. Hobbs (Larkhil 
down three times in the second round, and the referee intervened i 
the third. 

Lighi-heavy-weighi.—lL-AC. Matthews (Digby) was declared the wil 
ner, his opponent, AC. Kenningale (Eastchurch), retiring after tl 
first round. 

Middle-weight—A splendid bout between AC. Sully (Kenley) ar 
J.-AC. Neale (Shrewsbury). Sully got well ahead in the first rour 
and put his man down, but Neale fough: back magnificently in tl 
second and third rounds and only just failed to get on terms. 

Welter-weight —AC. Moss (Kenley) scored freely with the rig] 
in the third round over AC. Cripps (Martlesham) and obtained 
points decision. { 

Lizht-weight—A very close contest between I.-AC. Morris (Lar 
hill and AC. Simpson (Shrewsbury), the former getting just ale: 
to obtain the verdict. 

Feather-weight.—l-AC. Pikesley (Shrewsbury) and AC. Scanlon (Lar 
hill) had a fluctuating fight, the former being just the better ma 
Bantam-weight—AC. Love (Kenley) boxed cleverly against 
fighter in AC. Iles (Larkhill), and by keeping his maa at a distan 

won a points decision. 

Fly-weight.—AC. Favell (Eastchurch) knocked out AC. Higginbotte 
(Martlesham) in the second round with a left hook to the body. 

The winning teams were :— 

Officers.—Old Sarum: Fhz. Off. Bell (Heavy), Plt. Off. Wills (Middk 
Plt. Off. Ingle (Light), and Plt. Off. Addis (Feather). 

Airmen (Open).—Sit. Jervis (Heavy), AC. Holman (Light-heav3 
L-AC. Robinson (Middle), L-AC. McGinn (Welter), AC. Knight (Ligh 
AC. Few (Feather), AC. Maher (Bantam), and AC. Winslade (Fly). 

Airmen (Junior).—AC. Coote (Light-heavy), AC. Sully (Middle), A 
Moss (Welter), I.-AC. Bailey (Light}, AC. Peters (Feather), AC. Lo 
(Bantam), and L-AC. Morley (Fly). 

Runners-up teams —Officers, Dighy; Airmen (Open), Manston; A 
men (Junior), Tarkhill. 

Special medal for the best loser—AC. Hines (Halton). 


Association Football. 

Football Association vy. R.A.F.:—The R.A.F. team W 
beaten at Ipswich on Oct. 27, by an amateur eleven rep! 
senting the Football Association, by six goals to nothin 
The Times’ account of the game states.— 

The F.A. team got together from the kick-off. The half-backs, wi 
J G. Stevenson and F. H. Ewer, the two Corinthians, particularly go 
on the wings, took control of the game, and they were mainly 
sponsible for the somewhat one-sided nature of the play. Three g0i 
were scored in the first quarter of an hour. ‘The R.A.F. defer 
was beaten completely cach time, fast combined runs creating Opt 
ings that were rounded off by hard, well-placed shots. When t 
Air Force half-backs and backs became more accustomed to t 
quick passing tactics of their opponents they made the game fi 
and interesting without. doing much more than to show that the F. 
were as strong in defence as attack. Occasionally H. H. Gower a 
S. F. Duller failed to hold the Air Force forwards, who, unlike th’ 
suceessful rivals, blundered in shooting, the ball usually rising ov 
the bar, though Jackson did cause G. H. Harris some trouble 
coal. The F.A. added two goals after the interval. 
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Fencing. 

The R.A.F. Fencing Union beat the Birmingham Athletic 
Institute on Oct. 25 in a four-weapon match by 15 defeats 
to 21. Sq. Idr. F. G. Sherriff,“ M:Cj9R AY who wwas 
seriously injured in a flying accident last June, scored one 
win in the foil event and two wins in the epée event. 

In the bayonet contest the R.A.F. team, consisting of Sit. 
Digby, Sjt. Barber, and Cpl. Eyles, scored seven wins to 
two defeats. 

The R.A.F. team’s and the individual results were :— 
Fcil.R.A.F.: Sq. Ldr. Sherriff, 1, win, 2 defeats; SM. Reid, zr win, 
defeats; SM. Bradbury, 2 wins, 1 defeat—total, 4. 

Epée.—R A.F.: Sq. I.dr. Sherriff, 2 wins, 1 defeat; S-M. Reid, 2 wins, 
1 defeat; Cpl. Benson, 3 defeats—total, 4. 

Sabre.—R.A.F.: S-M. Scott, r win, 2 defeats; S-M. Reid, 2 wins, 
1 defeat: S-M. Bradbury, 3 wins—total, 6. 

Bayonet.—R.A.F.: Sjt. Digby, 2 wins, 1 defeat; Cpl Eyles, 3 wins; 
Sit. Barber, 2 wins, 1 defeat—total, 7. 


The Air Services Association. 

A Smoking Concert has been arranged by the Air Services 
Association and will be held on Nov. 18, at “ The Stirling 
Castle,’? London Wall, E.C. The Committee extend a cordial 
welcome to all former members of the R.F.C., R.N.A.S., and 
R-A.E. 

Further information concerning the Association, which 
was formed originally to bring together the officers and men 
of the AZgean Group, may be obtained from the hon. Secre- 
tary, Douglas H. Simmonds, 50, London Wall, E.C. 


A R.N.A.S. Re-union Dinner. 

The R.N.A.S. Armoured Cars Reunion Dinner was held at 
Anderton’s Hotel, on Oct. 29. Lieut.-Commander H. HE. 
Perrin was in the Chair, and the attendance of 74 officers 
and ratings testified to the continued interest taken in this 
gathering. 

All present thoroughly enjoyed the excellent concert pro- 
vided by ‘“‘ Ourselves,” which followed the Dinner. 


No. 9 Squadron, R.F.C. 

The following letter appeared in The Times on Oct. 27 :— 

Sir,_May I draw your attention to a misstatement in your Aero- 
nautical Correspondent’s article, ‘‘ Aircraft and Empire,” which appears 
in your issue of this morning? No. 9 Sqdn. was formed at Brook- 
lands in the spring of 1915 after an earlier squadron bearing the 
same number had been disbanded in the field. This earlier No. $ 
Sadn. was known as No. 9 (Wireless) Sqdn., and was dispersed among 
certain existing squadrons at the front under a scheme designed to 
furnish “ Corps?’ squadrons with wireless aeroplanes. Gunner officers 
were realising the value of aerial artillery observation, and were 
asking for more wireless co-operation. The officer commanding the 
dispersed No 9 Sqdn. forméd the new No. 9 Sadn. at Brooklands. 

With regard to your correspondent’s assertion that No. 9 was alone 
in possessing theatre-of-war birthplace, he has, I am afraid, over- 
looked the case of No. 16 Sqdn., Royal Flying Corps, which had its 
humble beginnings in the personnel turned out into a cold world 
by those squadrons to benefit by No. 9 (Wireless) Sadn.’s dispersal. 
I think he will find that No. 16 Sqdn. was formed at St. Omer un 
Feb. 10, 1915. 

There is another point to which I would like to draw attention. 
Your correspondent refers to the single-seater fighting aeroplane as 
‘sa defensive machine.’ Surely, this type of aircraft is, for all 
service beyond that of Home Defence, essentially offensive? Might one 
rot as justifiably call the bombers defensive machines because on 
occasion they are sent to subdue an enemy’s offensive spirit by 
excavating craters on his aerodromes? 


oS) 


(Signed) A. J. INSALL. 


THE ITALIAN SCHNEIDER TROPHY 


; ENTRY.—The Macchi 39 racing monoplane seaplane, two of 
which will compete for the Schneider Trophy at Hampton Roads, Virgina, U.S.A., on Nov. 11. 


The article in The Times to which Mr. Insall refers, was 
apparently based on the unfortunate official programme of the 
visit of the Imperial Conference to Croydon, and contained 
the following statement. 

The other two squadrons, Nos. 9 and 58, which will carry cut 
manceuvres in the night bombers, have honourable records of service, 
the first since the early days of the war as the ouly squadron ever 
formed in the field. 

Military Education. 

The following letter has been, received :— 

Sir,—By obvious inadvertence two paragraphs in your sum- 
mary of my concluding lecture on the “ Battles of the 
Somme, 1916,’ were misplaced, and appear as statements 
made by Lieut.-General Sir Archibald Montgomery-Massing- 
berd, who was in the Chair. As it is undesirable that he 
should have fathered onto him opinions which he did not 
express, I should be very grateful if you would insert a 
correction in your next issue. The misplaced paragraphs, 
which should have appeared as part of my lecture, read as 


follows :— 

Referring to the relations between Statesmen and Generals, he 
said that the Secretary of State for War in 1916 did not understand 
war and would not consult military authorities. He said that French 
Generals were ccntinually insecure. As an example of this he said 
that General Joffre was removed from the Supreme Command for say- 
ing that the offensive spirit of the French Army was broken at 
Verdun. 

In conciusion, he said that a strong standing Army was the best 
insurance a country could have against war. 


(Signed) W. E. de B. Whittaker (Major). 


Those Secret Racers. 

When Great Britain decided early this year that she would 
not compete in the Schneider Trophy Contest it may be re- 
membered that the Air Ministry announced with much éclat 
that it had ordered three machines and that these three 
machines would go for speed records at the same time as 
the Schneider Trophy Contest was flown. ; 

It may be remembered that THe AEROPLANE hazarded the 
opinion that it was very unlikely that three racers would be 
ready in time, 

Therefore it may be of interest to see why we have not yet 
heard of any progress with these machines. 

Lt.-Col. Bristow’s Crusader, the construction of which was 
undertaken by Short Brothers, has been completed, but is 
waiting for its 800 h.p. Bristol Hercules (or is it the Orion ?) 
engine. ‘his should be delivered any day now, and the 
machine may be in the air before Christmas. Mr. Bert 
Hinkler is the test pilot elect. 

The Supermarine-Napier S.5 low-wing monoplane and the 
Gloster-Napier IV biplane have both been delayed waiting 
for the mock-up of the new higher-powered and re-shaped 
Napier Lion engine which they have only just received. One 
is told that both look very clean. 

Mr. Hubert Broad has been testing various versions of the 
Gloster III known as the IIIa and IIIb at Felixstowe. These 
are the two 1925 Gloster racers fitted with variations, such 
as wing radiators, modified tails, wings, etc. From these 
tests much information has been obtained for the Gloster IV. 

Meanwhile a “‘ High-Speed Flight ”’ of R.A.F. picked pilots 
has been formed at Felixstowe, and is practising on the 
Bamel and the Glosters. The new racers will be handed over 


to this Flight when the tests have been completed.—G, D. 


The M.39 has been 


designed by Ing. Castoldi and has an estimated top speed of 262 m.p.h. 
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The pilot Flew successively on the various 
combinations of his three engines. First 
he Flew with his Port engine stopped. 
Later he stopped his starboard engine 
& proceeded fo fly in acircle a gainst 
the dead” engine. With any one of the 
/hree engines stopped the machine 
was able fa gain height. 


See Aeroplane Oct. 6” (926, 


oi Office: “AMBERLEY HOUSE, NORFOLK Sr, ~The BLACKBURN AEROPLANE & MOTOR C2, LTD 
TRAND, W,C. a egies Central ers Olympia, Leeds, England. Grams: Propellers, Leeds” 
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THE SAUNDERS MEDINA. 


THE SAUNDERS MEDINA. 
(Two 425 h.p. Bristol Jupiter VI 


engines.) 
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SPECIFICATION, 
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Span (top) ... 52 ft. o in. (15.9 m- 
Span (bottom) ... 58 ft. o in. (17.7 m. 
Length 46 ft. o in. (74.0 m. 


Height 16 ft. o in. (4.88 m. 
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Wing area ... 
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Weight empty ... 7,000 lbs. (3,175 kg. 
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S. E. Saunders Ltd. of East Cowes, Isle of Wight, have 
under construction and nearing completion an extremely in- 
teresting flying-boat known as the Medina. This machine is 
being built for the Department of Civil Aviation, and is in- 
tended to be used on the experimental Marine Service of 
Imperial Airways Ltd. 

Originally the Medina was laid down to be equippéd with 
two radial air-cooled engines of about 200 h.p. each, and in 
the original form the design promised to give a good all- 
round performance, carrying a paying load per h.p. which 
would have compared very favourably with the pay-loads 
carried by normal single-engined land machines. 

As, however, it is now recognised that, for commercial ser- 
vice at least, the twin-engined type of aircraft has nothing 
whatever in its favour unless it is able to fly with one en- 
gine only, and as the original design could pretty certainly 
not have done this, it was decided to fit engines of such 
power as to permit of flight on one engine. 

The only engines of the radial air-cooled type over 200 
h.p. which could be fitted are of 4oo or more h.p., so the 
Medina is necessarily fitted with twice the power for which 
it was originally designed. Under these circumstances the 
ratio of useful load to power is naturally considerably re- 
duced, and it may be objected on this ground that the Medina 
is not a commercial proposition. 

This, however, would be a short-sighted view to take. The 
Medina should fly with ease on one engine and should ac- 
cordingly be more reliable than any triple-engined type which 
needs two engines to keep it in the air. It should not need 
to call upon its engines for their maximum output even in 
taking off, which will mean long life and low maintenance 
costs for the engines. And, further, it will be possible to 
tune up the engines not with one anxious eye on maximum 
power output but practically solely for economical cruising 
—which should mean unusually low fuel costs. 

Also, as has often been maintained in this paper, the sea- 
plane which need compete only with the steamship can afford 
to operate at a reduced pay-load_ per h.p. very much more 
than can a land machine competing with a main line rail- 
way service. 

The Medina is a biplane flying-boat, equipped with two 
Bristol Jupiter VI engines, and fitted to carry seven pas- 
sengers, a crew of two and fuel for four hours. 

The central hull is of: the usual twin-step type, with a Vee 
bottom and flat tumble-home sides. Sides and bottom are of 
Saunders Consuta. 

The bottom, which is nearly half-an-inch in thickness is 


) 
) 
1,007 sq. ft. (94 sq. m.) 
) 
) 


Weight loaded...10,000 Ibs. (4,525 kg. 
Power loading rr lbs./h.p. 

(9 kg./h.p.) 
9.93 lbs./$q. it: 
(48.2 kg./sq. m.) 


Wing loading 


2 


of the hand-sewn type of Consuta, as machine-sewn Consuta 
can be bent only in one direction, and the bottom is curved 
both fore and aft and laterally. The sides, which are curved 
fore and aft, only are machine-sewn, and each is made in 
one piece in the new Saunders Consuta factory. 

The saving in labour which is rendered possible by this 
method of skin construction—compared with either the nor- 
mal ‘‘ boat-built ’? planking or the process of cutting, fitting, 
and jointing plywood is very large indeed. 

The internal framing of the hull consists of five main 
longitudinals (keel, two chine and two upper longitudinals), 
a number of substantial bulkheads, and a large number of 
light spruce timbers locally stiffening the skin. The deck 
is of machine-sewn Consuta. 

INTERNAL ARRANGEMENTS. 

In the extreme bow is a cockpit for use when picking-up 
or casting-off moorings. Aft of these is a second cockpit 
with two side-by-side seats. That on the port side only is 
fitted with controls. 

Behind this is a hatchway, set over to port, giving access 
to a luggage compartment. And on the starboard side of the 
compartment is a passage-way betwen the cockpit and the 
passenger cabin, which is directly below the wings. 

Aft of the cabin again, there is to starboard a lavatory and 
to port a companion-way, entered by a hatchway and ladder 
which will be the normal entrance and exit for passengers, 

3ehind this again is a second luggage compartment.. 

The cabin has fore-and-aft seats for three along each side, 
the passengers facing towards the centre of the hull. Each 
seat is provided with arm-rests. There is an additional seat 
outside the cabin proper between it and the fore luggage 
compartment which can be used either by a seventh pas- 
senger, or presumably by a cabin steward. 

The cabin is lighted by openable glazed windows. And 
it is fitted with the usual emergency rip-panel exit in the 
roof. 

THE WING AND ENGINE SYSTEM. 

The wing system of the Medina is unusual in more ways 
than one. The section used is the R.A.F. 33, a thick sec 
tion which has a stationary centre of pressure over the whole 
flying range. “he span of the top wing is less than that 
of the bottom wing, and the two wings are inter-connected 
by a triangulated system of steel tubes instead of the more 
usual strut and wire bracing. 

The two Jupiter engines are carried on steel engine plates 
slung from the front spar of the upper wing centre section. 
These engine plates are further supported by a somewhat 
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Grease gun equipment is now a standard fitting on all wheels. 
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Contractors to the Admiralty, the War Office, and the Air Ministry, 
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Tyricord, Cannon, London.” I0o- 106, CAN NON STREET, LONDO N, E.C.4. City 1477 (Two Lines). 
DIND PARIS: 31, Rue la Boétie. (365) 
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THE SAUNDERS MEDINA.—Some constructional details. (1) and (2) aileron control details; (3) the bottom 
port front spar joint, and (4) the fin and tail-plane. (A) Shows the attachment of the incidence tube to the nose 
of the tail plane. 


complicated system of struts which can more easily be illus- wards from the bottom of each engine plate to the rear spar 

trated than described. of the top wing. ‘hese tanks are so arranged that they may 
Fuel and oil tanks are carried behind each engine, sup- be withdrawn sideways after removing the cowling. 

ported on substantial spruce-beams which run diagonally up- The centre section itself is supported as regards the front 


THE SAUNDERS MEDINA.—The engine mountings (1) Side elevation showing the position of the petrol and 
oil tanks, etc.; (2) a perspective sketch of the port engine mounting, and (3) an engine-bearer plate and the 
spruce beams bracing it to the rear spar. A and B show the top and bottom engine-bearer plate attachments. 
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‘AIRCRAFT 


AMBULANCES. 
AMPHIBIANS. 
BOMBERS. 


COMMERCIAL 
CRAFT. 


FREIGHT 
CARRIERS. 


FIGHTER- 
RECONNAISSANCE 
TWO-SEATERS. 


FORESTRY PATROL 
FIRE FIGHTERS. 


SCOUTS, 
SINGLE SEATERS, 


SEAPLANES. 


TRAINING 
MACHINES 


TROOP 
CARRIERS 
VICKERSWIBAULT 


SYSTEM OF 


ALL METAL 
CONSTRUCTION. 


Celephone 
VICTORIA GGOO 


LTT TTT TTT 
a ~ eS Set EST 


— 


AIRCRAFT 


Accessories and Armament 


of all descriptions. 


TWO EXAMPLES OF ROYAL AIR FORCE TYPES, 


\VICKERS*VIRGINIA’ 


(TWIN 450 H.PNAPIER “LION” ENGINES ) | 
{ Flame JGva LORS Louupment) 


Length Overall...50-7." 


Height Overali....17-37 


Span(Spread)....86-6” Unladen Weight....900 lbs, 
Span(Folded)....44-37 Useful Load..........6,850 Ibs 


Approx. Full Speed...1O8mph. Minimum Speed...46m.ph, 


VICKERS “VICTORIA” 


4 


(TWIN 450 H.-P. NAPIER “LION” ENGINES) | 


Length Overall. ...51-7 


Aviation 


VICKERS HOUSE, BROADWAY, LONDON, SMW.1L 


(on service (rn Iraq). 


Span (Spread)...86-6" UnladenWeight...10,155 Ibs 
Height Overall ....17°3° Span (Folded)... 44-3" Useful Load........7945 bs 
Approx.Ful! Speed .104mph Minimum Speed. 48mpa 


Al Enquiries to- 
Department: 


AIRCRAFT FACTORY, WEYBRIDGE,SURREY. 
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AMMUNITION. 
BOMBS @ GEAR. 


CAMERA, AIR 
(EAGLE), 


DAVIS NAVIGATION 
LIGHTS. 


GUNS, BELT & 
DRUM FEED. 


GUN CAMERAS 


(HYTHE MK.I) 


GUN MOUNTINGS 


(VICKERS~ SCARFF), 


OLEO-PNEUMATIC 
UNDERCARRIAGES 
& TAIL SKIDS. 


PETROL & OIL 
ACCESSORIES. 
PYROTECHNIC 
STORES. 


REID CONTROL 
INDICATORS. 


STREAMLINE WIRES 
& STEEL TIERODS. 


ETC. ETC.ETC 


Telegrams | 


VICKERS, SOWEST, LONDON. 
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spar by a vertical strut on the centre-line of the hull, and 
through the engine mountings and. their bracing system. 

The rear spar is supported at the centre on the apex of 
an inverted Vee which springs from the lower rear spars 
below the engine centre lines, and at its outboard ends by 
vertical struts immediately behind: the engines. 

The lower wing centre section is built into the hull, and is 
braced by two tubes on each side. ‘These are attached to the 
hull in the plane of two main hull bulkheads situated one 
at each end of the passenger cabin. 

From the junction of the lower wing extension with the 
wing root, two tubes per side, one on each spar, run up- 
wards and outwards to the corresponding spars of the upper 
wing where they meet a pair of interplane struts which 
rake slightly outwards and downwards. A rigid diagonal 
tube between these latter interplane struts takes the place of 
the usual ‘ incidence ”’ wiring. 

The outer sections of the upper wing have a dihedral of 
5°. The lower wing is flat throughout. Both upper and 
lower wings are fitted with ailerons, which are interconnected 
top and bottom by one strut on each side. 


Tae Tai, UNIT. 

The horizontal tail plane is triangular in plan form and is 
carried well above the hull over a rectangular fin. The tail- 
plane is supported at its leading edge on the centre line 
by a tubular member attached within the hull to a screw- 
jack gear which raises and lowers the leading edge to con- 
trol the tail incidence. The rear edge of the tail-plane is 
hinged to the top of the stern-post, which is continued to 
form the rear edge of the fin. Here it is supported and is 
braced at the tips by tubular struts running to the bottom 
of the hull. Divided and balanced elevators are hinged to 
the rear edge of the tail-plane, and a large balanced rudder 
to the stern-post and rear edge of the fin. 


THE CONTROL SYSTEM. 
One of the most interesting features of the Medina is the 
very unusual system of control connections used. 
Except that in the case of the ailerons swaged rods are 
used as tension members for part of the system and for 


two chain and sprocket connections, the whole of the con- 
trol connections are made with steel tubes, acting either as 
push-and-pull rods, or as rotating shafts. The system ap- 
pears to be somewhat complicated, somewhat expensive, and 
somewhat heavy, but it is difficult to see how rigid control 
connections could be contrived without these qualities, and 
such controls were required’ to be used in this case by the 
specification. 

Considering how serious are the troubles found with con- 
trols of normal type on seaplanes as a result of rapid cor- 
rosion some such system is certainly worthy of practical trial. 

Rudder and elevator connections are throughout made by 
a series of tubes which form a continuous push-and-pull 
system from rudder .bar or control column to rudder or ele- 
vator levers. The tubes are in straight or nearly straight 
lengths, jointed one to another by universal joints, and 
supported at each joint by a radius link hinged to some rigid 
member of the hull structure which constrains each joint 
so supported to move only in the desired plane. 

The wheel controlling the ailerons drives through a system 
of chains and sprockets a fore and aft shaft which runs 
at the side of the hull to below the front wing spar. A 
chain and sprocket at the end of this shaft is coupled to a 
transverse tube lying just behind the front spar and running 
right across the hull and out into the lower wing root. This 
cross tube is made to move endwise by rotation of the wheel. 

A link couples each end of the tube to a centrally pivoted 
lever carried from the front spar, and this in turn is coupled 
by straight swaged rods to a second lever also carried from 
the front spar. This second lever has a third arm controlling 
a push-and-pull rod coupled to the aileron king-post. 

The tail incidence handwheel drives a fore and aft rotating 
shaft through chains, sprockets and a bevel drive. The rotat- 
ing shaft in turn drives the tail screw-gear through a bevel 

ear. 

3 The engine controls are also of the rigid type. Throttle and 
altitude levers are directly coupled by pull-and-push rods to 
levers on torque shafts run in the leading edge of the lower 
wing, and further levers on these tubes control push and pull 
rods running up to the engine mountings. 
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THE PARIS AERO SHOW. 

On Dec. 3, the tenth Salon de l’Aéronautique opens at the 
Grand Palais, Champs Elysées, Paris. The number and the 
internationality of the exhibitors has increased over previous 
exhibitions. 

Great Britain will be represented by Armstrong-Whitworth 
and Bristol: Holland by Fokker and Koolhoven: Czecho- 
Slovakia by Avia, Aero and Smolik: and Italy by Fiat and 
Isotta-Fraschini. Germany will not be present, owing to the 
fact that their entry into the F.A.I. was too late for them to 
obtain any space in the Grand Palais,—which is a very 
French method of eliminating competition. 

The following is a provisional list of aircraft exhibitors occu- 
pying large stands in the Grand Nef, arranged in alpha- 
betical order :—Aviméta (Société pour la Construction 
d’Avions Métalliques (Schneider); Ateliers et Chantiers de 
la Loire (Gourdou-Leseurre); Ateliers des Mureaux; Aero 
(Prague); Armstrong-Whitworth; Blériot Aérondutique; 
3reguet; Béchéreau; Marcel Besson; Caudron; Farman; Fiat; 
Hanriot; Koolhoven; Tioré-et-Olivier; evasseur; Milos 


Bondy (Avia) ; 
Potez;"~ S.BCavrs 
Villiers; Smolik. 

Other exhibitors of aircraft having stands other than in the 
Grand Nef will be :—Dyle and Bacalan; Descamps; Wibault; 
and the following air traffic companies : Air Union; Latécoére ; 
Farman; and C.I.D.N.A. 

The Bristol and’ Isotta-Fraschini exhibits will be solely en- 
gines, and these will be accommodated in smaller stands to 
be found round the Grand Nef in company with other engine 
exhibitors. 


Morane-Saulnier; Fokker; 
S.I.M.B. (Bernard) ; 


Nieuport-Astra ; 
Louis Schreck; 


THE CIRRUS MARK II. 

Since the appearance of the description of the Cirrus Mk. II 
engine in THE AEROPLANE of Oct. 27, a later version of a 
power curve for this engine has been received. This new 
curve shows a slightly increased output (78.5 b.h.p. at 1,800 
r.p.m.) together with a notable decrease in petrol consump- 
tion, which at normal r.p.m. (1,800) and full throttle has 
now reached .56 pints per b.h.p. hour instead of slightly over 
.60 pints shown on the original curve. 


r 
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FRONTAL AREA. 
to be held at Hampton Roads, Virginia, on Nov. II. 


The Macchi 39 racing seaplane designed for participation 


3S 


in the Schneider Trophy Contest 


The engine is a Fiat AS-2, a development of the A-22. Its 
nominal h.p. is 800 with a maximum of 845 h.p., and the engine light weighs 831 Ibs. 


The airscrew is a Curtiss- 


Reed of the latest type. 
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SIR ALAN COBHAM’S 
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ALL-METAL 


FLOATS: 


- \K 


were utilised by Sir Alan These floats, upon which the 
Cobham on his D.H.50.J. success cf the flight so very 


machine during his magnificent largely depended, were 
fight across half the world, specially designed and_ built 
flying over many thousands of by the pioneers of British 
miles o£ ocean. All-Metal Aircraft. 


SHORT BROS. 


(Rochester and Bedford), LTD. 
Seaplane Works : 


ROCHESTER, KENT. 
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THE AMERICAN NATIONAL AIR RACES. 


The 1926 National Air Races were held at Philadelphia 
during the Sesqui-Centennial Exhibition, from Sept. 4-11. 

Owing to the absence of a permanent flying field suitable 
for the purpose, a special field was laid out by the Schuylkill 
River, to the west of the Exhibition grounds, and this was 
known as the Model Farms Field. Adjoining this field is the 
Municipal Airport which was used for the accommodation of 
civilian aircraft. 

Pitcairn Field to the North of the city was used as a base 
for all Army Air Corps Aircraft and Mustin Field, Phila- 
delphia Navy Yard, was used for all U.S. Navy aircraft. The 
Ludington Exhibition Company’s Field at Pine Valley, N.J., 
was also available for civilian aircraft. 

Two triangular courses, one of five, and one of twelve miles, 
were laid out from the Model Farms Field. 

It appears that the races were not a success. The mis- 
take was made in keeping the meeting going too long, and 
no provision was made for the posssibility of bad weather. 
As it turned out, the weather was bad, with plenty of rain, 
and as the Model Farms Field was originally a marsh below 
the level of the Delaware River, conditions became so im- 
possible for aircraft that in the end the service aircraft were 
compelled to take off from their respective ‘fields in order to 
take part in the various races, as landing and taking off from 
the Model Farms Field became dangerous. 

The total attendance for the week has been reported to 
be not more than 20,000, which, compared with the atten- 
dances at one-day Pageants organised by our Lancashire 
and Yorkshire Flying Clubs, without the municipal assistance 
and press booming of the American meetings, seems ludi- 
crous. 

The following is a brief resumé of the results :— 

The On-to-Sesqui Race (14 entries) for the Sesqui-centen- 
nial ‘Trophy, which was open for competition up to Sept. 4 
was won by Fred Hoyt, who flew in a Travel-Air biplane 
(90 h.p. Curtiss O.X.5)-from Eureka, Cal., to” Philadelphia, 
2,558 miles, in 31 hours’ flying time. Second and third prizes 
went to Austin Lawrence and Ross Arnold, both of whom 
flew Curtiss J.N.4s from Dallas, Texas. 

On Sept. 4 the races were officially opened by Miss Gloria 
Swanson, a film actress, who fired the starting gun. 

The first eliminating race for The Aero Club of Pennsyl- 
vania Trophy (17 entries), for two- or more-seat low-powered 
aircraft was won by Basil Rowe on a modified Thomas-Morse 
S.4E. (Aeromarine engine), at 109.59 m.p-h. 

“Casey ’? Jones on a clipped-wing Curtiss Oriole (Curtiss 
C.6 engine), won The Independence Hall Trophy (12 entries) 
for two-, three- or four-seat aircraft, at 136.1 m.p.h. Second 
place went to James Ray, on a Pitcairn Sesqui-wing Arrow, 
with a speed of 127.8 m.p.h. 

A prize of $50 given daily for a parachute jumper landing 
closest to a mark provided some interest when Alva Starr of 
the Lakehurst Naval Air Station landed in a swamp near the 
machine park from which he was extracted with difficulty. 

On Sept. 6 the programme began with a model contest for 
the Mulvihill Trophy (19 entries). This event is mentioned 
because it was the only one of international character of the 
whole meeting, two entries from the Society of Model En- 
gineers, Wembley, England, competing. What they were 
is not known. ; 

The race for the B.B.T. Trophy (four teams of three) was 
a relay contest. The race was over three laps of 12 miles and 
at the end of each lap each team machine landed and the 
passenger unfastened a pennant, fastened to one of the struts, 
ran 200 yards to the next machine of the team on the start- 
ing line, and tied the pennant to the strut, the machine 
then taking off. This event was won by Basil Rowe’s team 
which consisted of Basil Rowe (Thomas-Morse), Casey Jones 
(Curtiss Oriole), and A. H. Kreider (Waco 09). é 

The last event of the day was for The National Guard 
Trophy (13 entries). All pilots were National Guard officers 
and all flew Curtiss J.N.4 biplanes. The first three places 
went to officers of the New York National Guard, Lieut. 
C. W. Rach, first; Lieut. C. J. Sack, second, and Lieut. L. F. 
Long, third. 

Heavy rains on Sept. 6 made the flying field too muddy 
for safety, and the programme for Sept. 7 was postponed 
until Sept. 12. 

On Sept. 8 the second eliminating race for The Aero Club 
of Pennsylvania Trophy was run. Fred Hoyt won this event 
on a Travel-Air biplane (Curtiss O.X.5) at 96.5 m.p.h. 

Lieut. F. H. Conant, U.S.N., won the Trophy in the Aero- 
batic Contest for Army, Navy, and Marine Corps pilots. 
Lieut. G. T. Cuddihy and Lieut. G. R. Henderson were 
placed second and third. 

The Efficiency Race for The Aviation Town and Country 
Club of Detroit Trophy (13 entries) was won by C. C. Cham- 
pion, Jr., on the new Wright-Bellanca monoplane (200 h.p. 
Wright Whirlwind). Carrying a load of 1,292 lbs., exclusive 
of pilot and fuel, he averaged 121.358 m.p.h. Walter Beech 


on a ‘Travel-Air biplane (200 h.p. Wright Whirlwind) was 
second. 

The Speed Race for the same Trophy was won by J. G. 
Ray, who, on the Pitcairn Sesqui-wing Arrow, averaged 
136.372 m.p.h. This race provided many thrills, as it turned 
out to be a speed contest between Casey Jones on the clipped- 
wing Oriole and J.G. Ray on the clipped-wing Arrow. Jones’s 
speed for the first lap was 133.4 m.p.h., Ray’s speed 127.9 
m.p.h. In the second lap Ray averaged 132.46 m.p.h., Jones 
133.52 m.p.h. On the lap Ray passed Jones and won 
at 136.372 m.p.h. Jones averaging 132.148 m.p.h. for second 
place. 

The last event was a light aeroplane race (four - entries) 
for the Aero Digest and Betsy Ross Speed and Efficiency 
Trophies. The winner of both Trophies was EK. B. Heath 
on the Heath Tomboy monoplane (34 h.p. Bristol Cherub) 
who averaged 91.29 m.p.h. A. H. Krelder on a K.R.A. mono- 
plane (38 h.p. Wright-Moorhouse) and J. Laass on a Driggs 
Dart (38 h.p. Wright-Moorhouse) finished second and third re- 
spectively. C. W. Meyers on the Meyers Midget (34 h.p. 
Bristol Cherub) forced-landed on his sixth lap. 

On Sept. 9 the first race was the final for The Aero Club 
of Pennsylvania Trophy. This was won by R. P. Hewitt 
on a Waco g at 107.516 m.p.h. Basil Rowe (Thomas Morse) 
and Casey Jones (Curtiss Oriole) were second and third, 

A landing contest for The Valley Forge Trophy was won 
by D. Davis who came to rest within five feet of the pre- 
scribed mark. 

The Liberty Engine Builders’ Trophy for standard service 
observation aircraft was won by Lieut. O. L. Stevens, A.C., 
on a Curtiss Falcon at 142.6 m.p.h., with Capt. Hornsby, 
A.C. (Curtiss Falcon), Lieut. G. T. Stevens, U.S:N. (Deas 
Special), and Major Pirie, A.C. (Curtiss Falcon), second, third 
and fourth respectively, all of whom received individual 
trophy awards. The competing machines were :—Army— 
Four Curtiss Falcon (O.-1) and six Douglas O.-2, all fitted 
with Liberty engines, and Navy—One D.H. special (Liberty) 
and one Vought V.O.-1 (Whirlwind). 

On Sept. 10 the U.S. Naval airship Los Angeles landed on 
the field and during the day the ill-fated Sikorsky S.-35 flew 
over en route to New York from Washington. 

The first race was for The Liberty Bell Trophy for large- 
capacity military aircraft. The entries were three Huff- 
Daland I).B.-r bombers (800 h.p. Packard) and three Douglas 
C.-1 transport biplanes (400 h.p. Liberty). The winner was 
Lieut. L. M. Wolfe, A.C., on a Huff-Daland, who averaged 
123.174 m.p.h. Second and third places went to Huff-Daland 
1,.B.-1s, the three Douglas C.-1s taking fourth, fifth and sixth. 

The last race of the day was for The John L. Mitchell 
Trophy for pursuit aircraft belonging to the 1st Pursuit Group, 
U.S.A.C. All entrants were on Curtiss Hawk (P.-1) fighters 
(420 h.p. Curtiss D.12). The winner was Lieut. L. G. Elliott, 
A.C., who averaged 160.38 m.p.h- 

On Sept. 11, C. C. Champion, Jr., won The Detroit News 
Air Transport Trophy for speed and efficiency on the Wright- 
Bellanca monoplane by covering 120 miles in 59 mins. 16 secs. 
carrying a load of 1,650 Ibs, 

The second event of the day was The Kansas City Rotary 
Club Trophy Race which took the place of the Pulitzer Trophy 
Race. This was won by Lieut. G. T. Cuddihy, U.S.N., on a 
Boeing F.B.-3 (600 hsp. Packard) at 18049 mp, Tieme 
L. G. Blliott, A.C., Curtiss P.-2 (soo Hp.) Curtiss vy acoam 
178.6 m.p.-h.; Capt. Ross Hoyt, A.C., Curtiss) Pi-om(5ocmana 
Curtiss V.1400) 170.9 m.p.h.; Lieut. C. C. Nutt, A.C., Curtiss 
P.-2 (soo h.p. Curtiss V:1400) 170.7 mup.h.; Lieut. Hi. Po Migs 
Cormick, A.C., Curtiss P.-2 (500 h.p. Curtiss V. 1400) 169.58 
m.p.h.; Lieut. H. D. Barnes, U.S.N., Curtiss F.6C.-1 (440 h.p. 
Curtiss D.12) 163.5 m.p.h.; Lieut. L. M. Sanderson, U.S.M-CR 
Boeing F.B.-3 (600 h.p. Packard) 163.3 m.p.h.; Lieut. A. B. 
Ballard, A.C., Curtiss P.-z (440 h.p. Curtiss D.12) 159.2 m.p.h., 
finished in this order. 

Lieut. Crumrine, A.C., Curtiss P.-r (400 h.p. inverted air- 
cooled Liberty) 167.7 m.p.h. and Lieut. C. C. Champion, 
U.S.N., Wright Apache (425 h.p. Pratt and Whitney Wasp) 
168.8 m.p.h. were disqualified for cutting a pylon. 

On Sept. 12, the following events postponed from Sept. 7 
were held. The relay race for The Benjamin Franklin Trophy 
was won by Basil Rowe’s team, consisting of Basil Rowe, 
Casey Jones, and A. H. Kreider. 

The Dayton Daily News Light Aeroplane Trophy was won 
by E. B. Heath in the Heath Tomboy (34 h.p. Bristol Cherub) 
at 86.45 m.p.h., with J. Laass on the Driggs Dart (Wright- 
Moorhouse) 82.76 m.p.h., and A. H. Kreider on the K.R.A. 
monoplane (Wright-Moorhouse) 76.7 m.p.h., second and third 
respectively. 

The last event of the day and meet was a light aeroplane 
race for The Scientific American Trophy. ‘This was won by 
A. H. Kreider on the K.R.A. monoplane at 94.49 m.p.h., with 
EB. B. Heath, Heath Tomboy (Bristol Cherub) 91.21 m.p.h., 
second; C. D. Chamberlain, Bellanca monoplane (Laurence) 
89.3 m.p.h., third, and H. J. Laass, Driggs Dart’ (Wright- 
Morehouse) fourth at 85.38 m.p.h. 
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AIR DEFENCE FOR AUSTRALIA. 

In the course of a lecture before the Aero Club of Sydney, 
New South Wales, on Sept. 20, Sq. Ldr. F. E. Sandford, 
A.F.C., late R.A.F., and at present the representative of the 
Blackburn Co. m Australia, said that he considered that the 
only way Australia could be defended was by establishing a 
large force of torpedo-carrying aeroplanes. He said that he 
did not believe that warships or armies would prevent an 
invasion; warships could not always stall off an enemy and 
an army would not come into action until an enemy had 
landed. 

Sq. Ldr. Sandford, who was one of the earliest Australian 
pilots in the R.N.A.S., and certainly one of the best engineers 
who ever served in the R.A.F., pointed out that war experts 
had not always appreciated the value of new mechanical 
equipment. He did not think that Australia required a Navy 
—except submarines. He thought that with torpedo-carrying 
aircraft and submarines small nations could protect their 
harbours and coast-lines. Large flying-boats were required 
for the heavy seas round Australia. 

He went on to say that it would take years to create an 
aircraft manufacturing industry in Australia, and suggested 
that the Government should devote the Navy Vote to air- 
craft. Air defence was more important for Australia than for 
England because of Australia’s geographical position and 
limited expenditure. 

He concluded by saying that he did not see that Australians 
could blame the Japanese for resenting Australia’s prohibition 
of Japanese inimigration, and inferred that Australia must be 
prepared to support her prohibition by force of arms,—pre- 
ferably by Air Power. 

AN AUSTRALIAN RECORD. 

On Oct. 22, Capt. Johnstone, of the Queensland and 
Northern ‘Territories Aerial Services, flew from Longreach 
(Queensland) to Melbourne, a distance of 1,100 miles, in 610 
minutes (ten hours, ten minutes). This is claimed to be a 
record for an Australian one-day flight. 

The journey from Longreach to Melbourne by other means 
of transport takes about six days. 


FRANCE—MADAGASCAR—FRANCE. 

On Oct, 12 two flying-boats of the French A éronautique 
Maritime left Berre, near Marseilles, to fly to Madagascar 
and back to St. Raphael. 

The two boats are a C.A.M.S.37 (450 h.p. Lorraine-Dietrich 
engine), piloted by Lieut. de Vaisseau Guilbaud and carry- 
ing Maitre Principal Bougault, and a Lioré and Olivier (420 
h.p. Jupiter engine) piloted by Lieut. de Vaisseau Bernard 
and carrying Second Maitre Garrat. 
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The route they will follow will be by the coasts of 
Morocco and Mauritania to St. Louis, in Senegal. Thence 
they will follow the courses of the Senegal, Niger, Oubangui 
and Congo rivers to Lakes Tanganyika and Nyassa, and 
the cast coast, crossing the Mozambique Straits to Majunga, 
Madagascar. 

They will return via the valley of the Nile. The total 
distance will be 26,000 kms. (approximately 16,000 miles) 
and will take three months. 

They left Berre at 05.50 hours on Oct. 12 and arrived at 
Tangier at 16.00 lours. 

On Oct. 13 they arrived at Casablanca. 

On Oct. 15 they left Casablanca for Avadir and Las Palmas. 

On Oct. 18 they arrived at Port Etienne from Las Palmas. 

On Oct. 22 they alighted on the Senegal River at Kayes. 

On Oct. 24 they arrived at Bamako, on the Niger River, 

PRACTICAL EXPERIENCE. 

Flying on the organised air lines seems to be growing 
popular among those concerned with aeronautical publica- 
tions, following on the journeys made by Mr. Lester Gardner 
of Aviation, New York, who covered all the European air- 
lines, besides the Cairo—Baghdad and Toulouse—Casablanca 
routes, and Mr. Lowell Thomas, who has flown over most 
of the European air lines. 

The latest air tourists are the Commendatore Attilio 
Longoni (Director of the Gazzetta dell’Aviazione, the well- 
known Italian weekly paper, and L’Ala d’Italia, the monthly 
review), and his chief editor, Signor Angelo Castiglioni. 
‘These two gentlemen have been touring the whole of Europe 
by air to study the organisation of commercial aviation in 
European countries. 

They recently honoured the office of THe AEROPLANE with 
a visit in the course of their tour and thanks to the kindly as- 
sistance of Signor Drebertelli, the London representative of 
their papers, one was able, in spite of one’s lamentable ignor- 
ance of the Italian language, to have quite an interesting 
conversation with them. 

They were particularly interested in the three-engined 
Argosies and D.H.66s, which have been built for Imperial 
Airways Ltd. and expressed their appreciation not only of 
the three-engined scheme but of British construction in 
general. 

THE R.Ae.C. MONTHLY HOUSE DINNER. 

The First Monthly House Dinner of the present Winter will 
be held at the Royal Aero Club on Wednesday next, Nov. 10, 
at 19.00 hrs. Mr. F. Handley Page will open a discussion on 
“ British Aviation,’ and the Chair will be taken by Lord 
Thomson. Seats should be booked at once, as space is limited 
to 60 diners. 


THE BEARDMORE CYCLONE MARK II ENGINE.—This is a new version of the Beardmore Cyclone. It is a 
six-cylinder vertical engine of high power running at a low speed. It has cylinders 8 5/8 in. bore by 12 in. 
stroke, a compression ratio of 5 1/4 /1 and develops 850 b.h.p. with a small and 950 b.h.p. with a large 
carburettor at 1,350 r.p.m. for a dry weight of 2,150 Ibs. 

The Cyclone Mk. II is approximaetly 7 ft. 6 in. long, 5 ft. 1 in. high, and 2 ft. 11 in. maximum width. 

A notable feature of the engine is the very low consumption of fuel and oil—.48 Ibs. of petrol and .01 Ibs. of 
oil per b.h.p. hour. For aircraft operating over long stages this economy of fuel and oil may be very important, 
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Kastman Aero Camera 
Model K1 


for Topographical Work 
The Eastman Aero Camera 
in action. Driving power is p 
a rotary paddle wheel, with 
intervals between exposures. 
9; ins.x 7% ins. (18x 24 cm.) 
—up to 100 can be made on 
one 7) ft. roll of Eastman 
Daylight Loading Film. The 
film is held flat by the constant 
suction caused by the Venturi 
tube. Shutter speeds can be 
varied at will from 1/90 to 
1/3 10th of asecond. Fitted with 
either 12 in. or 20 in. £4.5 lens. 


(Model K1) is entirely automatic 
rovided by a wind motor containing 
a lever control, which also regulates 
ny number of exposures—size 


Further particulars post free on application to 


Kodak Limited, Kingsway, London, W.C. 2 
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The steel tubing in the machine was naturally supplied by wns 

Accles and Pollock, who, like so many of the other people scat 
concerned with the material in the machine, were the first sal 

in their line of business to specialise in aircraft material. In ee 
fact any aircraft manufacturer of to-day when he thinks of a 

steel tubing automatically thinks of Accles and Pollock. 
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bourne-London flight, all the tub ng 
meet every requirement in Aircraft 


and tubular parts were of our MAKERS & MANIPLILATORS 
OF WELDLESS STEEL TUBING Construction and as such are used by 


manufacture. . 
What better demonstration of their suita- ences all the leading Aircraft 
bility for important aircraft construction ? OLDBURY anulacturers, 
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THE SOCIETY OF BRITISH AIRCRAFT CONSTRUCTORS. 

The Society of British Aircraft Constructors announce the 
election of the following officers for the year 1926-1927 :— 

Chairman, Mr. I. O. M. Sopwith, C.B.E. (H. G. Hawker 
Engineering Co. Itd.). 

Vice-Chairman (for Aircraft), Capt. P. D. Acland (Vickers 
Ita.) 

Vice-Chairman (for Engines), Mr. H. T. Vane, C.B.E. 
(D. Napier and Son Ld.). 

Hon. Treasurer, Sq. Cdr. J. Bird (Supermarine Aviation 
Worxs Ltd.). 

THE ROYAL UNITED SERVICE INSTITUTION, 

The programme of lectures to be delivered at ther Re WkSals, 
Whitehall, during the 1926-27 season, includes the following 
lectures of special interest to the R.A.I’. :— 

Wednesday, Nov. a4.—*¢ Anti-Airecraft “Defences, with Spectal 
Reference to the Territorial and County Organisations.” By Major- 
General I. B. Ashmores CB. CMG.) MLV :0. 

Wednesday, Dec. @.—* The Royal Air Force Ilight from Cairo 1o 
the Cape.’ By Wing Cdr. C. W. H. Pulford, O.BIH., A.F.C, RAV. 

Wednesday, Feb. 23.-— Air Co-operation with the Army.” By Wiig 
Cdn. le eGossar emo: S/O, ac Gay merit. 

The lectures begin at 15.00 hours. 

A CORRECTION. 

With reference to the paragraph relating to the Royal 
Aero Club and the Seven Aero Club on page 556 of the issue 
of ‘tHE ARROPLANE, dated Oct. 27, for Westland ‘‘ Widgeon ”’ 
in the second and seventh lines read Westland ‘‘ Wood- 
pigeon.”’ 

The transposition of the names of the two excellent West- 
land aircraft by a mental inversion does not affect the argu- 
ment. We are still waiting either for the appearance of an 
apology from the Royal Aero Club or the occurrence of a 
Court Martial in the Royal Air Force. ‘The slur cast on the 
honour of the Air Force cannot be allowed to remain. 

TO PHOTOGRAPHIC SURVEYORS. 

The attention of those who are concerned with photographic 
survey work is directed to a meeting of the International 
Society of Photogrammetry which will take place in Berlin 
from Noy. 22 to Noy. 26. At this exhibition there will be on 
view a number of instruments, maps and photographs used 
in this system of photographic survey which is closely allied 
to air survey work. 

The exhibition will take place on the premises of the Techni- 
cal Academy at Charlottenburg, near Berlin. Those who 
wish to attend are invited to communicate with Herr Erwin 
Reibenschuh, Rauchstrasse 23, Berlin, W.10, Germany, who 
will be remembered as haying visited this country some 
months ago in connection with photographic surveying. 

The International Society of Photogrammetry was founded 
by Professor Dr. Dolezal before the War 1914-18, and was in- 
tended to unite persons and societies of all kinds interested 
in photogrammetric survey by the exchange of experience 
on a scientific basis. ‘he war interrupted Dr. Dolezal’s ex- 
cellent plans, and the scheme has only recently been renewed. 

The exhibition will demonstrate the progress of mapping 
photographically, both from the ground and from the air 
by a number of examples of such work from various countries. 

AIR AFFAIRS IN PARLIAMENT. 
THE DCGUCHERIT PARACHUTE 

In the House of Commons on Oct. 26, in reply to a question by 
VIscoUNT Sanpon, the SECRETARY OF STATE FOR ArR said the new 
American invention of parachutes for the aeroplanes themselves lad 
not been tested, but that a similar proposal had been carefu'ly 
considered and rejected some time ago. While a parachute to 
sustain an individual was quite practicable, the weight and bulk of 
one to sustain a complete aircraft would be incompatible with 
present day performance, and, so far as the aircraft itself was con- 
cerned, it was considered to be better to make it safe to fly than 
to rely on extraneous aids of this nature. 

METHOROLOGICATL FACILITIES IN THE EAST. 

In the House of Commons on Oct. 26, in reply to a question by 
VISCOUNT SANDON, the SHCRETARY or State FOR AIR said that he under- 
stood that Sir Alan Cobham’s suggestions, as reported in the Press, 
had reference to the meteorological and other facilities which would 
be required for a regular air service between Calcutta and Singapore. 
Before such a service was instituted any recommendations made by 
Sir Alan Cobham, as a result of his experiences, would receive the 
fullest considcration from the authorities concerned. 

[In this connection the following message from The Daily Telegraph 
correspondent in Calcutta, dated Oct. 27, is of interest :— 

“ As the result of Sir Alan Cobham’s experiences, and with a view 
to the early inauguration of Indian air mails, the Indian Govern 
inent is considering important developments in the direction of weathur 
warnings in connection with air mails It is intended that India 
shall undertake the cost and responsibility of providing information 
within the area represented by the triangle Karachi-Aden-Basra, where 
the meteorological network is at present so open that storm warn- 
ings are practically non-existent. Forecasting for airships from the 
centre Karachi will involve considerable expenditure, but this is 
considered a most urgent scheme in view of the frequency of the 
storms in these regions, which would easily spell destruction to un- 
warned aircraft: A second scheme concerns a future air route 
between Calcutta and Singapore, while a third scheme is for broad- 
casting from the centres Quetta and Peshawur, for the benefit of the 
R.A.F. squadrons on the frontier, where aviation is an 


increasingly 
important arm of India’s defences.’’] 


ANOTHER NON-STOP RECORD. 

On Oct. 28, M. Coste and Capt. Rignot left Le Bourget 
on a Breguet XIX biplane (500 h.p. Hispano-Suiza engine) 
in an attempt to beat the World’s Record for a non-stop 
flight in a straight line. 

On Oct. 29 they landed at Jask, Persia, having covered 4 
total distance of 5,425 kms (3,390 miles). 

Their total flying tume was 32 hours. They actually got 
beyond Jask in the hope of reaching Charbar, but returned 
to Jask owing to darkness. 

The previous record was held by Lieut. Challe and Lieut. 
Weiser, who, in August, on a similar machine, flew from 
Paris to Bandar Abbas, a distance of 5,175 kms. (3,234 miles). 


CIVIL AVIATION IN PERU. 

‘The Peruvian Congress has allocated a sum of £45,000 in the 
1927 Budget for the establishment of a seaplane service along 
the Huallaga and Pachitea Rivers in order to improve com- 
munication between Lima and Iquitos. 

The organisation of the service will be arranged with the 
assistance of the United States Naval Mission. Lieut.-Com- 
inander H. B. Grow, U.S.N., of this Mission, is the com- 
manding officer of the Peruvian Naval Air Service. 

BY LIGHT AEROPLANE TO THE EAST. 

Various papers have published paragraphs concerning a 
projected long-distance flight on two Moths by Mr. T. Neville 
Stack, chief instructor and aerodrome manager of the Lanca- 
shire Aero Club, and Mr. B. S. Leete, late R.A.F., who is 
a member of the Lancashire Club. It was the original inten- 
tion of Messrs. Stack and Leete that nothing should be said 
about the flight until they had actually started, but there is 
so much gossip going about concerning the flight, that there 
can be no harm in stating that the intention of the two pilots 
is to get to ‘'a warmer climate ’—which presumably means 
reaching India if they can. 

One does not know whether they intend to follow the 
Central European route to Constantinople and thence across 
Anatolia to Baghdad, or whether they will go by Malta to 
Tripoli. 

Two Moths with Cirrus engines have been turned into 
single-seaters and equipped by the De Hayilland Company 
with specially large tanks to give a non-stop flight of 
8-8: hours. One of these, to be flown by Mr. Stack, is 
G-EBMO, the King’s Cup winner, otherwise known as “ Sir 
Charles Wakefield’s Bath,” owing to her white enamel finish. 
The other is G-EBKU, one of the De Havilland school 
machines, and in fact the second Moth to be built. Both have 
Cirrus Mk, Il enginess 

Somewhere about three years ago two young officers of the 
R.A.F. worked out a beautiful scheme to fly home from Iraq 
during their spell of leave on two, Parnall Pixies, and 
had worked out all their plans even to the exent of having 
secured the machines. But they were stopped for political 
reasons, as at that time affairs with Turkey were strained, 
and the position might have become more difficult if a British 
officer had made a forced landing in Turkish’ territory. 
Owing to the improvement in the political situation it is now 
possible for British pilots to fly across Turkey in comparative 
safety. Consequently, given good luck with their engines, 
there seems no reason why Messrs. Stack and Leete should 
not fulfil their ambition to become junior Cobhamis. 


THE FLYING CLUBS. 
The London Aeroplane Club. 

Report for week ending Oct. 31. 

Total flying time 25 hrs. 30 mins. ‘The weather conditions were 
responsible for three blank days. 

The following members. had instruction :—T. C. Sharwood, E. J. RB. 
hing, F. Clarkson, Miss Fleicher, G. Eady, M. P. Susman, H. Spooner, 
G. C. Bonner, J. S. Boult, L. J.-C. Mitchell, G. BH S, Mills; Aaa 
Kichardson, J. J. Hofer, N. J. S. Mcl.eod, E. A. Lingard, J. He 
Simson, J. L. Gardner. 

The following made solo flights:—J.ady Bailey, N. J. Hulbert, 
Rk. Malcolin, Miss O’Brien, BE. L. O. Baddeley, O. J. Tapper, L. J. © 
Mitchell, E. E. Stammers, J. H. Saffery, N. Jones, A. R. Ogstom 
K. V. Wright, Major K. M. Beaumont, G. H. Craig, -A. Ga 
Alderson, W. Hay, S. O. Bradshaw, C. A. Rogers, E. S. Brough. 

The following had joy-rides:—I. C. Davy, R. C. Preslahd, G. H. 
Craig, Miss Samuelson, Miss McKay, B. Waugh, C. G. Denton, Miss 
Gallien, Rs J. Giffor, iP. G.. daweas; 

Total flying time for October was 183 hrs 5 mins. 

The Lancashire Aero Club. 

Report for week ending Oct 22. 

Total time for week 25 hrs. 4o mins. 

Dual” with Messrs. Stack, Cantrill and Scholes :—Messrs. ‘Twemlow 
2 hrs. 20 mins., Blagden 2 hrs., Miss Brown 1 -hr. 20 mins., Messfs: 
Crosthwaite 1 hr., Newton xr hr., Leigh 55 mins., Hughes 50 mins, 
Wade 45 mins., Stern 4o mins., Benson ¢o ynins., Miss Emery 35 mins., 
Messrs. Shiers 40 mins., Goodyear 35 amins., Woods 25 mins., Gattrell 
co mins., Abdalla 20 mins., Cohen 20 mins., Harden 20 mins., Moore 
20 mins., Anderson 15 mins., Hardy 15 mins., Ieeming 15 mims., 
Fallon 15 mins., Costa 15 mins., Barker 15 mins., Barnes 15 mins., 
Adshead 10 mins. 

Solos :—Messrs. Costa 2 hrs. 1s mins., Lacayo 4o mins., Leeming 
20 mins, Williams 30 mins , Goodfellow 20 mins 

Joy-rides with Messrs. Goodfellow, I.ceming and Tacayo 2 hrs. 4° 
mins. ‘Test flights 1 hr. 35 mins. 

It is now no longer a secret that a very sportiig and ambitious light 


NOVEMBER 3, 1926 The Aero plane 593 


plane flight is to be attempted by Mr. T. N. Stack, a member and 
chief instructor of the Club, and Mr, Leete, another member who 
has represented the Club at several inter-club displays. 

There is no need to go into details of the long distance flight which 
they are attempting on two D.H. Moths. Iv is sufficient to sav 
that the Club was so impressed with the sporting nature of the 
effort, and its value to the light ’plane movement as a whole in the 
event of success, that they took the line of giving Mr. Stack special 
leave of absence from his duties at a few days’ notice in order <o 
enable him to carry out the flight. 

We wish them both all possible good fortune and success and (to 
paraphrase the mothers of the American World-Fliers) we have ‘seni 
them away with a smile and will weleome them home with beers.” 

The Club has been exceedingly fortunate in obtaining at short 
notice as Mr. Stack’s depuiy the well-known pilot, Mr. H. A. Brown. 
After a distinguished record in the R.N.AS. and R.A.F., Mr. Brown 
was the leading pilot of the Avro joy-ride company in the years 
immediately following the war. For the last five years he has 
been the chief instructor to the Spanish Royal Naval Air Service 
at Barcelona, and has a record of over 3,000 hours’ flying. His first 
fight on a Moth was a delight to witness. 

The Newcastle-upon-Tyne Aero Club. 

Report for week ending Oct. 31 
Total flying time 15 hrs. 30 mins., all on LN. 

TY is awaiting the completion of ton overhaul of engine 
Dual 6 krs. 5 mins Solo g hrs. 25 mins. 

The following members had instruction with Mr. Parkinson :—Miss 
Peathart, Mr. C. E. Craig, Mr. C. E. Shaw, Mr. D. Matthews, Mr 
R Whitfield. 

The following pilot members flew with passengers :— Lord Ossulston 
with the Earl of Tankerville, Mr. Matthews, Mr. Atkinson, and Mr. 
Turnbull. Mr. Forsyth Heppell with Mr. Wardill, Mr. H. Ellis, Mr. 
Stawart. Mr. R. N. Thompson with Miss I.eathart, Mrs Marcks, and 
Mr. Watts. (Passengers are always sure to go with Mr ‘Thompson 
when asked, for he is regarded as a safe and steady pilot who will 
not do tricks.) Mr. W. Baxter Hllis with Mrs. Ellis, Miss Nesbit, 
Mr. Douglas, and Mr. Nicholson: Mr. C. ‘Thompson with Mr. Watts 
and Miss James. Dr. H. I.. B. Dixon with Mr Dixon, Mr. Whit- 
field; Mr. Henderson, and Mr. J,. Wilkinson. Mr. F. H. Phillips with 
Mr. Annandale, and Mr. J. Bell. 

Miss T,eathart, Mr. H. Ellis and Mr. Matthews flew colo during 
the week, Miss Leathart being “launched” on Monday morning and 
Mr. Matthews in the afternoon. 

On Monday, in spite of very bad weather and a considerable quantity 
of snow, Lord Ossulston travelled by ear to the aerodrome from 
Chillingham Castle, some 4o miles away, with his father, the Earl 
of Tankerville, as passenger, and then flew with him back to 
Chillingham, landing there and returning to the aerodrome solo. 

The Earl of Tankerville is 75 years of age, and made the flight 
very iargely with the object of showing his confidence in flying, 
as he considers, as the Club has- always felt, that such flights do 
inuech good. 

Mr. Parkinson is taking a month’s rest so the pilot members 
will now make up for lost time, as there will always be one machine 
available for them. It will be noted that they have started well 
this week. There was a good attendance on Saturday and Sunday. 

Dr. Dixon has very kindly loaned a piano to the Club and now that 
flying finishes early, happy evenings are spent in the Club-house. 

Another valuable aid tc comfort is the gift of a portable stove 
by Lord Ossulston, for which certain members of the staff are very 
grateful. 
The Midland Aero Club. 

Report for wezk ending Oct. 31 
Total flying time 8 hrs 30 mins. 

The following had dual instruction:—A. B. Gibbons, H. Smith, 
€. Fellowes, C. I. Knox. 

The following made solo flights:—E J. Brighton, W. Swann, C. 1. 
Knox, R. IL. Jackson. 

Mr. I, V. Mann was given a passenger flight. 

Very little flying was possible on Sunday owing to bad weather. 

The Hampshire Aeroplane Club. 

Owing to the indisposition of the Publicity Secretary the usual 
report will not be forthcoming until next week. 

Last Sunday, Oct. 24, G-EBOH was flown down to Emsworth by 
Mr. Musselwhite with Mr. Perfect as passenger in answer to Rear- 
Admiral Preston’s kind invitation to lunch. After lunch a stazt 
Was made for the Seven Sisters with the idea of meeting Sir Alan 
Cobham there. As far as one can tell G-EBOH was the only machine, 
other than Sir Alan’s, which landed at Burling Gap 

The Sydney (N.S.W.) Flying Club. 

Report for week ending Sept. 18. 

Total flying time 39 hrs. 25 mins., of which 19 hrs. 25 mins. was 
dual instruction. 

Total number of flights 112. 

On Sept. 20 Mr. R. H. Mitchell completed his first solo flight. 
| This makes nine pupils who have done their first solo flights in 
seven weeks’ operation of the Club 

The Department of Civil Aviation recently asked for a return to 
include the next-of-kin of all pupils of the Club. The members of 
| the Club were circularised and the following is one of the replies :— 

“Dear Sir,-Simultaneously with achieving my first solo this 
/Morning I receive your very polite, jolly little note inquiring tenderly 
after my next-of-kin. Tet us hope the coincidence is a good omen 
at least. 

I presume the information is required in case I should faint, or 
Swear, or do something naughty out at our new Mecca. ‘Therefore 
I have pleasure in advising that my father can be found at the 
above address. 

Roughly speaking—without referring to notes—I do not think I am 
| Married. 

Please note particularly that I have a passion for daffodils, and like 
them best tied up with black and gold ribbon—my school colours. 

As part of our business is in timber n> doubt the firm can put 
| You direct onto a cheap line in coffins 
Any other cheerful information desired will be gladly svcpplied. 

Yours faithfully fe 


ie. Fresher than paint 


As far as cat bodies are concerned, the old 
saying ‘‘As fresh as paint’”’ must give way to 
a newer and better slogan “As fresh as 
Cerric’”’ for Cerric is far ahead of paint and 
varnish as a coachwork finish. 


CERRIC is a cellulose lacquer which sets 
hard, does not crack or peel, is easily cleaned 
and is impervious to caked mud, dust, grit 
and even tar. 


CERRIC is the same all through; there is no 
varnish to rub away, and the more you clean 
it the better it looks. 


erric 


CELLULOSE 
LACQUERS 


CERRIC is used by many leading makers, and any 

up to-date Coach Finisher can apply it. For des- 

criptive booklet and address of nearest Cerric 
finisher write to the sole manufacturers : 


CELLON (RICHMOND) \bS HB), 
Cellon Works, Petersham Road, Richmond. 


Telegrams: Telephone: 
AJAWB, Richmond, Surrey. Richmond 2213 (3 lines.) 
Ca 
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COMMERCIAL AERONAUTICS. 


The London Terminal! Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Monday, 12; Ttesday,, LL} Wednesday, 13; Thursday, 
tr, Friday, 6; Saturday, 10; Sunday, 5 
IMPERIAL AIRWAYS LTD. : 
Tondon—Paris ; London—Ostend—Brussels—Cologne ; London—Rotter- 
dam—Amsterdam: Machines 25, passengers 129, freight 13 tons. 
AIR UNION: 


Paris—I.ondon : Machines 17, passengers 15, freight 15 tons. 


THE AIR MINISTRY AND PHOTOGRAPHIC SURVEYS. 


The Secretary of State for Air, realising the importance 
of air survey in relation to Empire development, has arranged 
for an exhibition of the methods employed in producing 
photographic surveys to be held during this present week 
at Gwydyr House, Whitehall, where the political and civil 
side of the Air Ministry is situated. This exhibit, which is 
in effect the same as that which was shown but not seen at 
Croydon on Oct. 23, has been arranged by the Aircraft Operat- 
ing Company Ltd. and the Air Survey Company Ltd. in co- 


1 K.L.M. : operation. Sir Samuel Hoare has put Room 48, Gwydyr 
Ht Amsterdam—Rotterdam—London * Machines 11, passengers 16, freight House, at the disposal of these firms. 

t 2 tons. The exhibit consists of the apparatus used in aerial photo- 
i SABENA sraphy, a number of photographs taken by th 

i Machines o, passengers 0. Slope yer e an photographs ta ~ by the firms, and a 


full exposition of the various methods by which maps are 

produced from photographs. 

The Aircraft Operating Co. Ltd. exhibit an extremely in- 
teresting map of Central London, made up of very much en- 
larged photographs, so that the whole map is on a scale of 

. about twenty-five and a-quarter inches to the mile. There 
is also a photographic map of a London suburb, such as 
should be of great use te estate agents desiring to show pros- 
pective householders the exact location of the lots which they 

personvel, 308. are thinking of buying. , 

The Air Survey Company Ltd. show some excellent ex- 
amples of their work in the Far East. And the map show- 
ing the areas which they have already surveyed is convincing 
evidence of the further possibilities of such work. 

The various Dominion Ministers who have been taking 
part in the Imperial Conference have paid special visits of 
inspection to the exhibit and it is now open to the general 
public. Any reader of THr ArROPLANE who wishes to acquire 


DeEvUTSCIIE IUFTHANSA AG. + 
Berlin--london: Machines 12, 
PRIVATE : 
Machines 3, passengers 7. 
Total number of trips by British Machines, 28, carrying 136 pas- 
sengers. Foreign Machines, 40, carrying 29 passengers. 
Comparative Figures : 
Week ending Oct. 31? 
Machines, 68; Passengers, 175; Crews, 85; Total 
Corresponding week, 1925. 
Machines, 83; Passengers, 213; 
Corresponding week, 1924: 
Machines, 82; Passengers, 346; Crews, 1025 Total personnel, 448. 
Corresbonding weeR, 1923: 
Machines, 64; Passengers, 142; 
Corresponding week, 1922: 
Machines, 52; Passengers, 210; Crews, SN, 
Corresponding week, 1921 * 
Machines, 43; Passengers, 112; Crews, 59; 
Corresponding week, 1920: 
Machines, 64; Passengers, 128; Crews, 855 


SS 


passengers 8. 


personnel, 260. 


Crews, 95: ‘Total 


Crews, 95; Total personnel, 237. 


Total personnel, 288. 


Total personnel, I7I. 
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Total 


personnel, 213. 
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Croydon Notes. 

Now that the Argosies are flying so well and efficiently and with 
such reliability, rumour says that they are permitted to take the 
direct route from J,cndon to Paris. The yarn says that instead of 
crossing from Folkestone to Boulogne or Dungeness to Berck they 
now leave the English const at St. T.eonards and make a landfall 
at Criel, which is a few miles North-east of Dieppe. 

The truth, as obtained from reliable sources, is that they leave 
the English coast at about Rye and make the French coast about 
Paris-Plage One imagines that pilots who try to save time by taking 
the rumoured route are likely to have their tails twisted by the 
Management. After the recent and regrettable incident, the firm is 
not likely to want any more machines in the Channel, and there is 
always a possibility that one engine of three (or a dozen) may stop 
in a way which enforces an immediate descent. 

3ut anyhow, the average time for the complete journey is 
21 hrs. instead of 2} or 3 hrs., as it has been in the past. 

A comparison of what cen be done in the same time is interestinz. 
While the Argosy is flying to Paris a pedestrian could walk two- 
thirds of the distance from the Royal Aero Club to Croydon Aerodrome, 
a motorist could drive from London to St. Leonards. 

“The Lowenstein Navy,’ with Lt.-Col. Minchin as Commodore 
and Mr. Leslie Hamilton as First Mate, arrived in England last weck. 
It is understood that Melton Mowbray is to be the headquarters of 
the fleet during the Winter 

There is at present much speculation as to whether or not M. 
Lowenstein will take a serious interest in commercial aviation. 
It is believed that with the money at his command he could finance 
an unsubsidised air line which might be a serious competitor for 
Imperial Airways Ltd. On the other hand, it might lay the founda- 
tions of a further source of wealtl for M. l.owenstein in the next 
ten years. [And then again it might not.—ED. ] 

An air line operated with the type of Junkers monoplane now em- 
ployed by Deutsche Lufthansa, 
of B.M.W.s, might be a paying proposition at once. 

One really wonders why Iufthansa do not replace their B.M.W.s 
with Nimbus engines The Ninibus develops nearly 100 h.p. more than 
the BMW., it is several pounds lighter, and it is cheaper to run. 
Also the Nimbus has got over its teething troubles. 

It is rumoured at Croydon that Mr. Fokker has decided to offer to 
K.L.M. a twin-engined machine which can fly level with a full 
lead on one engine. It is stated that K.I..M. would use this in 
preference to a three-engined machine if it proved to be satisfactory. 
Presumably K.I,.M. would require the machine to fly with 12 or 14 
passengers with one Jupiter VI. 

A.D.C Aircraft Ltd. are beginning to he really busy again. Plenty 
of engine work is going on in the sheds and there are some com- 
fortable erders for aircraft coming through. Altogether things in that 
quarter seem to be looking up. Everyone will be glad of this be- 
cause A.D.C. workmanship has always been of the highest. 

What wonderful opportunities the firm have got if they will 
use them! They have established a name all over the world, they 
have got a wonderfully-equipped factory at Croydon. They have a 
willing and capable staff who are all delightful to deal with and are 
all notable for giving the squarest possible deal.—c. D. 


now 


driven with Nimbus engines instead - 


a better understanding of the possibilities of air survey should 
certainly go and see this exhibition, more especially pilots 
who hope to get into this particular branch of commercial 
aviation. Gwydyr House is on the left-hand side of White- 
hall, just beyond the War Office, going down towards West- 
minster, and is the building adjoining the Royal United Ser- 
vice Institute. 


THE DYMCHURCH ACCIDENT. 


The Air Ministry announces that as a result of the investi- 
gation into the circumstances of the accident to the French 
Aircraft F-AIEKB, which occurred near Dymchurch, on 
Aug. 18 last, the Inspector of Accidents has arrived at the 
following conclusions :— 

(1) That the aircraft came into collision with the roof of a farm 
building when the pilot was manceuvring to land. 

(2) That the collision was due to an error of judgment on the part 
of the pilot. 

(3) That no defect developed in the aircraft or any of the engines 
during the flight and that the pilot was attempting to land on 
account of the bad weather conditions which prevailed at the time. 


THE SPENCER-WILLOWS BALLOON ACCIDENT. 


C. G. Spencer and Sons Ltd., the balloon manufacturers, 
were summoned at the Bedford Police Court on Noy, 1, under 
the Air Navigation Regulations, for having allowed a captive 
balloon to be flown at Kempston on Aug. 3 without the special 
permission of the Secretary of State for Air, and without a 
Certificate of Airworthiness for the balloon. 

The summons related to the accident at the Kempston 
flower show which led to the death of Capt. EK. T. Willows 
and four passengers. 

Mr. Maurice Mealy, K.C., appeared for the Director of Public 
Prosecutions and. Mr J. D. Cassels, K.C., and Mr. Walter Warren for 
Spencer and Sons I.td. 

For the prosecution it was stated under Air Navigation Regulations 
no aircraft might be flown without a Certificate of Airworthiness, and 
no captive balloon might be flown without special permission from 
the Secretary of State for Air. On the day of the accident the 
balloon in question had no certificate; and no permit to fly a 
captive balloon had been’ granted. 

Major J. P. C.- Cooper, Inspector of Accidents, The Air Ministry, 
said that the balloon had been registered as a free balloon and not 
as a captive balloon. ‘This was important, as the stresses on 4a 
captive balloon might greatly exceed those on a free balloon. A 
temporary Certificate of Airworthiness had been issued for the 
balloon as a free balloon on July 28, 1925, which was valid for three 
months only, and he could find no trace of a subsequent certificate. 
There was no record of a subsequent ceitificate being issued. 11 
cross-examination the witness admitted that the temporary certificate 
did not specify that it related to a free balloon, and that it bore the 
words, ‘Pending the issue of a Certificate of Airworthines propér, 
this certificate will stand in lieu.” 

Mr. I’. W. Verrey, of the Air Ministry, stated that a regular certi- 
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ficate was not issued because photographs of tke balloon which had 
to be attached were not available. The full fee for a regular certi- 
ficate had been paid, but no action had been taken to issue such 
a certificate. In answer to questions, the witness said that the 
Ministry had granted. a permit to Spencer and 4pns Ltd. to fly 
another balloon at Catford in July, knowing that the firm had no 
eurrent Certificate of Airworthiness. 

For the defence, Mr. Cassels said that no one would suggest that 
the absence of a certificate was in any sense the cause of the 
accident, and that the Ministry were at least in part to blame for 
this absence as they had failed to take steps to follow up the issue 
of the temporary certincate. 

The Magistrates convicted on both charges and imposed fines—f190 
for failure to secure a permit to fly and of £50 for failure to hold a 
Certificate of Airworthiness. Costs were ‘xed at 30 guineas. 

Notice of appeal to Quarter Sessions was given on behalf of Spencer 
and Sons Ltd 


———————————— eee 
PERSONAL NOTICES. 


MARRIAGES. 

BILNEY—PEHRREN.—On Oct. 23, at the Cathedral, Bombay, Flr. 
it. Christopher N. H. Bilney, R.A.F., second son of Mr. and Mrs. 
Bilney, Newbury, Berks, to Nellie G. Perren, elder daughter of the 
late Mr. T. Perren and Mrs. Perren, Box, Wilts. 


CASTER—ROBINSON.—On Oct. 28, at St. Leonard’s, Streatham, 
William S. Caster, M.C., R.A.F., son of the late George Caster and 
Mrs. Caster, of Peterborough, to Mariorie N., daughter of the late 
Charles E. Robinson, of Hove, and Mrs. Robinson, Maplestead Road 
S.W.2. 

RUSSELL—BOVILI,.—On Oct. 20, at St. Garmon’s Church, Capel 
Garmon, Flt. Lt Herbert Bainbridge Russell, A F.C., only sutviving 
son of the late Herbert Russell and Mrs. Russell, of 24, Argyll 
Mansions, to Margaret Ann, youngest daughter of Mr. and Mrs. 
George Bovill, of Rhydycreua, Bettws-y-Coed. 

FORTHCOMING MARRIAGE 


GREEN—MACAIT,ISTER.--A marriage has been arranged, and wiil 
take place quietly in London, between Donald Salisbury Green, 
R.A.F., eldest son of Mr. and Mrs. Owen Green, of Harpenden, and 
Nancy Whiter, daughter of Mr. and Mrs. Macalister, of Worthing 
and St. Albans. 


BIRTHS. 

SPIERS.—On Oct. 2, at Lincoln | to Nellie (née Elvin), wife of 
mic. Off. C. D. Spiers, R.A-F.—a son. 

LHORNTON.—On Oct. 223, at Quetta, India, the wife of Flt. Lt. 
Edward Thornton, R.A.F.—a son. 

WILSON.—On Oct. 25, at Wedgwood, Manor Way, Ruislip, to 
Fratices Marian (née Broughton), wife of Flg. Off. R. F. Wilson, 
R.A.F.—a daughter. 
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FORK JOINTS 


EACH ONE of 
THESE FORKS 
PASSES FOUR: 
TEEN GAUGES 
IN OUR VIEW 
ROOM BEFORE 
IT 15 RELEASED 
FOR SERVICE, 
INADDITION TO 
TENSILE TESTS 


Brown Broth 


— Allted Cmpantes — 
THOM’‘ON and BROWN BROTHERS, Ltd. 
BROWN BROTHERS (Ireland) Ltd. 

——— iW HOURS ALE ONLY“ —— 
GREAT EASTERN STREET, LONDON, E.C.2. 
126, GEORGE STREET, EDINBURGH. 
Branches in all large towns. 
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WE SPéCIALISE In 
THE MANUFACTURE or 


AEROPLANE ACCESSORIES, 


MAY WE QUOTE YOU? 


RUBERY, OWEN & GC. 
SOUTH STAFFS. 


PHONE: DARLASTON 130. 


Pr oor of 


PRATTS 
SUPREMACY 


KING’S CUP 


won by De Havilland (Moth) 27/60 h.p. ‘‘Cirrus” 
engine, piloted by Capt. H. S. Broad, entered 
by Sir Charles Wakefield, Bart. Won on PRATTS, 


PRESIDENTS CUP 


Inter-Club Members’ Scratch Race and Bomb- 
Dropping event, at the Newcastle Aero Club’s 
Meeting—all won on PRATTS, 


YORK AERO CHALLENGE 
CUP 


won at the Leeds Aerial Pageant by Mr: J. 
Parkinson, flying a D.H. Moth (27/60 h.p. Cirrus 
engine’, entered in Pilot Instructors’ Race— 


on PRATDS: 


H. E. W. 
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MISCELLANEOUS ADVERTISEMENTS. | 


SPECIAL PREPAID RATE: 18 words 2/-; Situations Wanted ON LY,18 words l/-; ld. per word after. TRADE ADVERTISE MENTS 
in these Columns, 3 lines 5/-: l/- per line after. Public Announcements, Legal Notices, Auctions, Contracts, etc-, 2/- per line, | 
For the convenience of Advertisers, replies can be received at the offices of “THE AEROPLANE,” 14, Bream’s Buildings, B.C.4 
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STANLEY, POPPLEWELL AND CO., International Patent 


Agents, Jessel Chambers, 88, Chancery Lane, Wee,  Anele: FLOTATION RED AIR BAGS 
/ 


SITUATION WANTED. | ENGINES FOR SALE. 

i Licensed Aero Mechanic desires offer of post with private or | 300 h.p. Rolls Eagle VII airship engines, 260 h.p. Fiat, 75/100 
commercial concern. Good all-round man. 12 years’ experi- | h.p. Rolls Hawk, 75/100 h.p. Sunbeam Dyak—all brand new. 
' t ence on Airships, F.B.’s, Aeroplanes and Seaplanes. Go | —Northern Engineers Supply Co., Canning Road, West Ham, 
t H anywhere.—Reply to Box No. 5359, Tur AEFROPLANE, 14, | London K.15. Maryland 1909. 

q Bream’s Buildings, E.C.4. 
I PATENTS. Anything in Rope, Wire, Canvas or Fabric Work. 
1 


phone, Holborn 6393. Telegrams, ‘‘ Notions, London.”’ 
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MODEL PETROLMOTOR CASTINGS.—Half horse-power. 
Cylinders bored free. 9s. od. set. List 3d. Butler’s Stores, 17, Stcke Road, Guildford, Surrey. 


Littleover, Derby. 
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AVIATION 


The Oldest American Aeronautical Magazine. 
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th scanty Published Weekly by 

Willesden Junct.. The Gardner Publishing Co: Incr 
ED agib toa 225 Fourth Avenue, 

New York, U.S.A. 
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THE FIRST GERMAN AERO-JOURNAL LESTER D. GARDNER, el 


- LU FTFAH RT f President. 


re DEUTSCHE LUFTFAHRER ZEITSCHRIFT. 
ks Official Organ of the German Luftfahrt-Verband (Aviators’ 


Association). ; Subscription Rates for England $6 a year. 
’ A journal devoted to aeronautical interest, sport and science. 
ol FOUNDED 1895 By H. W. IL. MOEDEBECK. 
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BUILT THE FIRST :— 


Aluminium Boats, 30 years ago. Flying boat in Europe, and first Amphibian in 
the World (‘‘Bat Boat’’). 


All-Wood Flying Poat (‘‘ Kittiwake”’). 


Single Step M B i 
Displacement Motor Launch (“URSULA”), seh as weno (Maple Leet Vil). Speers 


speed 404 miles an hour. 


Consuta launch (half the weight of a steel boat of 
the same dimensions), 29 years ago. 


First 14 litre motor boat, which beat all comers 


Multiple Step Hydroplane (Maple Leaf IV), for two seasons, 1925-6), and as her record shows, 
speed 574 miles an hour. she is the fastest boat of her class (“* Newg”’). 
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“GUARDED WITH SHIPS, AND ALL THE SEA OUR OWN, 
“FROM HEAVEN THIS MISCHIEF ON OUR HEADS IS THROWN.” 


(EDMUND WALLER.) 


A LESSON TO THE EMPIRE :—A formation of Supermarine Scarabs (Rolls-Royce Eagle IX engines) belonging to 

the Spanish Navy over our Fortress of Gibraltar. There is nothing to prevent aircraft of friendly Powers flying over 

all our Naval Bases and taking photographs which may get into the hands of unfriendly Powers. The attention of the 
British Admiralty is particularly drawn to this self-evident fact. 
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| AVRO Training Seaplane 


Expressly designed for Naval Training. 


ANY improvements, resulting from our unique experience in the production of 

training aircraft, have been introduced into this machine. It can be readily converted 
for land training by changing the alizhting 
gear. The high power (180 h.p.) of the 
engine ensures a good performance as a 
seaplane, while the landplane possesses 
a great reserve of power. Both seaplane 
and landplane can perform every known 
aerobatic manceuvre. 


The machines are identical except for 
the alighting gear, and all components are 
interchangeable. 


AVRO NAVAL TRAINING LANDPLANE. Engine: Armstrong-Siddeley ‘“ Lynx.” 
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ON AVIATION 


About half of last week’s leading article was cut off in the 
flower of its youth by what is journalistically called exigen- 
cies of space. 

Things keep on happening at such an astonishing pace in 
aviation in these days that although one may have planned 
to put certain matter into THr AKORPLANE on a certain date, 
other things happen which displace them. And, as one is 
faced every week with the appalling problem of how to get 
forty pages of reading matter into fourteen pages, or less, 
the result is that week by week a much greater amount of 
interesting reading matter is squeezed out of ‘THR ARROPLANE 
than ever gets into it. 

The number of reading matter pages which one can afford to 
publish is dependant absolutely on the number of advertise- 
ment pages procurable each week. And until the Aircraft 
Industry is in such a flourishing condition that it can afford 
to advertise more copiously, the number of reading matter 
pages cannot be increased. 

The Aircraft Industry has certainly supported THE AKRO- 
PLANE to the best of its ability ever since the paper began. 
So our only hope of being able to publish all the interesting 
things which are crying out to be published is to make the 
British Empire so air-minded that it will produce a boom 
in the Aircraft Industry. Then the Aircraft Industry will 
advertise more largely, and we shall be able to afford more 
pages of reading matter. 

Of all the ways by which the people of the Empire can be 
impressed with the usefulness of aircraft none is more likely 
to be immediately successful than are air surveying and co- 
operative flying, either by private owners or by clubs. That 
is why one is devoting so much space to these subjects just 
at present 

The development of air lines is all very well in its way. 
And air lines are as necessary to our Empire as were strategic 
tailways to Germany before 1914. But pushing a great Im- 
perial air line straight through from one end of the Empire 
to the other, is rather like building a main railway line with- 
out any branches. It is not until the branches develop that 


| AN AIR STATION IN SARAWAK. 


the seaplane shed which housed the Air Survey Co.’s D.H.9. 
The raised pathways and road should be noted. 


petrol store. 


Abroad, 3 months, 8s. 9d.; 6 months, 17s. 64.: 
U.S.A., 1 Year, $8 50c. @ 


An aerial view of the Port of Sibu. 
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AND THE EMPIRE.—II. 


the main line can be used to the greatest advantage. It is 
very well worth while to build that main line, because it 
links up the chief towns through which its runs, and provides 
rapid transport between them. But-it is only when the 
branch lines are built that the main line can be worked to 
its full traffic capacity. 

The operating of air surveys in all the out-of-the-way parts 
of the Empire, where at present hardly any means of com- 
munication exist, can do more to impress people with the use- 
fulness of air transport than could ever be done by running 
air transport in straight competition with existing railways 
and steamboat lines. 

THREE Basic IDEs. 


On Thursday last, Noy. 4, the Air Survey Company Ltd. 
gave_a lunch at the Holborn Restaurant to a number of people, 
including Press representatives, who are, or who ought to 
be, interested in air surveys. 

Before proceeding to deal with what was said after the 
lunch, one proposes to give readers of this paper a pre- 
liminary idea of the work of the Air Survey Company Ltd. 
merely by publishing that portion of last week’s article which 
had to be held over till now. But before doing so one would 
like one’s readers to approach the. subject with three ideas 
in mind which one acquired at that party. 

On these three ideas the whole case for Civil Aviation can 
be built up. They are as follows :— 

Sir Alan Cobhamlaid down the axiomthat it does not matter 
whether an air line pays as a transport proposition or not so 
long as it benefits the country in which it operates. 

Colonel Edwards, of the Department of Civil Aviation, 
stated the fact that vastly more lives have been saved by the 
transport of doctors to sick people or by the transport of 
sick people to proper medical attention than have ever been 
lost through people being killed in accidents to civil aircraft. 

Mr. Oswald Short set forth as a philosophy “ Old men 
dream dreams and young men see visions,’ and present suc- 
cess comes between the two.’ 


In the right-hand bottom corner is seen 
The small building in the extreme corner is the 
At certain seasons all the ground beside the river 


is under a couple of feet of water, as shown in the companion picture on the next page. 
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With those ideas in mind lef us now proceed to the affairs 
of Air Surveying in West and Kast. 


[Continued from “The Aeroplane” of Nov. 3.] 


REAL DEVELOPMEN®. 

Actually the real development of Commercial Aviation 
in the British Dominions is being done by commercial com- 
panies, mostly without any help from the Government at 
all,—except for the subsidising of the three air-mail lines 
in Australia and the establishment there with Government 
assistance of light aeroplane clubs on the same lines as those 
in this country. 

After so much talk about official assistance to aviation, 
readers of this paper will certainly be interested to know 
something of the work which is being done by two of these 
very independent concerns, one in Canada and one in the 
Far East. 

The Canadian concern to which one refers is the Northern 
Syndicate Ltd., which is notable because it has been operat- 
ing in the least known parts of Canada, to such an extent 
that the older-established Jaurentide and Fairchild firms 
seem to be working almost in the suburbs of the greater 
Canadian cities, though in fact the work of their pilots is 
probably just as arduous and just as dangerous as is that 
of the Northern Syndicate. 

The Northern Syndicate is composed of a group of men 
of Western origin, who some time ago bought a Napier- 
engined Vickers Viking from the Laurentide Air Services 
to carry mining engineers into the far reaches of the unsur- 
veyed section of the North-West territories. The prime ob- 
ject of the expedition. was to prospect the area for mineral 
deposits supposed to be located there. 

One has no knowledge of the success or otherwise of the 
expedition from a mineralogical point of view. But the 
flying side of it was, as Mr. C. S. Caldwell, the pilot and 
chief engineer of the show, expressed it, ‘‘a roaring suc- 
cess.”’ The expedition had to make their own maps, make 
caches of ‘‘ gas and grub” as it went along, and carry a 
party of five in ‘‘ Bouncing Bruno,’’ as they nicknamed their 
Viking. Five full-grown men, complete with tents, sleep- 
ing bags, food and cooking paraphernalia is no joke for a 
single-engined flying-boat even with a 450 h.p. Napier Lion. 

The Viking was originally an amphibian. But the land 
undercarriage was removed to reduce weight. In fact, as 
Mr. Caldwell says, it was only an encumbrance in that sec- 
tion of the country where there is no level land, and water 
is so plentiful. 

The expedition’s source of supplies was Fort Fitzgerald, 
Alberta, and their work was over the Barren ands around the 
East and North of the great Slave Lake, known locally as 
‘the blind spot of Canada.” The Viking did some seventy 
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hours’ flying and the expedition had no trouble whatever, 
largely owing to two facts, a good machine and a wonder- 
ful mechanician, Mr. I. Vachon, also formerly of the Lauren- 
tide Company. 

Altogether that Viking has done five seasons’ work and 
about 600 hours’ flying. And, after finishing the job in 
July, the Viking was flown to the Royal Canadian Air Force 
Station at High River, where it was stored for the Winter. 

Mr. Caldwell describes the barren lands as being barren of 
everything except mosquitoes, water and caribou, of which 
there are too many for comfort. Despite the fact that they 
were flying over unmapped country, they succeeded in re- 
turning, without much difficulty, to the various caches of 
petrol and food. 

There you have not only a thoroughly sporting effort, but 
an example of the real commercial use of aircraft, without 
any sort of Government assistance or official recognition. 
And to prevent any misunderstanding, one may add that 
Mr. Caldwell is not one of those who has ever complained 
of lack of official help. 


FRIENDS IN THE FAR Bast. 


The work of the Far Eastern Survey people is quite as 
interesting, though done under perhaps less adventurous 
and more comfortable conditions. 

The other day one had a talk with two of one’s earliest 
friends in Aviation, dating from 1910, when they were boys 
together with the Avro people at Brooklands, Mr. Ronald 
Kemp, the chief of the Air Survey Co. Ltd., and Mr. Fred 
Raynham, who has just come home after doing the Sarawak 
survey during Mr. Kemp’s absence in England. The ac- 
companyving photographs illustrate very well the conditions 
under which their work was done. 


Two D.H.os were used. The first of them was one of the 
“ Gift Hundred ’”? aeroplanes presented by the Air Ministry 
to the Indian Government just after the War 1914-18. That 
was the machine which did the Irrawaddy survey, in which 
Mr. Kemp made name and fame as an aerial surveyor. The 
other was bought from the Aircraft Disposal Company at 
a later date. Both are fitted with Siddeley Puma engines 
which were also originally gift engines from the Indian 
Government’s still unused stock. The floats were built by 
Short Brothers of Rochester, one pair of wood and one pair 
of duralumin, and they are fitted to either machine 
alternately, as occasion demanded. 

Most of the work was done at Sibu on the Egan River, 
an outward branch of the Rejang, which is only 2} degrees 
North of the Equator. Mr. Raynham describes the climate 
as being hot and moist but pleasant. 

One of the accompanying photographs shows the river 
port of Sibu under normal conditions and the other shows 


THE AIR PORT OF SIBU. 


This was taken during one of the flood periods. The raised path is seen on the left. The doors on the right: 

hand section of the shed were copied (at a respectful distance) by Mr. Raynham from the doors on the original 

sheds at Brooklands in 1911, which doors were suspended on hooks from the front edge of the roof. The machine 
is a standard D.H.9 (Puma engine), on floats built by Short Bros. 


A ‘* close-up ’’ of the seaplane shed which is shown in the companion picture. 
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The Navy of September, 1926, says— 

“WN the last seven months Napier engines 
have flown from Cairo to Cape Town, 
and back to England ; from Plymouth 
to Alexandria and back; from Spain to 

Buenos Aires ; covering, on these flights, 
nearly 100,000 engine miles. Such a record 
of consistent reliability in long distance 
flights has never been approached by any 
other engine, and it is gratifying to see how 
the Napier has so fully proved to the world 
the reliability of British aero engines.” 


For all purposes and 
all climates install the 


NAPIER 


The Finest Aero Engine in the World 


Re  D. NAPIER & SONLTD. cm: 


| Chiswick Moneyer, Act, 
| 220 ACTON LONDON W.3 London 
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A FAR-EASTERN AIRCRAFT GARAGE.—The shed at 
Survey Co.’s D.H.9 when returning to England. The 


the seaplane shed as it is when the river rises in the rainy 
season. It reminds one rather of the late Dan Leno’s famous 
song about his house, which he described as having a very 
pretty garden with a river at the bottom of it,—about two 
months in the year, the rest of the year the garden being at 
the bottom of the river. 

The two machines were originally shipped to Miri where 
they were used to do a survey for the Sarawak Oilfields 
Company. Thence they were flown to Sibu, where some 
2,300 square miles of the Rejang Delta were surveyed for the 
Sarawak Governnient. 

Thence the A.D.C. machine with the metal floats was flown 
by way of the Dutch oil islands to Singapore by Flg. Off. 
Neville Vintcent, D.F.C., who, during a spell of half-pay, 
is flying for the Air Survey Company. On that machine he 
recently flew the first air mail in the Federated Malay States 
from Singapore to Penang. 

Mr. Raynham then flew the other machine up to Jesselton, 
in the extreme North of the island, to consult with the British 
North Borneo Company about doing some survey work there. 
As the pictures show, before returning to England he built 
a garage over the machine, where it is to. remain till Mr. 
Vintcent goes to fetch it. 

Mrs. Raynham was with her husband during his work in 
Sarawak and accompanied him on the flight to Jesselton. 
So she must be the only woman who has ever made a con- 
siderable journey by air in the Far East. The fact that she 
was able to live there for so long and looked so well on her 
return, shows that the life, though primitive, is at any rate 
healthy. 

Tue DECLINE OF AN INDUSTRY. 

One gathered from Mr. Raynham that the Bornean native 
is tather a pleasant person. The native industry of head- 
hunting has declined into a mere convention. The Dyak no 
longer craves for the heads of white people, as he has found 
that the gratifying of such ‘craving is unhealthy, thanks to 
the white man’s superior fighting power and armament. 
And even serious tribal feuds or family vendettas are un- 
common. ’ 

It is still the proper thing for a young Bornean to acquire 


le? : 


A FAR-EASTERN AIRCRAFT GARAGE.—A “ close-up” of the shed at Jesselton. The D.H.9 was hauled 
ashore and the shed was built over and round it. The projecting part covers the fuselage and tail, with a 
special little roof for fin and rudder, 
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Jesselton, Sarawak, where Mr. Raynham left the Air 
picture gives a good idea of the country in that area. 


a head or two, chiefly because the ladies of Borneo have a 
low opinion of the manhood of any male who has not taken 
one. But the modern Bornean seems to be rather a de- 
generate, at any rate from the point of view of his ancestors, 
tor he is now content merely to decapitate some aged tramp 
or some old woman drawing water at a river instead of put- 
ting up a fight with a rival. 

Still, as Mr. Raynham points out, he does it entirely with- 
out malice and merely in obedience to convention, and apart 
from that habit is not at all a bad fellow. 

MONSOON FLYING. 

Mr. Kemp was very interesting on the subject of flying 
in monsoon weather. 

Years ago when Mr. Norman Macmilian endeavoured to 
transport Major Blake and Mr. Malins round the World he 
struck the worst kind of Indian monsoon weather and he 
told one afterwards that though it was impossible to fly 
through a real heavy monsoon storm, it was sometimes pos- 
sible to get round it, and it was always possible to make 
progress in between the heavy bursts of rain. 

Much about the same time a flying officer from India said 
that he had tried on several occasions to get over the top 
of the monsoon clouds and that though he had gone 
up to something like 15,000 feet, he had never succeeded in 
getting above them. 

Also it will be remembered that in the course of his journey 
back from Australia Mr. Alan Cobham was held up at Point 
Victoria, in the Federated Malay States, for some three days 
because of monsoon rain. 

Mr. Kemp, who has certainly had more experience of the 
worst monsoon weather than any other aviator, told one that 
South of Singapore the monsoon weather is never very bad 
and that the worst of it is met along the coastline of the 
Federated Malay States from Singapore to Burma. 

In his opinion it would be possible to run an air line, 
provided that it-had properly organised landing places and 
reliable weather reports, with 85 per cent. efficiency during 
the worst monsoon weather through that worst area. Most 
of the flights during that period might be interrupted tem- 
porarily. But by coming down at the right place and letting 
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the storms pass before trying to go on it would be possible 
to get through almost always 

He said that there are two periods of monsoon weather 
in the year, each lasting about three months, but that only 
one of them would affect the running of an air line so seri- 
ously as to reduce its efficiency to 85 per cent. And he be- 
lieved that during six months of the year, barring mechani- 
cal reasons for stoppage, an air line could operate with 100 
per cent. efficiency, like those in, Australia. 

Those who are interested in running the projected air 
line from India to Australia should be interested in these 
statements. And before anybody starts seriously to organise 
anything of the kind they will do very well to consult Mr. 
Kemp on the subject, not only as concerns the weather, but 
as to the proper places at which to organise landing stations 
and meteorological stations. 

THE HUMOUR OF THE AVIATOR. 

The spirit in which these independent expeditions are run 
is well indicated by a purely imaginary description of the 
flight from Sibu to Singapore, written by a member of the 
party in imitation of the modern method of reporting Great 
World Flights. The sheer lunacy of it deserves space, even 
in so serious a journal as THE AEROPLANE. It reads as fol- 


lows :— 

The exclusive little crowd had already gathered to wish me God 
speed and were standing round my tong, lithe, aerial monster Built 
secretly during the War and fitted with specially designed fioats, this 
gleaming product of the designer’s brain seemed eager to mop up 
Continents. 


Lying there in the gentle morning mists and tentatively tugging at 
her moorings she seemed to sense my approach. A hush descended 
on the group as I advanced. Gad! the pride. These men, hardene] 
by years under the pitiless sun, weather-beaten pioneers who had 
knocked the bark off the country, they had come in all humility of 
spirit to wish me luck on my terrific undertaking. I would not 
disappoint them. I vowed it. I, Baron Baraibech, Karl of El Ghasas. 

A few handshakes and murmured words of encouragement and I 
was in my seat, strapped, to prevent me falling should I faint under 
the great strains soon to be imposed upon me. Good old Sarawak ! 
At the thought of leaving a tear dimmed my eye. This would not do. 
El Ghasas must never weaken. I brushed it aside and resolutely put 
the switches to contact. luckily the mechanic turning the propeiler 


saw the action and an accident was averted. 
At a word the engine roared into life and I was tearing over 
the water. I glanced rapidly round my instruments. The quivering 


pointers told me that I was ready to leave the water, and with one 


gigantic heave on the controls I was rushing through the air. 
Down the Rejang River, Benatang, Siriki flashing past, I was 


approaching the open sea where I had a left-hand turn to negotiate. 
Foolishly I flung the machine on a wing tip in a vertical turn with- 
out throttling back the roaring motor. ‘The terrific reaction to the 
centripetal acceleration almost deprived me of consciousness. With 
an eifort I straightened up and headed for Kuching, passed it and 
saw Pontianak, where I landed. 

So great was the welcoming crowd that I donned my diving suit 
and walked ashore under water to escape their congratulations. After 
viding round the town for a few hours on a push-bike I regained my 


THE 
Raynham unloading his mail-bag on arriving at Sibu, 
Sarawak, from Kuching. 


FIRST AIR. MAIL IN BORNEO.—Mr. Fred 


superannuated wind clipper 
A swift scurry down the 


aeroplane via the back entrance of a 
without being observed by the populace. 
river and I was heading for the open sea. 

Before I had gained sufficient height a giant jelly-fish half rose 
from the water and snapped its wicked-looking jaws at me. The 
swift turn to avoid it registered five Gs on my G—indicator. 

The mist had hardly cleared from my eyes when I realised with 
horror that I was being pursued. by, a monster flying animal from 
The Iost World. A quick glance showed me that it was probably 
developing two hundred and thirty on the brake, With the calm- 
ness of one awaiting the answer on a matter of life and death I threw 
in my brake indicator, and as the needle shrieked up to its fateful 
number I crouched lower over the levers. Heaven be praised! My 
dial registered two hundred and thirty-one. I, El Ghasas, had 3,300 
ft. lbs. per minute up my sleeve. 

I turned and snapped my fingers at the ghoulish thing following 
3ut shame overtook me. How could I have doubted my... . petrol 
(only £5), my....plugs (all right, £4 then), and my never 
faltering .... engine, which has to be switched off nearly always 
before it stops. Hell! Was that Singapore? I landed. I, Baron 
Baraibech, Earl of El Ghasas, had triumphed. 


These then are the people who are doing the real work 
of developing commercial aviation, and they are doing it 
without newspaper boosting, without Government subsidy 
and without all the hot air of official conferences. 

Very soon after the Armistice, when the question of subsi- 
dising Civil Aviation was being discussed, Mr. Winston 
Churchill, who was then Secretary of State for War and Air 
combined, said bluntly ‘ Civil Aviation must fly by itself.” 

One said then and one says again now that Civil Aviation 
will never be any financial good to anybody till it can fly by 
itself. 

Civilian aircraft may do Government work, either here 
or in the British Dominions, and be paid by the various 
Governments for doing it. And subsidised aviation may lay 
the ground-work or blaze the trail for real commercial avia- 
tion. But the kind of Civil Aviation which is going to make 
the people of the Empire air-minded is the Civil Aviation 
that does fly by itself. 


An Historic Party. 


We may now turn to the matter of that lunch party given 
by the Air Survey Co. Ltd. on November 4. The Chair was 
taken by Colonel C. H. D. Ryder, C.B., C.I-E., D.S.O., whe 
until a few years ago was chief of the Indian Government 
Survey and is now Chairman of the Air Survey Co. Ltd. The 
party, one may remark, was excellently organised by Mr. 
Cc. Aston Dodds, the Secretary of the firm. 

COLONEL RYDER said that the Man in the Street had awakened to the 
possibilities of aviation. He submitted that, with the exception of 
the Canadian Government, the Air Survey Co. had done more than 
anyone to popularise air survey work. But much remained to be done. 

We might get better machines and even more skilful pilots, but 
we must educate the public to the uses of aircraft. He claimed to 
speak with some authority on the matter of surveying because he 
had been a surveyor and an explorer all his life, and he could 
assure people that air surveying had come to stay. 

Much as he disliked slogans, they had adopted the slogan ‘“ Half 
the cost in a quarter of the time.’? There were vast tracts of land which 
needed mapping. No country could be developed without maps. 

He referred to a letter from a friend in Canada saying that a larger 
programme than ever in aerial photography had been arranged. Sur 
veyors, foresters, water power engineers, geologists and in fact almost 
every branch of engineering interested in the development of the 
country were now backing aerial surveys as the fastest and best 
method of getting the information on which their work depended. And 
the outlook was brighter than it had ever been. 

Air survey and air transport were inseparable. Together they would 
be secure. If Governments and companies holding large conces- 
sions would give work to the air survey companies the expansion in 
trade and commerce by means of the air would mark an epoch in 
our history. 

He congratulated and thanked the staff of the Company for the 
splendid work they had done. And he announced that Mr. F. P. 
Raynham, who had just completed two large surveys in Borneo, had 
joined the Board of the Company. Meanwhile Captain John Durward 
who had been lent by the R.A.F. to the Air Survey Company in 
Burma, had now left the R.A.F. and joined the firm and was carry- 
ing on the good work in the Kast. 


THE WORK DONE. 


Mr. RonaLD Kemp, the Managing Director of the firm, said that 
the progress of air survey was not slow but that it might be more 
readily adopted by those who wanted surveys done. ‘The Irrawaddy 
Delta survey of 1,400 square miles showed a saving of. £18,000 and 
three or four years. 

The Air Survey Co. was formed in 1924 to take over the survey 
of the South Tenasserim forests. The country had been previously 
mapped, so what was required was a reconnaissance of the forests 
by forest officials and a photographic check: of the existing maps. 
The Government of Burma was well satisfied. 

The area covered was approximately 15,000 square miles and the 
survey took only three months flying from four different bases along 
the Tenasserim coast. It showed up changes in types of forest 
so that it was easier to see where the boundaries between the types 
should be placed. 

It also showed the movements of nomadic cultivators who move on to 
new ground each season, burning and clearing the jungle as they 
go. In this way the tremendous extent of forest destruction could be 
estimated and steps taken to get it under control. 

In the same year the Burma Oilfields at Yenangyaung were photo- 
graphed and printed on a scale of 24 inches to the mile. 
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In the Spring of 1925 work in Burma ceased and a complete survey 
party went to Borneo,- where they surveyed 1,400 square miles of the 
Baram district in seven months in abominable photographic weather. 
This was a real shock to them after Burma where in the fine season 
a similar survey could have been done in two or three months. 

The weather was good enough for flying, but low clouds interrupted 
the main photographic strips and complicated the compilation of the 
maps 

That contract taught them much, with the result that on the next 
survey, some 2,300 square miles in the Rejang district of Sarawak, 
under Mr. Raynham’s charge, he and Mr. Andrews devised a scheme 
which simplified the work and at the same time overcame the cloud 
difficulties. The result was very gratifying indeed. 

At present they were engaged in the Federated Malay States on the 
survey of mangrove forests on the West coast and a small area of 
topographical survey up-country, in addition to one or two smaller 
contracts for engineers and others. Flg. Off. Durward was now in 
charge, with Flg. Off. Neville Vintcent as pilot. 

The next move would be to Bengal where they would make their 
first start on air survey in India. ‘The different purposes of these 
surveys might be of interest. 

The Irrawaddy Delta survey was in the first instance for forest 
purposes, but the Survey Department of India saw the opportunity 
and sent Major Lewis, who was there that day, to compile a 3-inch 
to the mile topographical map of the area from photographs. Mosaics 
enabled the Burma Forests Department to make stock maps of their 
reserves. This showed that topographical maps and stock maps could 
be made from one set of photographs. 

The city of Rangoon and its suburbs were surveyed for town planning 
purposes and map revision. 7 

The Yenangyaung oilfields was a topographical survey. 

The South ‘Tenasserim forest survey was for preliminary stock 
mapping. 

The Baram swamp in Sarawak was surveyed to assist geologists 
and for the estimation of concession areas. 

The Rejang district embodied work for the forest and revenue 
departments as well as the topographical survey department of the 
Government of Sarawak. 

The Federated Malay States surveys are for forest purposes, topo- 
graphical survey and engineering. 

In Bengal they were being employed by the Settlement and Revenue 
authorities. 7 


Besides these, air survey could be of great use in river training; 
hydrographical surveys on rocky or shoal coasts; river prospecting; 
railroad and engineering surveys, including hydro-electric and water 
power; and lastly, all kinds of revenue surveys. 

It must not be thought that air survey was going to put the 
ordinary surveyor out of business. On the contrary, he would have 
to employ air methods to increase the scone of his work to keep 
pace with the demand for development in new countries as well as to 
revise his work in countries already mapped. 

The Air Survey Company were fortunate in having Colonel Ryder 
as Chairman. He had joined the firm on retiring from the post of 
Surveyor-General of India, to guide them in the respective use of air 
and ground methods. 

SURVEYS AND AIR I,INES. 


The surveys to which he had just referred would give some idea 
of the spread of air surveys during the past years and the tremendous 
distance between those surveys would be noticed. Naturally a number 
of medium sized surveys widely apart such as those were more trouble 
to do, and less profitable, than if they had been all bunched together 
in one area. 


The furthermost of these surveys were separated by 3,000 miles, as 
the seaplane flies, and their seaplanes had now operated all the way 
from Rangoon to Singapore by way of the Dutch Islands up to 
Jesselton in British North Borneo. Such coastal flights, besides the 
regular survey flying, had taught them a great deal about the main- 
tenance and handling of seaplanes in the Tropics. It had also given 
them ample opportunity to study commercial possibilities. 

The result was they had decided that air survey and air transport 
could best be conducted together. Although the survey parties 
operating in the Kast were to some extent based on I.ondon, whence 
they must draw their supplies, they must also have some Eastern 
depot where overhauls could be done. ‘This was a heavy charge on 
surveys Therefore there would be a great saving if stores, work- 
shops and all the facilities at a transport company’s main base could 
be shared by survey and transport undertakings. 

From their investigations on several routes they considered that 
the two branches of aviation could be made to pay. And their Com- 
pany had decided to go ahead on one such air line. 

Designs for an eight-seater seaplane were well in hand and they 
proposed to start with several of these machines. After eighteen 
months or two years, when probably a larger machine would be re- 
quired, they estimated that local traffic and survey would find 
use for the older type so that it would not be necessary to scrap them. 

The postal authorities abroad were eager for the development of 
mail services, as was shown by the interest they had taken in the 
flights by Mr. Raynham and Mr. Vintcent, who carried respectively 
the first air mail-from Borneo to Singapore, and from Singapore to 
Port Swettenham and Kuala Lumpur. 5 

Speaking of impressing the Oriental, Mr. Kemp said that he took 
a Chinaman for a go-mile flight to a place the distance of which he 
did not know. He enjoyed the flight, but was not much impressed 
until it took him two nights and a day to return by launch, though 
it only took him fifty minutes by air. The Chinaman ould 4 
sworn that they were not travelling very fast in the air. 

Referring to Sir Samuel Hoare’s recent remark that five million 
miles had been flown by British services for four fatal accidents 
and that a million miles had been flown in Australia for one fatal 
accident, he pointed out that in their small way his Company had 
operated three seaplanes for three years over coast lines and rivers 
without any ground organisation other than that improvised by 
their working parties, and they had covered 90,000 miles without any 
accident whatever. Consequently people in their part of the East 
now expected this kind of reliability from aircraft. Which he thought 
was a most hopeful sign for the future of commercial airways 7 
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FIELD REPAIRS.—The Puma engine of the D.H.9 out 
for overhaul, at Sibu, Sarawak. 


MARKING AN EPpocH. 

Lirur.-CoLonrn Ivo Epwarps, C.M.G., Deputy Director of Air Trans- 
port, said that this lunch was an epoch-marking event, for it was 
the first ever held to celebrate and testify to the growth made by 
air surveys. In colonising new countries there were obstacles to be 
overcome and maps were essential to prospectors and agriculturists 
and in the arranging of railway routes. 

Ground surveyors had claimed that photographic surveys were not 
accurate. In this connection he said that a certain area on the 
South coast had recently been re-surveyed by land. <A subsequent 
air survey showed that certain houses on the new maps were in the 
wrong position. ‘The map-makers seemed to believe that the photo- 
graphs were wrong. But it was discovered that the direction of a 
certain road had been changed and that the ground surveyors had 
marked in the new houses on the old road which had ceased to exist. 

People talked about distances, but as a matter of fact distance 
actually meant time, and it was time alone that mattered. Colonisa- 
tion was hindered by slow communication. 

Air transport brought the amenities of civilisation to the back 
blocks. In certain parts of Australia life had become absolutely 
different since the air lines were opened. Women were now able to 
live in the new-areas because they coulc get medical aid for their 
families. 

He concluded by pointing out that vastly more lives had been 
saved by air transport than had been destroyed by air accidents, 
in Civil Aviation. 


THE WORDS OF AN APOSTLE. 

Lirvt.-COLONEL Moore-Brapazon, M.C., M.P., said that he felt like a 
ghost. He had been responsible for the production of the original 
designs of the air camera as now used,’ and eight years ago he had 
thought himself the World’s greatest expert on aerial photography. 
Now he felt how profoundly ignorant he was on the subject. 

He said that air survey needed all the encouragement it could get. 
We should not induce the Man in the Street to move except under 
immense pressure. 

Recounting some of his experiences during the War he said that 
anybody would have thought that photographs of enemy trench-lines 
would have been welcomed by the General Staff when an attack 
was being planned. But the Staff would not accept photographs made 
by the R.F.C., and it was not until General Trenchard became a 
kind of commercial traveller in picture postcards that the General 
Staff began to see the use of them. 

Later on, he himself was nearly shot at dawn for making maps out 
of R.FE.C. photographs. ‘Map making was not the R.F.C.’s job and 
it was not in the book. 

Later again, when people began to understand how to interpret 
aerial photographs, the R.F.C. published a book on the subject, and 
there was another row because that was the business of the Intel- 
ligence Department G.H.Q. All of which showed the difficulty of 
introducing anything new. 

He remarked that the Air Survey Company had got a good thing 
which they were trying to give to the Governments of the Empire and 
though they were not paying a dividend it was pleasant to see 
that they were not going into bankruptcy. 

PROFITS AND ASSETS. 

Sir Aan CopHaM said that everybody had a wrong idea of air survey 
and air transport. Everybody expected to make money out of it. 
Whether they made money or not did not matter, so long as the 
countries in which they operated benefited by them. ; 

There were plenty of railways in the World which never paid, 
as transport propositions, but they had made the countries through 
which they ran by opening them up. The Malay States, for example, 
had such a Budget surplus that they were able to give £2,000,000 
to buy a cruiser for the British Navy, and yet their railway never paid. 

If some of our Overseas Dominions would put down air fines to 
increase the value of their countries the air lines would pay those 
countries ten times over. ‘The Federated Malay States and Burma 
offered immense opportunities for the growing of rubber and so 
forth, but there were no maps and no communications and so the 
country was left undeveloped. [Incidentally, one reason why rubber 
estates are not opened un is that if the production of rubber in- 
creased the price would drop so much that rubber would not pay 
to produce. } 
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Major-GENERAL J. H. McBrien, Chief of the Canadian General Staff, 
said that aviation was a growing link in the Empire. The policy of the 
Canadian Government was at the moment uncertain. It might hand 
over ail civil aviation in future to private companies. At present 
50,000 square miles of country were being mapped per year by co- 
operation between the Canadian Ordnance Survey and the Royal 
Canadian Air Force. Canada was out to buy British equipment when 
it was as good as what could be bought elsewhere. [Presumably he 
meant to say, so long as it could be bought at the same price. Nobody 
can deny the quality of British products. But the cut price of 
French and American stuff kills our markets. ] 


Thus ended a party which was truly historic. 


Altogether that lunch was a most interesting and educative 
affair. The only pity is that the Press did not give more 
attention to it. Still, a good many people who read the 
accounts published by The Times and The Daily Telegraph 
have probably had fresh ideas sown in their minds. 

One can only hope that those seeds may not have fallen on 
stony ground and may not have been choked by the weeds 
which spring up by the column about air accidents and stuni| 
flights in the cheaper papers. Which papers, despite then 
professed affection for Aviation, entirely neglected to mentiot 
this epoch-marking gathering.—c. G. G. 


THE AIR SURVEY EXHIBITION, 

The exhibition of examples of air survey work which was 
organised jointly by the Aircraft Operating Co. Ltd., and the 
Air Survey Co. Ltd., for the benefit of the Dominions 
Premiers on the occasion of the display at Croydon has now 
been transferred to the Air Ministry, Gwydyr House, White- 
hall, where it is open to the public. 

This exhibition is well worth visiting. It covers. practi- 
cally the whole range of survey by aerial photography, from 
the methods adopted for surveying large unmapped areas 
by oblique views for the production of reasonably accurate 
small scale maps to the highly precise methods used for 
revising the British Ordnance Survey maps in the neigh- 
bourhood of Eastbourne. 

One of the most interesting and striking exhibits is a 
series of photographs taken in British Guiana by Major 
Hemming and Major Cochran Patrick, of the Aircraft 
Operating Co. Ltd. One set shows what can be seen from 
the river which is the only practical service travel route. 
One can see water with high trees at each side—but nothing 
whatever of the surrounding country. The other set shows 
what can be seen from the air even at so low a height as 
soo ft. The air photographs reveal mountains whose ex- 
istence could not be suspected from the river, and a general 
idea of the river’s course that is entirely absent in the sur- 
face views. It is easily realised from this exhibit how a few 
hours’ flight over country of this description will give a 
fairly clear idea of the topography of the whole district 
covered, whereas no surface method of survey could give the 
same general knowledge except at an enormous expenditure 
of time and labour. 

The methods actually used for aerial survey vary widely 
according to both the nature of the country to be surveyed, 
and the nature of the results required. For the mapping of 
large undeveloped areas the first requirement is usually a 
reasonably accurate small-scale map which can be produced 
rapidly. For this class of work, oblique photography, based 
on the minimum of fixed reference points on the ground is 
the most economical method. 

Where the country is flat—as in large areas of Canada— 
plotting may be carried out very rapidly by the use of what 
is known as a perspective grid: By this method it is neces- 
sary only that photographs should overlap and that they 
should all include the horizon, and a very small number of 
fixed reference points is required to maintain reasonable 
accuracy. 

If similar surveys have to be made in hilly country this 
method fails because points at different levels appear to 
be displaced relative to the perspective grid. A more com- 
plex form of grid—devised by Prof. Melville Jones—has to 
be used. This “grid enables the bearing angle and the angle 
of depression from the aeroplane of each point on the photo- 
graph to be ascertained. To deterinine the true position in 
plan of that point, it must appear in at least two different 


photographs, and in addition the position of the aeroplane at 
the moment of taking each picture must be known. 

This method calls for either a considerably larger numbet 
of reference points fixed on the surface and included in the 
photographs, or for vertical as well as oblique photographs 
and very accurate navigation of the aeroplane. 

General mapping over wide areas having been completed 
whether by air or other methods, more detailed surveys of 
smaller areas will next be required. These in general wil, 
be made by vertical photography, but the method of re 
ducing the photographs to map form will vary widely with 
the degree of accuracy required and the facility with which 
accurate fixed points on the ground can be used to correct 
the photographs. 

In the total absence of fixed points on the ground the 
accuracy of survey depends practically entirely on the ac 
curacy with which the pilot can fly, and the resulting maf 
is merely the most consistent mosaic that can be made uf 
from the photographs. 

As the number of fixed points in the surveyed area in 
creases the accuracy with which the photographs can be 
corrected for unavoidable changes in height, tilt, and sc 
forth increases, and the accuracy of the survey increases. 

When aerial survey is used—as at Eastbourne by the Air 
craft Operating Co. Ltd.—to revise the highly accurate 
ordnance surveys, the fixing of positions of points not showr 
in previous surveys becomes almost a mechanical process oj 
high precision. When it is used to map a district such . 
that of the Irrawaddy plotting by the Air Survey Co. Ltd., 
is to some extent a matter of trial and error tempered by the 
judgment of the individuals concerned. 

The methods adopted therefore in translating air photo 
graphs into maps differ widely according to the circumstance; 
of the particular survey. At this exhibition there are to be 
found excellent illustrations of some of the methods whict 
have been used successfully, and these give a very muct 
better idea of the adaptability of the aerial methods of survey 
to all sorts of conditions than can possibly be given in an) 
written account of the exhibits. 

These illustrations include specimens of work carried ou 
by both the Aircraft Operating Co., and the Air Survey Co. | 
and in addition some exhibits of work by the Royal Ai 
Force, the Royal Canadian Air Force, and Prof. Melvill| 
Jones. In addition the method of plotting from vertica 
photographs adopted by the Ordnance Survey is shown. 

Of very great general interest—quite apart from the techni 
cal interest—is a mosaic map on the scale of 25.3 inches t 
the mile of a large section of London which has been made 
by the Aircraft Operating Co. Ltd. This mosaic has beer 
corrected to the Ordnance map of the same scale. A fey 
minutes spent in looking at the map will give even to thos¢ 
most familiar with this part of London a much more graphit 
idea of what London really is than can be obtained from any 
other type of map or street-level view. 


THE FASTEST AIR-LINER.—The De Havilland 66 (Hercules) with three Bristol Jupiter VI engines, which has 
a top speed of 130 miles per hour. She has been built for Imperial Airways Ltd. to be used on the Cairo— 
Karachi line, the middle stretch of our great Imperial Air Way. 
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THE EAGLE AIR CAMERA. 


THE WILLIAMSON EAGLE CAMERA.—(1) Film magazine, (2) camera body with shutter, (3) lens cone, (4) gear- 
box, with handle for hand operation ,(5) electric motor coupled by (6) flexible drive to gear-box, (7) windmill which 
may be coupled to the flexible drive (6) instead of the electric motor, (8) control box with (left to right and top to 
bottom) main switch, exposure counter, shutter setting indicator, time interval setting and indicating gear, 
setting knob for time interval gear, and (bottom left) extra exposure button; (9) pilot’s signal lamp warning of 
exposure, (10) hand exposure lever for use when automatic control is not used (11) camera cover plate for use 
when film magazine is removed, (12) bag to enclose camera when not in use, (13) voltmeter for motor circuit. 


The Eagle Air Camera is a recent British production which 
has been adapted as standard service equipment by the 
R.A.F. It was used by the Aircraft Operating Co. Ltd. for 
the experimental survey of the neighbourhood of Eastbourne 
last year, and will be used by them in the Rhodesian Mineral 
prospecting survey which is about to Start. 

The most notable quality of the Kagle camera is its versa- 
tility. It is suitable for either oblique or vertical photo- 
graphy, and it can be fitted with lenses of from seven to 
20 inches focal length. It is normally arranged for fully 
automatic operation, but when so operating it is possible 
for the observer to interject into the automatic series of ex- 
posures, any extra exposures that he may consider necessary, 
without interfering with the automatic sequence. 

It can also be operated semi-automatically,—that is ex- 
posures may be made by hand, and the resetting of the 
shutter, changing of films, etc., done automatically—or it 
may be purely hand operated. 

Both operation and control may be done electrically, or 
the mechanism of shutter-setting and film-changing may be 
a windmill. In which case control may be either electrical 
and automatic, or by hand. Complete hand operation, which 
is possible, would naturally only be used in the event of 
failure of the power drive. 

The camera is built up of a series of interchangeable units, 
in order to secure simplicity of repair and replacement of 
damaged parts, and is constructed almost entirely from light 
alloys. 

Interchangeable lens cones for lenses of 7, 10 or 20 inch 
focus are made as standard, and special cones for other focal 
lengths can be supplied to order. A focal shutter, with a 
main and a capping blind, of the fixed slit type, giving an 
exposure of 1/90 second is provided. 

Film magazines, which can be changed in the air, each 
have a capacity of 65 feet of 9 inch wide film, which is 
enough for 100 exposures. 

The area of image produced is 7 in. by 7 in., leaving a 
margin of 2 inches wide along one edge. At the moment of 
each exposure there are projected upon this margin images 
of a watch, giving the precise time of the exposure, of a T 


level showing the tilt of the camera at the moment, of a 
Veeder counter which gives the consecutive number of the 
exposure, of an altimeter giving the height, and a ticket 
whereon may be written any other information such as 
date, or the like, which it may be desired to record upon the 
film. 

The control gear for automatic operation consists of a small 
switch board connected to the camera by a flexible lead with 
plug-in connections. This control-board may be fixed in 
any convenient position for the observer. 

It contains a main switch which puts the camera into or 
out of action, a counter which shows the total number of 
exposures made, a gear which sets the time-interval and 
indicates the setting, an indicator which shows whether the 
shutter is set ready for exposure, and a button the pressing 
of which will produce an extra exposure. 

The gear which sets the time-interval consists of a dial 
graduated in seconds and provided with two hands. One 
of these is set by turning a nob to the desired interval be- 
tween exposures. The second is controlled by a _ clock 
movement, and is automatically returned to zero each time 
an exposure is made. The moving hand thus shows at any 
instant the time since the last exposure, and the time to 
elapse before the next. . Five seconds before a fresh jex@ 
posure is due a red lamp’ is caused to light in the pilot’s 
cockpit, warning him to hold the machine steady. 

This control is normally used in conjunction with an elec- 
tric motor driving the camera mechanism. ‘This motor may 
be carried in any convenient position, and is coupled to the 
camera by a drive of the speedometer type. This drive may 
be disconnected, and a similar drive from a windmill in the 
slipstream may be substituted. 

If batteries are available the windmill drive and the electri- 

cal distant control and automatic timing gear may be used 
in conjunction. Smaller batteries will suffice for this com- 
bination than are necessary when the drive is also electric. 

If no batteries are carried or if they should fail, the wind- 
mill drive may be used in conjunction with a hand exposure 
control which is connected to the camera by a Bowden cable. 

Finally, in the event of power drive failing altogether, 
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‘|Pee Westland Widgeon is a small Monoplane of sturdy and simple : 

construction, fitted with an Armstrong-Siddeley ‘‘ Genet’ Engine of a bi 
nominal 60 H.P., but actually giving over 70 H.P. The machine has ba 
therefore ample power and can be flown at a comfortable speed with the ‘3 
engine well throttled down, which gives a very much longer life to the engine. ca 


Some Points to Note. 


1. The Machine has a very good take off and can get out of very : . . : “ie 
small spaces without difficulty. : Specification. : re 
2. It carries pilot and passenger. The useful load apart from the : ail 
fuel and oil is 380 lbs., which is ample for passenger, pilot and : Leading Weights and Dimensions: : ra 
luggage. - : feat 
3. It has particularly good flying qualities and is very easy to : Weight, fully loaded... 1,150 Ibs. : Gi 
handle. It can be fitted with dual control. cae Weight, light, without | 
4. The undercarriage has steel spring shock absorbers and friction : fuel and oil ... a 640 Ibs. 5 
dampers to absorb the recoil. : : 
5 + ity 2a : 
5. The petrol is carried in a 12-gallon streamline tank above the  : Buel capacity <.. » 12 gallons. |; 
top wing, which gives a cruising flight of three hours. The oil : Useful load apart from : 
is carried in a streamline tank on the port side of the fuselage. fhelwana: Sina Dao Tks 
FASTEST MACHINE in the GROSVENOR = Surface. 0... 145 sq. ft. 
CUP RACE, 1926. Average Speed, 105.5 M.P.H. © Span Berek: ORE HS. s 
: Width, folded... we 9 it. 9' in, 
WESTLAND AIRCRAFT WORKS, w= #85 
ge : ; : 
: Petrol consumption ... 20 Miles : 
(Branch of Petters Limited) per gallon. : 
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THE ORIENT EXPRESS (NEW STYLE). 


The Aeroplane 


The first of the D.H.66 (Hercules) type (three Bristol Jupiter engines) 


NOVEMBER 10, 1926 


built for Imperial Airways Ltd., to be used on the Cairo— Karachi line. 


shutter-setting and film-changing can be done by turning a 

handle on the camera itself after each exposure. The Eagle 

camera was designed and is made by the Williamson Manu- 

facturing Co. Ltd. of Willesdon Green, and the sole selling 

agents are Vickers Ltd., of Vickers House, Broadway, S.W.1. 
THE TRIALS OF HERCULES, 

On Wednesday last the De Havilland Hercules air liner 
designed to the specification of Imperial Airways for the 
Cairo—Karachi service, was inspected at Stag Lane by a large 
crowd of people. This machine was illustrated and its initial 
tests were described in THE AEROPLANE of Oct. 6. 

The Hercules is a large biplane driven by three Bristol 
Jupiter VI engines of 450 h.p. each. It is capable of carrying 
a paying load, excluding the crew, of 3,284 lbs. Its speed at 
ground level is 130 m.p.h., and it can cruise comfortably at 
110 m.p.h. The wing span is 79.6 feet, the length is 66 feet 
and the height 18 feet. 

The minimum amount of power necessary to fly level with 
a full load is said to be only 375 h.p.. It can fly comfortably 
with any two engines. With the centre one alone from an 
altitude of 4,000 feet it can reach a landing place 30 miles 
away. These figures may appear to be self-contradictory, 
but they are given on high scientific authority. 


= . 
AN OLYMPIAN ALLIANCE. 


Everything on the Hercules is of very large size, but so 
well is the machine proportioned that actually it looks quite 
small. For instance, the weight of petrol carried by the 
Hercules is equal to that of seven complete D.H.53s (Hum- 
ming Bird monoplanes), and the exhaust manifold of one 
single engine costs as much as a complete ‘‘ Austin Seven.” 


On Wednesday Mr. Broad, who did the original tests, gave 
a convincing demonstration with the machine. Its climb is 
exceptionally good and he definitely flew the machine on 
various combinations of one, two and three engines. One 
had the pleasure of a flight in it with Mr. Broad, sitting 
alongside him ‘‘ on the box,”’ as Sir Sefton Brancker terms 
the front seat. (For the benefit of the younger generation 
who have only been brought up with motor-cars, the ‘‘ box ” 
was the term used in carriages to denote the seat beside the 
coachman.) 


One point of distinct interest is the arrangement of the 
instruments on the wing engines. These have been devised 
by Mr. Chorlton, who runs the aeronautical side of S. Smith 
and Sons. Mr. Chorlton has long realised that with the 
ordinary arrangement it is extremely difficult to see at a 
glance the reading of an instrument a few feet away, with 


Jupiter and Hercules. T he installation of the three Bristol Jupiter engines in the 
De Havilland Hercules. The thing which looks like a loud-speaker behind the pilot is the ventilator to the 
cabin and the apparatus on this side of it is the Bristol starter-engine. The excrescence on the inner strut is 
the instrument-board of the port engine, and the two long things in front of the tanks in the upper wing centre- 
section are petrol gauges. 
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Aircraft Equipment 
he finest aircratt may fallin its purpose if its 


eguipment 1s unsatislactory. 


She several ttemns which will form the subject of Ammunition. 
this series of announcements are confiden tly 


recommended to the consideration ofall Aircaf & B om bs & Gear. 


Designers, Manufacturers and Users, and to all 


concerned in the eguipment of Air Orsanrsations. Camera, Air 
ee hs (‘Eagle’), | & 
_DavisNavigation 
Lights. — 
Guns, Belt and 
Drum Feed. 
Gun Cameras 


(HYTHE MKI1). 


Gun Mountings 


( VICKERS SCARFF). 
Oleo-Pneumatic. 
Undercarriages 
: 3 & Jail Skids. 
immediate indication to the Pilot of an i 
ae Se Ef the Aen Petrol & Oil 
his charge, is essential for machines operated in ACCeSSOTIeS. 


conditions of poor visibility. P rotechnic 
The REID CONTROL INDICATOR Pe ean 


(Patented) ee 
ich is part of the present s:andard equipment of all 
ae wae ite vy geaveai be used on the Reid. Control 
aeroplanes on the Cairo-Karachi Route) gives this indication. oe Indicators. : 
Every machine that is flown in fog or during the pees (ieee rte 
hours of darkness, should include the REID oteabie Nes 
CONTROL INDICATOR on its Instrument Board. : ee ero LS. 


Apply for descriptive catalogue and quotation. bss Etc Ete” ~ 


Vickers House id Broadway, Selephone: Fearn 6900. 
LON DON ° S.W.1. JZe/egrams:NICKERS, SOWEST, LONDON. 
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the result that he has produced instruments with large 
clear figures that can be seen by anybody whether they 
pass the Air Ministry sight test or not. 

The instruments themselves are no bigger than the old 
ones, and in fact they are actually a good deal lighter, and 
are definitely a step towards easing the pilot’s duties. 

On the occasion of the flight in question one had one’s head 
in the office when the machine was taking off (not from fright 
but merely to watch the behaviour of the various instruments 
in the cockpit) and when one looked out within a few 
seconds of the engines being opened out fully the machine 
was already about 500 feet up in the air. The vibration 
which has been noticeable in other three-engined machines 
when the centre engine is running is not nearly so marked, 
and with the centre engine throttled down it is practically 
non-existent. 

The machine is light on its controls and easy to handle 
and when all engines are full out and the machine is flying 
level the needle of the speed indicator very nearly reaches 
the 130 m.p.h. mark. 

Cruising normally at 110 m.p.h., the engines can be throttled 
right back with the result that the petrol consumption for 
the machine is very low. In fact, during a test flight to 
Chelmsford and back in the morning, the petrol consumption 
was found to be five gallons per hour per engine less than 
that of any other three-engined machine. 

The cabin is relatively quiet. The noise is less than that 
experienced in the carriage of a train on the Piccadilly Rail- 
way, and slightly more than on the Central London. 

The machine looks like being an extremely successful pro- 
position.—G. D. 

CANADIAN ENTERPRISE. 

Canadian Vickers Ltd., of Montreal, P.O., Canada, the only 
fully-equipped engineering plant in the British Empire de- 
signing and manufacturing aircraft outside Great Britain, 
have a very interesting programme of new construction on 
hand. 

It will be remembered that their first product, the Vedette, 
which was designed by Mr. W. T. Reid, late in 1924, was 
originally fitted with a 260 h.p. Rolls-Royce Falcon engine. 
In 1925 it was fitted with the 200 h.p. Wright Whirlwind 
air-cooled radial engine, and, thus fitted, was the first flying- 
boat to be equipped with an air-cooled engine as a pusher. 

Six of these boats have been delivered, five to the Royal 
Canadian Air Force and one to a private company. These 
boats have been used practically exclusively for photography 
and forest sketching and have done considerable work with 
conspicuous success. 

Three of the six have been fitted with the Armstrong- 
Siddeley Lynx engine, which engine, incidentally, is being 
standardised by the Canadian Air Board for all their new air- 
craft, and although of nominally less power than the Whirl- 
wind, it is giving as good a performance and operates suc- 
cessfully as a pusher engine. 

Their second product, the Varuna, produced in 1925, was a 
twin-engined flying-boat fitted with two Wright Whirlwind 
engines. ‘This boat has undergone a thorough series of trials 
by the R.C.A.F., and it is, together with the Vedette, the sub- 
ject of a repeat order, the only modifications called for being 
the substitution of the Lynx engines for the Whirlwinds. 

Their new work on hand includes the design and construc- 
tion of four new types, three for the Canadian Air Board and 
one for themselves. 


THE TRIALS OF HERCULES.—Some typical attitudes in the air of the De Havilland 66 


(Hercules), and her 
Jupiter VI engines, doing trials before proceeding for duty on the Cairo—Karachi line. 


The first is a small single-seat flying-boat which is being 
built as an experiment to determine whether certain phases 
of forest patrol can be done efficiently by single-seat aircraft 
fitted with some type of wireless apparatus capable of trams- 
mitting certain predetermined signals. 

The boat, which will be a braced monoplane with the wing 
attached direct to the top of the duralumin hull, and the en- 
gine, a 60 h.p. Armstrong-Siddeley Genet, mounted above the 
wing, is being built in two variations. One will be a pusher 
boat with the pilot well forward in the nose, and the other, 
a tractor, with the pilot behind the wing and provision for 
an additional seat for instructional purposes. 

These two machines are essentially for fire-patrol purposes, 
and the object of their production is to get the smallest practi- 
cal machine that will go up and stay up over the forest areas 
during the season of fire hazard at the minimum cost. 

The second machine for the Air Board 1s a single-seat metal- 
fuselage biplane with interchangeable floats or wheels, and fitted 
with the Armstrong-Siddeley Lynx, for fire-patrol work over 
the foot hill forest reserves in the High River district of 
Alberta, where most of the operations are over land. 

The third Air Board machine is a three-seat, twin-engined 
biplane specially designed for taking vertical or oblique 
photographs. It will have interchangeable wheels, floats and 
skis, and will have accommodation for pilot, navigator and > 
photographer. 

The desire for high performance and the need for clear 
vision ahead has necessitated the fitting of two Armstrong- 
Siddeley Lynx engines. This machine will be one of the most 
advanced photographic types yet produced, and is the first 
that has been specially designed for this particular work, 
which has such a big field in Canada and other Dominions 
and British possessions. 

The fourth machine, the Vanessa, is a five-seat, all-purpose 
cabin biplane, to be fitted with the Armstrong-Siddeley Lynx 
and interchangeable floats, wheels and skis. It is being built 
to meet the demand for a medium-sized general-purpose 
machine for commercial work. 

The enterprise of Canadian Vickers Ltd. in opening an ait- 
craft branch, and obtaining the services of Mr. W. T. Reid, 
late of the Bristol Co., seems to have been justified. 

It is well to remember that some years ago, before the 
operations of the Canadian Company began, the Canadian 
Air Board issued specifications for certain specialised types 
of aircraft desired to meet Canadian conditions. These met 
with little or no response in England, presumably because 
it was thought that the resultant orders would be small. Also, 
because the Canadian requirements were not fully understood, 
it was assumed that any aeroplane built for Kuropean con- 
ditions could, by the substitution of equipment, be adapted for 
use in that field. This fallacy has been exposed by the pro- 
gress of the Aviation Department of Canadian Vickers Ltd. 

The fact that they have produced a machine specially for 
aerial photography, which seems likely to be economical to 
operate, should be of considerable interest to the growing 
number of aerial survey companies who are at present com- 
pelled to operate with out-of-date equipment because of the 
lack of suitable aircraft.—l. B. 


THE ITALIAN MINISTRY OF 
NAUTICS. 
General, Bonzani has resigned his Under-Secretaryship for 
the Ministry of Aeronautics and has been succeeded by 
General Italo Balbo. 
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. THE ROYAL AIR FORCE. 


The London Gazette. 
Nov. 2. 

GENERAL Duties BRANCH.—The following are granted perm. comns. in 
the ranks stated:—Fur. Lr.—C. R. Carr,-D.F.C. (Nov. 1). FLG. OFF.— 
E. M. Drummond (Lt., Half-Pay I.ist, Army) (Oct. 20). 5% 

Plt. Off. J. S. Blomfield is promoted to the rank of Flg. Off. (Oct. 14). 

Air Vice-Marshal Sir -O. Swann, K.C.B., C.B.E., is placed on half- 
pay, scale A (Nov. 2). 

Fle. Off. A. E. Connolly is transferred to the Stores Branch on pro- 
bation (Oct. 25). Flt. Lt. A. Chapman is placed on the retired list 
(Nov. 1). Fig. Off. A. Neeson is placed on the retired list at his own 
request (Nov. 3). Fit. Lt. D. S. Jillings, M.C., is granted permission 
to retain the rank of Sq. Ldr. on retirement (Oct. 1). 

The following are transferred to the Reserve :—Cuass A: Fir. LT.— 
A. E. Woodbridge (Nov. 1). Ftc. Orrs.—F. Beesley (Nov. 2); J. EE 
Bythell (Nov. 2); W. E. Cowan (Nov. 3); O. J. F. Jones-I,loyd (Nov. 5). 

Cass B: Fur. Lt.—J. M. McEntegart (Oct. 24). The following Flt. 
Lts. are transferred to the Reserve, Class A (Oct. 24) (substituted for 
the notification in the Gazette of Oct. 26):—W. Halford, D.F.C., S. H. 
Potter, KR. J. Read: 

Flg. Off. H. KE. F. Saunders is transferred to the Reserve, Class C 

(Sept. 12) (substituted for the notification in Gazette of. Sept. 7 
Flg. Off. IL. W. Mercer (Lt., R.A.), relinquishes his temp. comn. on 
return to Army duty (Oct. 20); Plt. Off. F. N. Garthwaite relinquishes 
his S.S. comn. on account of ill-health (Nov. 3). 
_Mepical, BRANCH.—Temp. Lt. V. G. Pedley, General List (Army), 
Dental Surgeon, is granted a temp. comn. as a Fig. Off. on attach- 
ment to the R.A.F. (Oct. 18). He will continue to receive emoluments 
from Army sources; Flg. Off. G. J. Hanly, M.B., is promoted to rank 
of FIt.-Lt. (Oct. 23). 

CHAPLAINS’ BRANCH.—The Rev. W. P. Hughes is granted a S.S. comn. 
with the relative rank of Sq. Ldr. (Oct. 29). 

MEMORANDUM.—Sec. Lt. J. I. Rodrigues is deprived of permission 
to retain his rank on conviction by the Civil Power (Oct. 1). 

RESERVE OF AIR FORCE OFFICERS.—F. J. Wright is granted a comn. 
to Class A.A., General Duties Branch, as a Plt. Off. on probation 
(Oct. 18); Plt. Off. on probation D. P. Jones is confirmed in rank 
(Oct. 27). 

The following Flg. Offs. are transferred from Class A to Class C:— 
H. Jones (July 14); G. F. Blackburn (Nov. 2). 

The following relinquish their comns. on completion of service :— 
Flg. Off. M. B. Lacey (June 26); Flt. Lt. H. V. Worrall, D.S.C., 
Fig. Off. R. W. Warner, Flg. Off. J. S. G. Wrathall (Sept. 12); Fig. 
Off. J. R. Stafford-Langan, D.F.C. (Oct. 15); Flg. Off. W. Halliwell, 
Fis. Off. Ax J. “EH. Taylor (Oct %24): 

Flg. Off. H. W. Prockter relinquishes his comn. on completion of 
service and is permitted to retain rank of Fit. Lt. (Sept. 16); Flg. Off. 
J. S. Hughes relinquishes his comn. on account of ill-health, and is 
permitted to retain his rank (Nov. 3); Fig. Off. J. M. Leach resigns 
his comn. on appointment to a comn. in the Auxiliary Air Force 
(Nov. 2). 

AUXILIARY AIR FORCE.—GENERAL DutiIEs BRaNcH.—The following to 
be Flg. Off.:—No. 605 COUNTY OF WARWICK (BOMBING) SQUADRON.— 
J. M. Leach (Nov. 2). 

Appointments. 
Week ending Nov. 8. 

GENERAL DutTIES BRANCH.—Wing Commander FE. R. Manning, D.S.O., 
M.C., ta School of Naval Co-operation, I.ee-on-Solent, to command, 1/11. 

Squadron Leader J. C. P. Wood, to H.Q., Egypt, 21/to. 

Flight Lieutenants F. Thomasson, D.F.C., M.M., to Reception Depot, 
West Drayton, 1/11. E. H. Richardson, to No. 10 Group H.Q., Lee-on- 
Solent, 20/10. F. H. Isaac, D.F.C., to H.Q., Wessex Bombing Area, 
Andover, 2/11. R. I. McK. Barbour, D.F.C., to Experimental Section, 
R.A.E., Farnborough, 28/ tro. 

Flying Officers A. H. C. A. Rawson, to R.A.F. Cadet College, Cran- 
well, 2/11. G. E. Nicholetts, to R.A.F. Station, Donibristle, on transfer 
to Home Estab., 17/10. F. TI. Stacey, to R.A.F. Depot, on transfer to 
Home Estab., 17/10. F. W. M. Matthews, to A. and G. School, East- 
church, 21/10. G. H. Huxham, to No. 208 Sqdn., Egypt, 20/10. H. A. 
Anson, to No. 32 Sqdn., Kenley, on transfer to Home Estab., 13/11. 
B. J. J. Nimmo, to No. 2 Armoured Car Coy. and Repair Section, 
Palestine, 1/10. C. G. H. E. Lumsden, to No. 43 Sqdn., Henlow, 12/11. 
H. EF. N. Burton and R. W. Holden, to No. 24 Sqdn., Kenley, 1/11. 
E. M. Drummond, to No. 100 Sqdn., Spittlegate, 3/11. J. F. F. 
Pain, to No. 16 Sqdn., Old Sarum, 9/11. H. A. S. Byrne, to No. 30 
Sadn., Iraq, 1/10° HI. V. Crowder, EF) G. HB. Ewens and W. J. M.: 
Spaight, to No. 70 Sqdn., Iraq, 1/10. A. P. Wayte, to Heliopolis Details, 
Egypt, 20/10. 

Pilot Officers J. IL... Adams, J. F. Dowdeswell and R. H. Winn, to 
No. 9 Sadn., Manston, ofa. C. A. sAnderson, L. G. “Gray, “PF. J. 
Parker and I. C. Phillips, to No. 13 Sqdn., Andover, 9/11. R. Benham, 
to No. 207 Sqdn., Eastchurch, 9/11. T. B. Byrne, H. J. J. Mumford- 
Mathews, E. G. C. Stokes and E. L. Wilson, to No. 2 Sqdn., Manston, 
9/m. D. V. Ivins, to No. 16 Sadun; Old )Sarum,no/an a Ro Oso: 
Taylor, to No. 58 Sqdn., Worthy Down, 9/11. W. G. Woolliams, to 
No. 39 Saqdn., Spittlegate, 9/11. 

MEDICAL BRANCH.—Flight Lieutenant T. J. X. Canton, M.B., to R.A.F. 
Depot, x1 / x1: 

STORES BRaNCcH.—Pilot Officer P. H. Wilcox, to H.Q., Cranwell, on 
appointment to a Perm. Comn. (on probation), 30/r10. 

ACCOUNTANT BRANCH.—Flight Lieutenant J. Sullivan, to H.Q., Egypt, 
z/io. Hlying Officers: <S. W-. Hill, to. HiQ.,—> Cranwell, “Siirm ae SW 
Freeman, to No. 4 F.T.S., Egypt, 20/10. 

x ; Sheikh Mahmud. 

The Times correspondent in Basra, in a message date Nov 2, 
states :— 

It is reported that the Kurdish insurgent Sheikh Mahmud, who 
recently released the two members of the Royal Air Force who had 
fallen into his hands, is about to surrender on the Government’s 
terms, which are that he must live in Persia and submit to the 
confiscation of his estates in Iraq. Probably he will be awarded a 
small pension. 

: Recently the insurgent Kajar Prince, the Salar ed Dowleh, who is 
in arms against the Pahlevi Shah, asked Sheikh Mahmud for help, 


but was unsuccessful. The Kajar Prince is reported on good authority 
to be advancing on Ruwansir, a small town about 40 miles north-west 
of Kermanshah. 
The Air Services Association. 
The Smoking Concert arranged by the Air Services As- 
sociation, to take place at ‘‘ The Stirling Castle,’ London 


Wall, will be held on Nov. 25, and not on Nov. 18-as an- 


nounced in THE AKROPLANE last week. : 

Further information concerning the Association, which was 
formed originally to bring together the officers and men of 
the A2gean Group, may be obtained from the hon Secretary, 
Douglas H. Simmonds, 50, London Wall, E.C. 

All former members of the R.F.C., R.N.A.S., and R.A.F., 
will be welcome at the Concert on Novy. 25. 


THE R.A.A.F. PACIFIC FLIGHT. 

On Oct. 30, Group Capt. R. Williams, D.S.0., O.B.E., Chief 
of the Australian Air Staff, Flt. Lt. I. E. MacIntyre, C.B.E.j 
A.F.C., and F./Sjt. Trist, R.A.A.F., who are engaged on 
a flight through the islands of the Southern Pacific on a 
D.H.s0a seaplane, arrived at Kiota from Rabaul, Bismarck 
Archipelago 

While at Rabaul, Group Capt. Williams was instructed to 
fly over the New Guinea goldfield and surrounding district 
with a view to intimidating the local natives who were re- 
sponsible for the death of three white prospectors and the 
wounding of others. It was hoped that the appearance of 
the unarmed D.H.s50 would have a moral effect on the natives 
who are reputed to be hostile and treacherous, and reduce 
them to a state suitable for the attentions of a land punitive 
expedition. 

On Nov. 5 Group Capt. Williams arrived at Tulagi, the 
chief settlement in the Solomon Islands. 

A DISTINGUISHED VISITOR AT THE I.Ae.E. 

On Nov. 16, at 6.30 p.m., Mr. A. G. von Baumhauer, As- 
sistant Director of the Royal Aeronautical Laboratories at 
Amsterdam, will 1ead a paper entitled ‘‘ Some Notes on the 
Possibilities of Progress in Aviation,’ at a meeting of the 
Institution of Aeronautical Engineers. The meeting will be 
held in the rooms of the Junior Institution of Engineers, 39, 
Victoria Street, S.W.1. 

Mr. von Baumhauer is well known in British aeronautical 
circles as one who combines a wide and extensive technical 
knowledge with a width of outlook and an openness of mind 
not always associated with the first quality. 

Mr. von Baumhauer’s subject is the all-important one of resistance 
and how it is caused. As the author points out, if wings and bodies 
alone constituted a practical aeroplane modern knowledge would enable 
one to produce transport aircraft of very high speed and very low 
resistance. Unfortunately aeroplanes require landing _ gears, engine 
cooling, induction, and exhaust system, and the pilots need to have 
a good view. 

These factors make it impossible to use ideal shapes of minimum 
resistance. The designer has to break his lines; and the art of 
designing an efficient aeroplane seems to consist in the tact and 
wisdom exercised in making these “ breaks”? in such a way as to spoil 
the flow over the whole machine as little as possible. 

To do this effectively a knowledge of the mechanism which sets up 
resistance, and how disturbances alter the flow along a body is desir- 
able. The theory of the “ boundary layer,” originally due to Prandtl, 
has now been developed to an extent which gives at least a qualitative 
explanation of many resistance phenomena, and the author gives 4 
simple and clear outline of this theory in his paper. 


THE FLYING CLUBS. 
The London Aeroplane Club. 


Report for week ending Nov. 7. 

Total flying time 35 hrs. 15 mins. 

The following members had dual instruction :—G. C. Bonner, T. C. 
Sharwood, F. Clarkson, G. H. Saxon Mills, BH. J. B: King, Miss 
Fletcher, D. H. P. Esler, B. Lester, H. Spooner, M. P. Susman, H. 
Solomon, L. G. Sykes, Lady Bailey, H. H. Samuelson, E. E. Shaw, 
Miss O’Brien, A. J. Richardson, R. A. St. John, V. H. Doree, R. ls 
Preston, E. A. Lingard, W. J. S. Mcleod, J. L. Gardner, EB. & 
Brough, G. H. B. Maddocks. 

The following made solo flights:—lLady Bailey, L. J. C. Mitchell, 
W. Hay, W. J. S. Mcleod, E. S. Brough, Miss O’Brien, H. Petre, 
H. Kennedy, E. L. O. Baddeley, N. Jones, K. V. Wright, Sq. Ldr. 
M. BE. A. Wright, Major K. M. Beaumont, N. J. Hulbert, D. H. Ps 
Bsler, G, H: Craig, Ay Rk, Ogston,G, Terrell: 

The following had joy-rides:—E. H. Walker, W. E. P. Johnson, 
G. H. Craig, Miss Spooner, G. F. Wilson, Mrs. McKay, R. G. Gallien. 

On Nov. 7 K. V. Wright passed the tests for his Certificate. 

On Nov. 4 R. I. Preston, about to start on a solo, taxied into @ 
ditch, causing slight damage to G-EBNP. 

The Lancashire Aero Club. 

Report for week ending Oct. 29. 

Total flying time 20 hrs. 5 mins., made up as follows :— 

Dual with Messrs. Brown and Cantrill: Messrs. Blagden 1 hr. 35 
mins., Hindley 1 hr. 15 mins., Abdalla 1 hr. 10 mins.,; Leigh and Costa 
1 hr. each, Twemlow and Gattrell 50 mins. each, Anderson 40 mins, 
Shiers 30 mins., Barnes 30 mins., Whittaker, Cohen, Nelson, Dobson 
and Miss Brown 20 mins. each, Miss Emery 15 mins., Mr. Michelsem 
15 mins., Messrs. Goodyear and Hardy 1o mins. each. 

Solos :—Messrs. Costa 3 hrs. 20 mins., Hardy 30 mins., Lacayo 20 
mins., Agar 20 mins., Leeming 15 mins. 

Joy-rides with Messrs. Brown, Cantrill and Leeming 1 hr. 30 mins. 
Tests 1 hr. 30 mins. 


Leading the World 
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ctors of all-metai floats. 

Other all-metal aircraft are in construction, 

66 THE TI MES 99 and Great Britain may well lead the world in 
the all-metal construction of seagoing aircraft 


as a result of the independent work done at 
of 20th August, 1926. 
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The Trades’ Union Spirit has been manifesting itself in the Club 
during the past few weeks. Two flying members, who between them 
carry most of the joy-ride passengers on Sunday afternoons, have en- 
tirely different styles of pilotage. One likes to float about the atmo- 
sphere in a series of gentle cart-wheels and half-rolls, ending up with 
a spinning nose-dive and a _ side-slip landing. ‘he other (who has 
both a strong head and a strong stomach) is at his happiest when 
doing a vertical tail-slide stall, or stirring the porridge while on the 
top of a loop, both of which No. 1 pilot loathes. 

An agreement has therefore been concluded between them whereby 
any joy-riders asking for ‘ fore-and-aft”’ stunts shall be handed over 
to No. 2 pilot, while all those requiring ‘‘ lateral”’ stunts shall go with 
No. 1 pilot. One may add that a suggestion by the latter to the effect 
that “ hoppity-hoppity ”? landings might appropriately be considered as 
“ fore-and-aft ? stunts was met with dignified silence 

Report for week ending Nov. 6 

Total flying time 21 hrs. 45 mins., made up as follows :— 

Dual with Messrs. Brown, Cantrill and Scholes :—Messrs. Blagden 
1 hr. 55 mins., Twemlow 1 hr. 20 mins., Cohen and Hindley x hr. 5 
mins., Abdalla and Newton 45 mins., Dobson and Shiers 40 mins., 
Wood and Miss Brown 35 mins., Hardy 30 mins., Moore 25 mins., 
Nelson 25 mins., Miss Emery 25 mins., Messrs. Crosthwaite and 
Anderson 20 mins., Goodyear, Dickinson, Powell and Forshaw 15 
mins., Hardy, Lacayo, Pitman, Williams, and Hargreaves Io mins. 

Solos: Michelsen 1x hr. zo mins., Costa 4 mins., Agar 25 mins., 
Williams 15 mins. 

Joy-rides : With Mr. I.eeming, Colwell 30 mins., Swindells 15 mins. 
With Mr. Lacayo, Benson 1 hr. 35 mins., Hartley 30 mins., Sivery 30 
mins., Nelson 20 mins. With Mr. Williams, Mr. Cantrill 10 mins. 

Tests x hr. 30 mins. 

The weather has been normal throughout, with gales, rain and fog 
predominating in turn. 

One member, flying for the first time after ’flu, landed after a 
spinning nose-dive and reported that on pulling out to land he saw 
four aerodromes each doing a flat spin on its own. Fortunately he 
chose the right one for his landing. 

The Newcastle-upon-Tyne Aero Club. 

Report for week ending Nov. 7. 

Total flying time 14 hrs. 4o mins., 4 hrs. 45 mins. of this being 
flown on Sunday. 

The following members flew solo and with passengers :—Lord 
Ossulston with Miss I.eathart, Mr. Wardill and Mr. Mathews. Mr. 
N. S. Todd with Mr. Stawart, Mr. Bruce and Mr. Turnbull. 

Mr. Irving put in a lot of solo flying, and will do the tests for his 
licence as soon as weather permits the height tests. 

Mr. Mathews has also flown frequently alone. 

Dr. Dixon flew with Mrs. Marcks and Mr. Phillips, Mr. Phillips 
taking charge of the machine on some occasions. As these members 
always fly together, it is seldom certain who is actually the pilot. 

Mr. Heppell flew with Mr. Kennedv as passenger. Mr. Kennedy 
also flew with Mr. Ellis. 

Mr. C. Thompson took up Mr. Osborne and Mr. ‘Thompson. 

Mr. H. Ellis completed his tests on Nov. 1. It was a very clear but 
cold day, and Mr. Ellis flew well and his judgment for landings, etc., 
was excellent. 

Mr. Parkinson is still enjoying his rest from flying by spending his 
time at the aerodrome superintending the flying of members of the 
Club. 

It is not yet decided who will take him up for ‘‘a few landings ” 
on the completion of his four weeks on the ground, but no doubt the 
matter will have to be considered shortly. There should be a good 
attendance of members who only fly oceasionally to witness this event. 

The Yorkshire Aeroplane Club. 

Report for week ending Oct. 29. 

Total flying time 12 hrs. 5 mins., made un as follows :—Dual instruc- 
tion, 1r hrs. 15 mins. Solo, 30 mins. Tests, 10 mins. Joy-rides, 10 mins. 

The following flew solo:—Messrs. Dawson and Wood. 

Mr. West gave dual instruction to the following members :—Messrs. 
Dawson: (L. S.), Gratwick, Harvey, Mann, Oglesby, Pigg, Watson, 
Wilson, Winn, Capt. Beaumont and Miss Woodhead. 

The weather has been poor (but honest) for most of the week, with 
fog in the morning and half a gale in the afternoon. ‘These con- 
ditions evidently affect the solo time more than the dual: in these 
circumstances. we have initiated research to demonstrate the coincidence 
of solo time with sunlight. 

This week we succoured.an orphan of the storm, when a Hyderabad 
from Bircham Newton arrived with an inch of snow on the top plane. 
He stayed with us one night, paid his.shot like a man and went away 
again next morning. We are eagerly waiting for his next visit, after 
which we shall commence negotiations for the purehase of our hangar. 

Mr. Rimmer is still with us, waiting with commendable patience for 
a fine day to complete his work for Aerofilms I.td. 

We have no less than five pupils ready to go solo, but have been 
unable to launch them in this weather. Mr. Watson grew tired of 
waiting and set off with Mr. West to find Harrogate,—an Odyssey 
which will prove historic in the annals of the Club. Having passed 
vertically above Harrogate he proceeded to look for it at Knares- 
borough, Boroughbridge, Malton, Pocklington and York, and only 
desisited with the sunset. 

The engine in G-EBNN has been down for a top overhaul. Our 
new cylinder heads have phosphor bronze valve seatings. 

Rumour has it that when the production Bluebird appears it will 
be found that she has suffered a sea change (at Brough) into some- 
thing not quite so rich and strange. The tail skid will, however, 
remain unaltered. 


We are asked to contradict our statement of last week that two 
members had bought a pig (less engine) in a poke. This is in- 
dignantly denied: the pig was given to them. 

Report for week ending Nov. 5. 

Total flying time 7 hrs. 55 mins., as follows :— 

Solo flying, 1 hr. 30 mins. Dual instruction, 6 hrs. 5 mins. Joy- 
rides, 20 mins. 

F.ying was only possible on three days out of the week, 24 flights 
being accomplished in all 

The following members flew solo :—Messrs. Dawson, L. S. Wood, 
Lax and Watson. 

The following were given dual instruction :—Messrs. Batcock, Brown, 
Dawson, L. S. Gratwick, Harvey, Mann, Oglesby, Watson, Wilson, 
Capt. Beaumont and Miss Woodhead. 

In spite of the weather Messrs. Watson and Dawson were launched 
so'o during the week. Both put up a very good show and should 
develop into really useful pilots. Miss Woodhead and Mr. Mann will 
shortly be launched. 

Mr. Rimmer has now left us, the more hurriedly because Mr. West 
took. him up on ‘I.S” on Saturday and suffered a forced landing 
with a choked jet. Mr. Rimmer, a little- distraught, got out of the 
machine, went back to the aerodrome, flew away in his Avro and has 
not been seen since. 

Mr. Wood has done one loop. The significance of. this lies in tHe 
fact that he did not, as hitherto, inadvertently perform a second loop 
while pulling out of the first. 

We wish to cffer our most hearty congratulations and good wishes to 
Messrs. Stack and Leete, of the Lancashire Club, on the very difficult 
and sporting trip. that they are taking on. We are particularly 
interested in this venture as we realise that we are supplying equip- 
ment for the trip to the extent of one wheel and one cylinder-head, 
which the most urgent personal appeals have failed to reproduce 
at Sherburn. However, the thought that our wheel should be well 
on the way to Karachi reconciles us to the sight of G-EBNN resting 
in a corner of the hangar with chocks delicately arranged below the 
BB Wes 

May the seatings stick to the head and the spokes to the rim, and 
the very best of luck go with them both! 


The Midland Aero Club. 
Report for weck ending Nov. 6. 
Owing to bad weather flying was only possible on three days. 
Total flying time 4 hrs. 5 mins. 
The following members had dual instruction :—I. Brinton, C. Fellows. 
The following flew’solo:—G. V. Perry, J. Brinton, BE. J. Brighton. 


The Hampshire Aeroplane Club. 

Report for week ending Oct. 28. 

Total flying time, 12 hrs. 26 mins. Instruction flying, 5 hrs. 40 
mins. Passenger flying, 30 mins. Solo flying, 6 hrs. 16 mins. 

The following members had instruction flights :—Messrs. Southcliffe 
1 hr. 5 mins., Bailey 1 hr. ro mins., Lt. Graham, R.N., I hr., Miss 
Home 45 mins., Messrs. Bound 30 mins., Cooper 25 mins., Westbrook 
I5 mins., Bishop 15 mins., Maloney 15 mins. -Mrs. C. B. Fray had a 
30 mins.’ joy-ride. 

The folowing members flew solo:—Flg. Off. Clarkson 3 hrs. 55 mnins., 
Perfect 53 mins., It. Musselwhite 46 mins., Lt. Kennedy, R.N., 30 
mins., Mr. Fry 12 mins. 

Report for week ending Nov. 4. 

Total flying time 6 hrs. 25 mins. 

Instruction 3 hrs. Passenger flying 1 hr. 42 mins. Solo flying 
rt hr. 43 mins. 

The following members had instruction :—Messrs. Shepherd 30 mins., 
Bound 25 mins., Dickson 25 mins., Stokes 25 mins., Appleford 20 
mins., Cooper 15 mins., Courtney 315 mins., Rumble 10 mius., West- 
brook 10 mins. 

The following had joy-rides:—Miss Fry, - Miss Manning, Capt. 
Lamplugh, and Mr. Stanford. 

“he soloists were: Messrs. Simmonds 4o mins., Perfect 20 mins., Fry 
18 mins., Rumble zo mins., Bowen 5 mins., and Flg. Off. Clarkson 
10 mins. 


The Sydney (N.S.W.) Flying Club. 

Report for week ending Sept. 27. 

Total flying time 18 hrs., of which 6 hrs. 5 mins. were dual 
instruction. 

Total number of flights, 64. 

The week under review was not, a’ good one, owing to a COm 
siderable amount of bad weather and the fact that the instructor was 
away for one day owing to illness. 

It is expected that at least six pupils will be going for their “A” 
licences’ within the next few weeks. 

The club-house”on the aerodrome is beginning to take shape and 
it is hoped that it will be ready for occupation early in the New Year. 

The Sydney Club’s organisation has favourably impressed a number 
of Authorities and a number of requests have been received from 
several sources, including Queensland and Western Australia, for 
specimens of regulations and forms to assist the organisation of other 
clubs. 

On Oct. 8 Flg. Off. H. Bowden Fletcher, D.F.C., R.A.A.F., was 10 
have read a paper on ‘The Making of an Aeroplane and a Pilot,” 
under the auspices of the A.F.C. Association, the proceeds of which 
were to have gone to the Sydney Club’s “Flying Ball,” held at the 
Hotel Australia on Oct. 12. 

The Club Fund reached £964 7s. [A remarkable result for only 
eight weeks.—ED. ] 
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lfaintenance 


Engine maintenance depends very greatly 
upon wise lubrication—and experts know 
that this means Wakefield CASTROL. 
With the correct grade of CASTROL to 
protect bearings, seal pistons, keep down 
temperature and check carbonisation an 
engine is enabled to give full output for 

many thousands more miles than when 
ine: Test when 25.074 mates wereccvered USING Cheaper-per-gallon oils. 


with a sealed engine, using Wakefield 
CASTROL, and the final A.I.D. Report 
recorded the wear of many important 
parts (such as cylinder bore) as ‘‘Nil.’ 


Let us solve your lubrication problems 
—and save you money. 


For low maintenance costs specify — 


WAKEFIELD 


Cee VAKEFIELD«& CO.,Lrtni, 
All-British Firm. 
Shectalists in Motor Lubrication, 
Wakefield House, Cheapside, London, E.C.2, 


Supermarine “ Southampton” Twin Engined Flying Boat. 
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COMMERCIAL AERONAUTICS. 
The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 

Trips per Day.—Monday, 10; Tuesday, 9; Wednesday, 13; Thursday, 
12; Friday, 3; Saturday, 18; Sunday, 4. 
IMPERIAL AIRWAYS I.TD. : 

London—Paris; Iondon—Ostend—Brussels—Cologne; I,ondon—Rotter- 
dam—Amsterdam : Machines 32, passengers 152, freight 12 tons. 
AIR UNION : 

Paris—ILondon: Machines 12, passengers 23, freight 10} tons. 
Kavi 

Amsterdam—Rotterdam—London : Machines 11, passengers 17, freight 
a) cons: 
SABENA : 

Machines 0, passengers 0. 
DEUTSCHE TUFTHANSA AG. : 

Berlin—London: Machines 12, passengers 12. 
PRIVATE : 

Machines 2, passengers 4 

Total number of trips by British Machines, 34, carrying 156 pas- 
sengers. Foreign Machines, 35, carrying 52 passengers. 
Comparative Figures : 

Week ending Nov. 7: 
Machines, 69; Passengers, 208; Crews, 81; ‘Total personnel, 289. 
Corresponding week, 1925: 

Machines, 67; Passengers, 183; Crews, 80; Total personnel, 263. 
Corresponding week, 1924: 

Mathines, 85; Passengers, 285; Crews, 106; Total personnel, 391. 
Corresponding week, 1923: 

Machines, 71; Passengers, 167; Crews, 107; Total personnel, 274. 
Corresponding week, 1922: 

Machines, 45; Passengers, 160; Crews, 73; Total personnel, 233. 
Corresponding week, 1921: 

Machines, 67; Passengers, 96; Crews, 99; otal personnel, 195. 
Corresponding week, 1920: 

Machines, 52; Passengers, 79; Crews, 63; Total personnel, 142. 


Croydon Notes. 

The first stage of the wedding of H.R.H. the Duke of Brabant 
and H.R.H. Princess Astrid of Sweden has been responsible for a 
certain amount of aerial activity. Mr. F. I.. Barnard, on a D.H.50, 
flew from Malmo to Croydon on Wednesday with pictures of the 
preliminaries of the wedding, which happened on ‘Tuesday The 
pictures were taken by night train from Stockholm to Malmo, Mr 
Barnard left Malmo at 06.55 hrs. and reached Croydon at 15.04 hrs. 
He had very bad weather for the whole trip and across Germany he 
was. flying ‘at tree level. 

Mr. Hinchliffe was due to leave early on Friday, but the weather 
made it quite impossible to get off that day. He left on Saturday 
morning at o7.10 hrs., and, stopping only at Amsterdam, landed at 
Croydon at 15.45 hrs. In spite of the delay of one day he reached 
Eneland quicker than those who made the surface passage from 
Stockholm. 

On Monday of this week Mr. Olley brought back pictures of the 
Princess Astrid arriving at Antwerp on Monday morning and these 
appeared in the afternoon editions of the Evening Standard. Mr. 
Dudley Travers also brought back pictures for The Daily Mirror. 

It has now been decided that Mr. F. L. Barnard, as senior pilot 
of Imperial Airways Ltd., will fly the Hercules to Cairo with Sir 
Samuel and the Lady Maud Hoare and Sir Sefton Brancker and party. 
Thence the official party will be flown to Delhi by Mr. Wolley Dod. 

I,t.-Col. Shelmerdine will be the Air Ministry representative for the 
route. as C.A.T.O. I.t.-Col. Burchall, who has been Assistant General 
Manager of Imperial Airways since he joined the firm, will continue to 
hold that appointment and as such will be Minister Plenipotentiary of 
the Cairo—Karachi route. 

Mr. Wolley Dod will be Chief Pilot and the other pilots will be 
Messrs. W. F. Warner, R. D. V. Howard and Dudley ‘Travers ‘Two 
other pilots have been chosen but not yet officially announced. All the 
four chosen people know the route well, as do the two A. N. Others 

Mr. “Sandy”? Baxter, who was chief engineer to the Instone Air 
Line, and who has since 1924 been chief engineer to the aircraft side 
of Wm. Beardmore and Co. Ltd., is to be chief engineer of the 
route. Mr. C. H. Grace, who since the dawn of Civil Aviation has 
been chief of the A.I.D. at Croydon, will go East to organise and take 
charge of A.I.D. work for the route. 

Taking it bye (buy or by) and large (whatever that phrase may 
mean) the management and operation of the route could not be 
in better hands. One congratulates the Management of Imperial 
Airways Ltd. on their selection. One suggests that the M.C.C. should 
hire them en masse next year for the Test Match Selection Committee. 

Recently one stated in these notes that the triple-engined Fokker 
was considered by the R.A.F. to be, in the language of the period, a 
‘(wizard kite.” This paragraph has been quoted in the current Fokker 
trilingual bulletin. ‘ Wizard Kite” in French becomes “ Cerf-volant 
Magique,” and in Italian “ Cometa Magica.’ ‘‘ Magic Comet’? seems 
an excellent variant of “ wizard kite.” 

One gathers that the W.1o which drowned the Pomeranian dog in 
the Channel recently, is lost and gone for ever. It is believed to have 
broken up fairly soon after sinking. Besides the passengers the only 
freight recovered was a case of old glass (undamaged) and the mails. 
sjoth of these were in the cabin. As there is some £2,000 of 
platinum from the machine lying at the bottom of the sea it may 
be the fashion among Channel swimmers next year to swim the 
thing under water. 

Rumour, for which one will not vouch, has it the I.owenstein 
Navy is acquiring two more Fokkers. One is a triple-I.ynx job and the 
other a C.V. (a two-seat fighter) with a French Jupiter engine. ‘The 
First Mate, Mr. Leslie Hamilton, is expected to bring the latter 
to Croydon this week. ‘The machine is a two-seater and is to be 
used when the owner is in even more of a hurry than ever. -It is 
believed by the imaginative that he will acquire a Curtiss or Macchi 
racer (whichever may prove the faster at Hampton Roads to-morrow) 
when he really does. want to be quick. Meantime the C.V. ought 
to do well enough for fox-hunting round Melton Mowbray.—c. pb. 
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As far as cat bodies are concerned, the old 
saying ‘‘As fresh as paint’’ must give way to 
a newer and better slogan “As fresh as 
Cerric”’ for Cerric is far ahead of paint and 
varnish as a coachwork finish. 


CERRIC is a cellulose lacquer which sets 
hard, does not crack or peel, is easily cleaned 
and is impervious to caked mud, dust, grit 
and even tar. 


CERRIC is the same all through; there is no 
varnish to rub away, and the more you clean 
it the better it looks. 
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CELLULOSE 
LACQUERS 


CERRIC is used by many leading makers, and any 

up to-date Coach Finisher can apply it. For des- 

criptive booklet and address of nearest Cerric 
finisher write to the sole manufacturets : 
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Cellon Works, Petersham. Road, Richmond. 


Telegrams: Telephone: 


AJAWB, Richmond, Surrey. Richmond 2213 (3 lines.) 
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“WHENCE AND WHAT ART THOU, EXECRABLE SHAPE ?” 


(Milton.) 


IMM 


AN AMERICAN CARRIER:-A Curtiss TS-l shipboard fighter (200 h.p. Wright Whirlwind engine) taking off the 

deck of the U.S.S. Langley. The U.S. Aircraft carrier Langley was originaily the Fleet-collier Jupiter and was 

converted to her present form in 1921. She has accommodation for 12 single-seat fighters, 12 two-seat reconnaissance 

machines, and 10 torp2do-carriers. Her maximum speed is 14.9 knots. The Langley was the first large ship in the 
U.S. Navy to be fitted with e'ectric drive and she is also fitted with the Sperry Gyro-Stabiliser. 


| Fit Palner, theres no better tyre [ 


Palmer wheels and tyres were fitted to every British Aeroplane which left England duving the Great 
War, they have been the standard equtbment on British Aeroplanes ever since. Sce page 633 for detatls 
of twenty sizes, from 375 x 55 to 1750 x 350, covering the requirements of every type of machine, 
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AVRO "AVENGER 
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“Plight”? Bhotograph. 


F all the numerous types of military aircraft 
which have recently been constructed, none 
pays greater tribute to the creative genius of 
British designers, or to the initiative and foresight 
of British constructors than the AVRO SINGLE- 
SEATER FIGHTER, aptly named THE 
“AVENGER,” which is illustrated above. This 
machine, which was designed and built entirely 
by A. V. ROE & Co., Ltd., is undoubtedly one of 


the most striking military aeroplanes in the world. 
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ON BRITISH AVIATION. 


On Noy. 1o the Royal Aero Club held its first Monthly 
House Dinner of the present season. ‘The event is notable 
because it is the first occasion on which Lord Thomson of 
Cardington, lately Secretary of State for Air, the new Chair- 
man of the Committee of the Royal Aero Club, has presided 
over a gathering of the Club in that capacity. And, very 
properly, the subject announced for discussion, was “ British 
Aviation.”’ 

Whether it is right and proper that the speeches at these 
House Dinners should be reported is quitea debatable question. 
As the meetings take place in a private club house anything 
that is said thereat might well be regarded as privileged. 
But, after all, the Royal Aero Club is supposed to be the 
governing body of the Sport of Flying in the British Hmpire, 
and consequently it is within its limited scope very much 
more of the nature of a Parliament than of a private club. 

Also the people who open and take part in the discussions 
evidently do so with the idea of improving aviation in some 
Way or other, even if only from the point of view of their 
personal pockets. If the things that were said at these 
meetings were kept rigorously within the four walls of the 
toom they could hardly be expected to confer any benefit 
on anybody. For, if anybody did happen to say anything 
worth while, the progress of aviation would suffer because of 
the limited audience. 

Therefore, on the whole, one thinks that it is better that 
the speeches should be broadcast to the aeronautical com- 
munity, at any rate in so far as they contain anything which 
is worth recording. 

One objection to reporting the speeches is certainly that 
some of those who attend these dinners are shy about saying 
anything which is likely to appear in print. Some of such 


was said would certainly be reported to us verbally, and it 
might suffer greater distortion in the process than it does 
even when transcribed from one’s own very imperfect long- 
hand notes. 

Consequently one proposes to place on record, to the best 
of one’s ability, the essence of what is said on these occasions. 
THE NEW CHAIRMAN. 

At this particular Dinner the proceedings were very bright. 
Mr. Handley Page was in his best phillipic form, several 
speakers spoke sense, and one or two were quite funny. 
And the Chairman’s conduct of the proceedings was a-model 
of how the thing should be done. 

When Lord Thomson was mentioned as a possible Chair- 
man for the Club, one had grave doubts about his suitability. 
Although one knew that he was a particularly good Air 
Minister and was liked by everybody in the Air Ministry, as 
well as being respected for the intelligence with which he 
tackled aeronautical subjects, he was after all a Labour 
Minister, and though he carried on the schemes of his pre- 
decessors without interfering with them, one could never 
quite dissociate in one’s mind the ideas of Labourism and 
Socialism and Bolshevism. However, one is quite prepared 
to be a Socialist oneself if one can be sure of an official 
position which carries with it the private and public use of 
a Rolls-Royce at the expense of the State. 

In his capacity as Air Minister he certainly destroyed a 
belief which one had cherished for many years to the effect 
that no professional soldier can possibly make a good politi- 
cal head of a department which is concerned with a fighting 
Service. But one ascribed his success as Air Minister rather 
to the fact that he was less of a soldier than of a politician. 
And it was because he is a politician that one was inclined 


people are really shy, and, though they would not mind to mistrust his suitability as Chairman for the Aero Club. 
expressing their views to a small circle of friends, do actually Moreover, he is a notable writer not only of books, but for 8 
funk getting on their hind legs and talking when they know the papers, which, to quote Kipling, “as everybody knows, 
that whatever they say may be recorded against them. is worse than serving in a shop or scaring off the crows.” * 
Others again say that the publication of the speeches pre- But since the days when one acquired those ideas, at the 

vents some people from speaking their minds openly as they beginning of Lord Thomson’s term at the Air Ministry, ee 
might do if no reports were to be published. ‘This strikes one has found excellent reasons for revising all of them. ‘ 
one as being rather a poor argument, because even if one And the last of them was upset when one saw him as Chair- a 
‘made no notes at the time, and even if people like oneself man at the Royal Aero Club Dinner. é Xd 
who are directly connected with newspapers were excluded Lord ‘Thomson is one of the best after-dinner speakers in ci 

‘ftom the gatherings, anything of a very startling nature which this country, and when a man is a notably good speaker he aM 
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IMPERIAL PATHFINDING. 


The De Havilland 50, with Puma engine, on Short floats, used by Group Capt. R. 


Williams and Fit. Lt. McIntyre, of the Royal Australian Air Force, in their flight over the Pacific Islands, 
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always knows it himself, and almost always lets other people 
have the benefit of his knowledge. But on this occasion 
Lord Thomson became very strictly the Chairman and not 
the chief speaker, as most people in his position might very 
well have done under the circumstances. So we lost a very 
sood speech and found that we had acquired the right man 
in the right place. 

Opening the proceedings, he expressed his pleasure at 
presiding at this first House Dinner of the season in his 
new capacity as Chairman. He said that he supposed that 
all members of the Royal Aero Club were interested in avia- 
tion (a supposition which produced loud laughter, because 
of the large percentage of members of the Aero Club who 
apparently have no interest’ in aviation whatever) and added 
that he himself yielded to none in his interest in aviation— 
which is a very comforting piece of information, considering 
the number of highly placed Councillors of the Club whose 
interest in flying is at any rate imperceptible. 

Lord Thomson described aviation as being at once a menace 
and an opportunity, and he called upon Mr. Handley Page 
to deliver his discourse. 


THE OPENING DISCOURSE. 


Mr. HANDLEY Pacr extended a very hearty welcome to the Chairman 
on his first appearance and remarked that he might have presided 
over other councils which were less distinguished than the present 
gathering but he had certainly never presided over one which was 
more enthusiastic. His (H.P.’s) intention that evening was to dis- 
cuss British Air Policy. We might be pessimistic about our position 
compared with what it was at the end of the War. We had often 
heard of aviation as a great link with our Empire, a phrase which 
some in the Royal Aero Club might briefly term ‘‘ bunk.” 

He liked to compare Sea Power with Air Power. We ought all to 
insist on having the same power in the air as we had at sea. We 
had an important Mercantile Marine and we had evolved the Navy 
to protect it. Also our politicians had secured sea bases. All the 
needs of the Navy were filled by our shipbuilding industry. Great 
Britain was in fact the focus from which all seafaring sprung. 

Our position in the matter of air power was quite different. In 
Civil Aviation we had great possibilities for good, but the most 
fanatical enthusiast would not claim that Civil Aviation could exist 
without subsidies. 

If we considered air power seriously we must not only consider our 
Air Force and our air lines, we must look farther ahead. We should 
then find that we had no air bases. We must have an air policy 
throughout the Empire based on common speech and common blood. 
In the past, frontiers had protected nations. ‘To-day no such things 
existed. 

It was of paramount importance to replace machines which were 
destroyed in time of war. Russia broke in the last War because her 
supplies failed. To achieve air power we must be in the same 
position as we were on the sea. Other Powers must base their 
designs on ours, must draw their supplies from us, and must have 
their pilots trained by us. Thus we should enlarge our output of 
aircraft and we should turn potential enemies into certain allies. 

When we had got hold of this broad idea we should see what others 
were doing. ‘The French Government were acting as they were 
because they had the backing of the French public. Air services of 
other nations were trained by French pilots, they used French 
machines, and they made French air power their centre. French 
military and civil aviation were correlated and each backed up the 
other. 

Germany had hitherto been hampered by the ‘ Nine Rules.” So 
to-day Germany was basing her whole future on air power built on 
a civil basis. ‘The German people were used to long journeys over 
land which made it easier for the Government to extend their air 
power. And the German scheme was to create a kindly regard all 
over the World towards German aviation. General P. R. C. Groves 
had given convincing figures in The Daily Express recently. 

If we organised our Air Force on a small defence policy then our 
efforts were in vain. We must achieve air power by correlating civil 
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and military aviation and the manufacturing of aircraft. Our 
authorities could stimulate manufacturing by re-equipping squadrons 
with modern aircraft, and by equipping poorer nations with the 
types which we had just discarded 

Our present system was like using a car till it was worn out and 
then scrapping it, instead of selling it secondhand after a season’s 
use and buying the most up-to-date type. . He believed that the 
High Authorities at the Air Ministry appreciated this, but battle must 
be joined with the ‘Treasury. 

We were spending £120,000,000 per annum on defence and only 
{15,000,000 of this was spent on air power, though aircraft were 
the only means by which we could be attacked. By increasing our 
air power we could effect real economy. 

If we could induce people to think of air power in terms of bases 
on the territory of friendly nations, as for example Gibraltar, Malta 
and Aden, among our sea bases, we could run air lines from those 
bases till Civil Aviation could fly by itself. 

We should spend more money on research. And we should insure 
mass production in time of peace by making aircraft in quantities 
to supply ‘to other countries. Such a policy depended on our Govern- 
ments having more courage. 

We had heard a lot about milestones on the road of progress, and 
revolutions. He did not believe in upheavals. Neither auto-giro nor 
variable airscrews nor even slotted wings would produce a revolution 
in a day. Progress must necessarily be slow. 

We must wake up the country to the need for aeronautical progress. 
To mix up two Biblical quotations, the state of British aviation sug- 
gested “Is it well with the child?” and the answer “ He is not dead 
but sleepeth.” 

It was possible to mould a national policy by mass psychology. 
The Royal Aero Club had taken a very big part in forming the 
present successful Flying Clubs. There were rumours that the Air 
Ministry intended to cut down the subsidies of these Clubs next year. 
It would be criminal if they caused those Clubs to shut down and he 
hoped that pressure would be brought on the Powers That Be to 
prevent such action. 

World’s records must inevitably come into our possession if we 
pursued the right policy. And we must drive that policy into the 
heads of those at the top. When he had been asked to suggest a 
title for this address he had thought of using the title of one of 
Mr. O. Henry’s books “ Cabbages and Kings,” a quotation from ‘‘ The 
Walrus and the Carpenter,” of JI.ewis Carroll. But he had been 
afraid to suggest it lest Tur AEROPLANE should misreport him (being 
a non-advertiser) as talking about “ Cabbages in Kingsway.” 

To summarise his opinions he said, ‘*Seek ye first the right air 
policy and all the rest shall be added unto you.” 


THe D.C.A. 


Lorp THOMSON, congratulating Mr. Handley Page on his discourse, 
said that he had taught us how to rise on slotted wings from our 
dead selves to better things, and he called upon Sir Seftvn Brancker 
for a few remarks. [By the way! Is he Sir Sefton or Sir William ? 
His name is William Sefton, so presumably he received the accolade 
as Sir William.] 

Str WILLtAM BRANCKER said that, as one of those officials whose 
inadequacy had been proved, he reminded his audience that Henry 
VIII and Queen Elizabeth had subsidised their Navies heavily, and 
that Solomon had sent his fleets out on trade journeys. The Germans 
could subsidise Civil Aviation as they had no air force to main- 
tain. et 

As to the subsidies for the Flying Clubs, he said that he was 
committed to a tour of the Clubs at an early date and thought that 
it was a good idea to give the impression that their subsidies would 
be cut off next year, otherwise when he went to see them they would 
be sure to ask for double subsidies, whereas if they thought they 
were going to lose their subsidies they might be content with the 
same amount that they had had this year. 

The root of all our troubles was that we were “penny wise pound 
foolish.” The Chinese version of that proverb was, “It is no use 
going to bed early to save candles if the result is twins.’? And as the 
result of not developing our own aviation we had the twin aviation of 
Germany and France to compete with us. 

In spite of that we did produce good aircraft. The Supermarine 
Swan, a civil machine, produced the Southampton flying-boat, which 
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was the best of its kind in the World. The Handley Page W.8., a 
depressing old thing, had produced the excellent Hyderabad bomber. 
And the Short Singapore Service flying-boat would shortly produce the 
Short Calcutta from which much was hoped as a civil flying-boat. 

He himself agreed with wanting to see foreign pilots trained in 
this country. Air transport certainly did not pay for itself, but it 
was worth subsidising. Every business man was just waiting to see 
the value of air transport proved. Germany was going to it on the 
commercial side. The country which made a success of civil air 
power would have sources of production ready in case of war because 
factories could easily turn over to war types. Subsidies would creat 
air routes. 

A Goop SCHEME. 

Mr. JoHN Lorp suggested another way of pushing Civil Aviation. 
He said that it was common knowledge that the Air Ministry scheme 
for an Auxiliary Air Force and an Air Force Special Reserve had 
been a failure. But it could be made a success by making cheap 
flying possible. 

If, instead of offering prizes, like The Daily Mail Prize, for perform- 
ances on formule, the Air Ministry offered, say, £50,000 for the pur- 
chase of a hundred light aeroplanes at £500 apiece the Trade would 
produce such machines. And the Air Ministry would probably be able 
to sell most of those machines to private buyers before they had 
been delivered by the makers. 

Mr. C. G. Grey said that he did not believe in bleating for sub- 
sidies instead of sitting down and producing things that were saleable. 
If somebody would produce a reasonable engine at £150 we should soon 
have the £500 aeroplane. lf anybody had suggested in i912 or 1913 
that such a car as the Morris Cowley would be sold at the present- 
day price he would have been called a damned fool just as he himself 
was for talking about the £150 engine. 3ut in due course a Morris 
would arise in the Aircraft Industry and wipe the floor with the 
rest. [Incidentally, has anybody realised what a Morris would cost 
if money were at its pre-war pwrchasing value? It would be about 
£80.] 

Mr. C. G. Conmprook said that he agreed with Mr. John Lord. We 
must get the public to realise that Air Power is as essential as Sea 
Power, though sea-borne supplies, on which we depended, could not 
arrive without Sea Power. He thought that the overseas British 
Dominions might be induced to finance their own links in an Imperial 
air line. 

Mr. F. I. BARNARD said that we must concentrate on the civil side 
of aviation because it was a better advertisement than the Service 
side. he public were much more impressed by seeing air liners full 
of people than they were by seeing bombing machines. Air line 
work could be made possible on 365 days in the year if we really got 
down to it and equipped ourselves with proper “ leader-cables ’? and 
directional wireless. For half a million pounds spent in that way 
we could fly every day of the year. Our multi-engined machines were 
a great step towards safety. And the Argosy was streets ahead of 
any machine built abroad. The larger the machine was the more it 
impressed the average man. And all British aeroplanes had an 
inherent prestige superior to that of foreign machines. 

Mayor R. H, Mayo said that Civil Aviation was like a small boy 
brought up by elderly parents (the Government). It was about seven 
years of age and a noisy child. It had learned to fly before it could 
walk and it had learned to talk before it could fly. Its parents had 
now got to lay down adequate money for its education. It could not 
fight its way in the World on £1,000,000 (the subsidy of Imperial Air- 
ways Ltd.). He advocated cutting down the obsolete Services, the 
Army and Navy, and spending five million pounds on Civil Aviation. 
The sum given to the Flying Clubs as a.subsidy was contemptible. 
The London Club alone trained twenty-five pilots, male and female, up 
to the end of June. He was sure that when Sir Sefton Brancker 
visited the Clubs he would find that their subsidy could be multiplied 
by three. 

Mr. H. G. Stuns, of the British Aviation Insurance Group, who, one 
believes, hails from Belfast though he has spent a great deal of his 
life in China, suggested that Mr. Handley Page ought to go into 
Parliament. Speaking as an insurance man he said that if aviation 
could get safety it could get all the business it wanted. 

Mr. HERMAN VOLK, formerly with Colonel John Porte in the Gosport 
Aviation Company, said that though large machines certainly did 
impress the public the development of Flying Clubs and of cheap 
machines would do most to convince the public of- the uses of aviation. 

Mr. HANpLey Pack, in replying, said that in the matter of the 
operations of Henry VIII and Solomon he deferred to the ripe experi- 
ence of the Director of Civil Aviation. When people went to the Air 
Ministry for help for Civil Aviation they looked for the open palm of 
hospitality and they met the clenched fist of hostility. He said 
again that we wanted our Air Power based on the training of other 
nations—after the manner of the British Navy. We were hemmed in 
by restrictions so that aviation went round and round in a vicious 
circle, and it never stopped on the number we had put our money on. 

The cheap aeroplane and £150 engine were no use under existing 
restrictions. Someone interjected the remark that one could fly 
within three miles of an aerodrome without any certificates of any 
sort, whereupon Mr. Page retorted that people wanted to get more 
than three miles from home on a two-seater. 

StR FRANK MCcCLEAN thanked Lord Thomson for presiding and said 
that he knew he would continue his interest in the Aero Club. 

IORD ‘THOMSON in closing the proceedings Said that he hoped every- 
body had enjoyed the proceedings and learned as much as he had 
himself. He wished that he had had such opportunities when in 
office. 

SOME PERSONAL VIEWS. 

That being that, one may perhaps be permitted to add a 
few of the remarks which one would have liked to contribute 
to the discussion if one were able to acquire the habit of 
thinking and talking on one’s hind legs. 

The subject announced for Mr. Handley Page’s discourse 
was ‘ British Aviation,’? but the general trend of the dis- 
course and the subsequent discussion, as unfortunately seems 
to be the fashion at so many gatherings where two or three 
are gathered together in the name of aviation, gave one the 


impression that a better title would have been “ The Iniquities 
of the Government.” Personally one is coming to the con- 
clusion that we are hearing rather too much about the in- 
iquities of the Government in general and the Air Ministry 
in particular, and too little about our own imperfections. 

Nobody has been ruder to Government departments, verbally 
or in print, than one has oneself. And one is still of the 
opinion that if a murrain would descend on the technical 
departments and compartments of the Air Ministry and would 
carry off all the senior officials and most of the juniors much 
would be done towards furthering the progress of British 
aviation. But one also has a somewhat similar opinion, 
subject to modifications, about the design departments of 
the Aircraft Industries of all the World. 

We should lose a few very good men in both events. But 
we should at any rate leave room for youth and enterprise 
to go ahead. The result would be something like the im- 
provement which was effected in London after the Great 
Plague and the Great Fire. 

Considered at their worst the Government and all its ways, 
in relation to aviation, have a very salutory effect. The 
Treasury cramps the Air Force with lack of money and so 
forces the Air Council to be economical. The Air Staff in- 
sist on having aeroplanes. which the pilots. can fly pro- 
perly, and so cramps the style of the technicians who if let 
alone would produce machines which in theory would be 
aerodynamically perfect but would be horrible flying machines. 
The ‘echnical Departments insist on all kinds of silly 
theoretical notions and so set up barriers which are only 
overcome by trade designers by means of considerable in- 
genuity, or gallant defiance, which provides excellent mental 
exercise. 

And one result of this is that the firms which are con- 
tent to sit down under all these restrictions produce very 
reliable aircraft without the slightest hint of originality or 
inspiration about their designs, and the firms which are 
not so content ‘strike out on their own ideas and produce 
vastly improved types in open disregard of Air Ministry 
restrictions. Thus we discover automatically who deserves 
encouragement for enterprise and ability. 

The Finance and Contract Departments hang up contracts 
and payments, thus affording fresh opportunities for dis- 
covering the really enterprising firms who are prepared to 
start building machines before they receive written contracts 
and so are able to deliver them and get the money before the 
end of the financial year. 

The Department of Civil Aviation produces: all sorts of 
restrictions and regulations which produce loud wails alike 
from designers, constructors and users of aircraft such as 
Flying Clubs and Private Owners. And all these restrictions 
in the end merely give still more healthy exercise to the 
people who have to get round the said regulations. 

Nobody seems to have struck the basic idea that the whole 
system of government in this particularly blessed country 
is founded on the scheme of instituting laws and regulations 
which caunot possibly be obeyed and then .allowing decent 
people to break them with impunity so long as. they break 
them in a decent way, while the existence of the laws in 
their impossible form permits those in authority to put the 
said laws into operation against people who are undesirable 
in one way or another, although, perhaps, they may not 
actually break the laws so flagrantly as do people against 
whom the regulations are not enforced. 

By this means, a man who is of real value to aviation 
inay be allowed to fly as and when he pleases on a machine 
without an airworthiness certificate and without a pilot’s 
certificate for himself, so long as he is behaving properly 
and is doing work which is useful to the progress of aviation. 
On the other hand, a man who holds all the necessary 
certificates but happens to be rather a nuisance, or in some 
way is not a credit to aviation, can be stopped from flying 
merely because he has omitted one day to have his log 
book signed by a ground engineer. 

It is a beautiful system. It is based, obviously, on the 
3ritish Non-Conformist Conscience. And it is admirably 
suited to the British temperament, that curious tempera- 
ment which managed to run from 1914-18 quite the most ex- 
pensive. war that ever happened with the smallest percentage 
of financial graft ever known in any war and with the 
greatest amount of individual wangling. 

The whole art of liying under a British Government im 
any part of the World is to know how to wangle decently 
and in order. And if only people would stop bleating about 
laws and regulations in aviation and would settle down quietly 
to build improved aeroplanes and improved engines, and 
would merely devote a little intelligence to wangling round 
the regulations, British Aviation would make a lot more prfo- 
gress. 

Various and sundry speakers, including Mr. Handley Page, 
lamented at length the lack of support accorded to British 
Aviation by Government finance, either in the way of direct 
subsidy or in the way of expenditure on research or by the 
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financing of one scheme or another. Students of Kipling 
will remember the famous instance in which Stalky, com- 
manding a small detachment of troops in the desert out- 
side Suakim, went a bit too far and got his troops cut up by 
the Fuzzies, after which, instead of waiting to be hauled over 
the coals for going beyond his instructions, he pushed in a 
chit to Headquarters complaining of the lack of support ac- 
corded to his operations in the interior. 

That is the way to deal with our laws and regulations. 
And the sooner everybody learns the trick the better. It 
is only another side to one of the first principles of War, as 
laid down by Clausewitz and others, that attack is the best 
form of defence. Constant complaining is only passive de- 
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fence, Attack is action. And it is action that is wanted in 
British Aviation to-day. 

Our aerial survey people, the Aircraft Operating Co., and 
the Air Survey Co., are the shining examples of action, 


‘They do not cry out for subsidies or for relaxation of regu- 


lations. They merely go where there are no regulations and 
take payment for services rendered. That is the way to 
achieve progress in British Aviation. And the same sort of 
thing) can be done at home when somebody sets to work 
the right way. But, of course, nobody mentioned the aerial 
surveyors abroad, nor the aerial photographers at home, nor 
the joy-ride firms, for they manage to succeea without 
Government help.—c. G. G. 
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THE KHARTOUM—KISUMU AIR LINE. 


On Monday, Nov. 15, a large party of guests, many of 
them of considerable importance in Central and East African 
affairs, visited the factory of Short Brothers at Rochester 
to see the launching of the seaplane Pelican with which 
Mr. Gladstone and the North Sea Aerial and General Trans- 
port Company Ltd. are to carry out the experimental flights 
between Khartoum and Kisumu in Uganda. The machine is 
a De Havilland 50 of the familiar ‘‘ Imperial Tours ”’ type, 
the floats are the latest thing in Short all-metal production, 
and the engine is a Bristol Jupiter, Mark VI, and the air- 
screw is a Fairey-Reed. Certainly no finer combination for 
the job in hand can be imagined. 

The christening ceremony was performed by the Lady 
Beatrice Ormsby-Gore. Mr. Hubert Broad took the machine 
off the water with hardly any run against half a gale, climbed 
it like a scout, performed sundry graceful evolutions and 
brought it back onto the water with rather less splash than 
is made by the average duck,—demonstrating what a first- 
class aeroplane can do in the hands of a first-class pilot. 

As a matter of fact the performance was really the joint 
concern of five aircraft companies. The North Sea Aerial and 
General Transport Co. is in fact a subsidiary of that pioneer 
firm, the Blackburn Aeroplane and Motor Co. of Leeds. The 
machine is De Havilland, the engine is Bristol, the floats are 
Short and the airscrew is Fairey. If this quintessence of the 
British Aircraft Industry does not produce success, then 
Heaven help British Aviation. 

Personally one regards the whole undertaking as one of the 
most important things that has happened in British Aviation. 
For all our talk of Imperial air lines this is in fact the first 
bit of line actually to be organised purely by civilian enter- 
prise in the British Empire outside Great Britain. In all new 


methods of transport, lines of communication have a curious 
habit of beginning in the middle instead of at either end. 
The classic example 1s the little old Stockton-Darlington 
railway on which was built up the whole of the great North- 
Eastern Railway of England and ultimately the Great 
Northern. 
being precisely such a nucleus. 

No praise can be too great for Mr. Tony Gladstone, whose 
individual enterprise and persuasiveness and persistent argu- 
mentativeness have persuaded the Governments of three 
solid British Colonies to pay for the running of the experi- 
ment. And equal praise is due to Mr. Robert Blackburn for 
having the foresight and financial courage to commit the 
North Sea Company to put up the bulk of the money for the 
undertaking. 

After the launching ceremony the company adjourned to the historic 
Bull Hotel at Rochester, where the HONOURABLE WILLIAM GEORGE 
ARTHUR ORMSBY-GORE, Conservative Member for Stafford, and lately 
Parliamentary Under-Secretary for the Colonies, 
of The Undertaking. He said 
foundation for permanent results. 
the certainty of that route up the Nile, which was most favourable 
to Civil Aviation. He hoped they would secure the co-operation of 
all the countries concerned. The North Sea Company itself had put 
up most of the money and the Colonies, at a Governors’ Conference, 
had agreed to put up the rest. The line would shorten materially the 
distance of those Colonies from the heart of the Empire. 

Mr. W. F. Gowers, C.M.G., the Governor of Uganda, expressed his 
gratitude to Mr. Gore for his interest. That Governors’ Conference 
which included Kenya, Uganda and the Soudan, gave their whole- 
hearted support to the undertaking and to the regular service which 
would follow. The air was the only possible way of speeding up 
their communications, and public opinion in Kenya was keenly in- 
terested. 

He had had twenty-eight years of experience 


that the day’s ceremony laid the 
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every improved method of transport had improved the understanding 
between the Colonies. Roads and railways took a long time to build. 
The air was the natural means of communication. Great Britain was 
behind France and Belgium, who had excellent air communications in 
their African Colonies. 

He referred to the fact that the first flight had been made to 
Khartoum in 1913 on a Short seaplane by Mr. Alec Ogilvie, and re- 
called that Messrs. Cockerell and Broome, Lieut.-Colonel Van Ryneveld, 
Major Brand, Mr. Cobham, Wing Cdr. Pulford and Sq. I.dr. Coning- 
ham had all made great fiights in Africa, but he pointed out that 
these were stunts, or tours de force. That day’s lunch marked the 
beginning of an economic and commercial air line. 

New communications were seldom profitable at the start. Roads 
did not show a financial profit, but that did not stop road-building. 
He was glad to see the Prince de Croy at the lunch, representing 
Belgium, and he hoped that its new line would benefit the Belgian 
Congo, as gold and diamonds now took seventy days to reach Europe, 
whereas the new line would shorten the time to ten days. 

The British Government showed little confidence in air transport, 
but it was rather the way of British Governments to come in late 
after a new thing had been proved. He referred to Mr. Gladstone’s 
perseverance and industry in collecting data, and said that he would 
refrain from praise till the goods were delivered, particularly as he 
himself would be the first batch of goods. At any rate all con- 
nected with the line deserved success. 

THE LORD CRANWORTH, a big landowner in British East Africa, said 
that he calculated that altogether he had spent eighteen months 
travelling to and from East Africa, and had been seasick most of 
the time, so he welcomed the prospect of an air line. He hoped to 
see an aeroplane on every farm in Kenya. Sixteen years ago he him- 
self brought the second car to Kenya and now the country was thick 
with them. In America people reckoned the importance of a town 


Aviation would soon grow out of wanting subsidies. 
vices as ran to-day were only a nursery for air lines in which 
operators and aircraft constructors were learning what was wanted, 
He congratulated Mr. Gladstone on his ability as an organiser and 
as a hard fighter. 

Mr. ROBERT BLACKBURN, speaking on behalf of the Aircraft Industry, 


Such air ser- 


and apologising for not being in the Handley Page class as an 
orator, said that having been brought up in a locomotive factory 
he was a firm believer in locomotion. ‘hat was why the North Sea 


Company had backed Mr. Gladstone and hoped to organise a 
permanent service. 

Mr. GLADSTONE said that he had not done anything for which to 
be called upon to speak. He had not delivered the goods. All he 
watted was the chance to prove the usefulness of the line, and he 
appealed to anybody who had anything to do with the Central and 
East African Colonies to send their mail and small parcels by his 
line. 

Mr. Oswatp SHORT said he was proud that his firm was associated 
in this new undertaking with the De Havilland Bristol and Fairey 
firms. He reminded those present that it was Mr., now Sir, Frank 
McClean who had ordered and paid for the first machine flown 
to Khartoum. He felt by intuition, the same intuition on which he 
had relied for the policy of his firm, that the line was going to be 
a great success. 

Anyhow, the proceedings were a good beginning. No 
better men and no better machine could be got together for 
the job. One’s only quarrel is with the name of the machine. 
Perhaps one’s readers know the rhyme to the effect that a 
wonderful bird is the Pelican, his bill can hold more than 
his interior economy can, they say that his beak can hold 


food for a week, and it is difficult to see how he does it. 


by the number of automobiles in proportion to the population. In 
the capital of Kenya they calculated how many cars there were 
per head of the white population. 

The people connected with aeroplanes need not expect to surprise 
the natives. Everything new that had been brought into the Colonies 
had been called by the natives ‘‘An act of God”—except a bowler 


Anything less like the bill of a pelican than the beautifully 
proportioned Jupiter engine cannot be imagined and if the 
cubic capacity of the body of a D.H.50 were not greater 
than that of a Jupiter engine it would not be a serious trans- 
port proposition. Anyhow, one wishes the whole undertaking 
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hat which was worn by a certain District Commissioner on duty. The 
new air line would be a permanent link with Home. 

Mayor Str HUMPHREY LEGGETT, who is a member of the Legislative 
Council of British East Africa, commended Mr. Gladstone’s pertinacity, 
and the enterprise of the North Sea Company and the support given 
by the Colonies concerned. He gave examples of the value which the 
air line would be in saving time, as for example in getting samples 
of the cotton crop through to the English market and getting samples 
of goods out from England to the Colonies. 

LIgut.-COLONEL lvo Epwarps, of the Department of Civil Aviation, 
said the public had little idea of the true significance of rapid Imperial 
communication. It would tighten up the outlying portions of the 
Empire. The servants and disciples of the gospel of aviation held 
that air services were the intimate concern of every man, woman 
and child in the Empire. 


The psychological effect of severance from home interfered with 
emigration. The capital of the Empire was centred in I.ondon and 
capitalists could not go gallivanting about looking at business pro- 


positions without rapid communication. 

Referring to the time-space factor, he said that aviation would bring 
Australia to the position of Aden, South Africa to Gibraltar, and 
would place Canada somewhere off the West Coast of Ireland. 

When in India preparing figures for air lines he discovered that the 
cost of laying down proper ground organisation for 2,000 miles of 
airway was just equal to that of building 15 miles of railway. Air- 
ways would pay when the traffic was sufficient. Could anybody 
imagine a railway paying if only one train a day ran over it? 


OFF TO AMERICA. 


every possible success.—C. G. G. 


THE AIRWORTHINESS HANDBOOK. 

The Air Ministry have just issued as Air Publication 1208 an Air 
worthiness Handbook for civil aircraft. According to the Introduc- 
tion this Handbook ‘is intended to indicate the detailed requirements 
to be fulfilled by a type aircraft in order to qualify for a Certificate 
of Airworthiness.”’ 

The Introduction goes on to state:—‘* The technical procedure 
governing the issue of these certificates is given in Section II of 
the Air Navigation Regulations, 1922 (A.N.D.3).” 

A.N.D.3 has now been specifically superseded by A.N.D.6, issued 
within the past ten days. A.N.D.6 describes for the first time a new 
system of classification for aircraft. And the Airworthiness Handbook 
deals with the requirements under the new classification; which was 
not in existence at the time when A.N.D.3 was published. 

As now issued, this Handbook contains memoranda on the structural 
design of wooden airscrews, on certain engine installation require- 
ments, and on taking off and landing requirements. There is nothing 
in it at present concerning the schedule of load factors which will 
be required under the new scheme of clagssification—nor is there any 
guide to the designer concerning the detailed changes which the new 
scheme will entail. 

The handbook is in loose-leaf form, and additions and amendments 
are promised. It is obtainable from the Stationery Office at one shil- 
ling and threepence. 
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Mr. Kenneth B. Walton’s De Havilland Moth, Cirrus engine and Short floats, being tested at 
Rochester on Nov. 15, by Mr. Broad, with Mr. Mitchell as passenger. 


This machine is to go to America in the 


same ship as Sir Alan and Lady Cobham, who propose to stop the liner and fly the machine into New York 


Harbour. 


One hopes it keeps fine for them. 
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Winners Aerial Derby 
and Holders British Speed 
Record 1921 
$22 
1923 


Record Climb 19,500 ft. 


in || mins. 34 secs. 


Gloster II]—Fastest 


6é 99 
British Seaplane over G: LOS k. R 
100 and 200 kilos. 


Machines in all above events fitted wrth CHELTENHAM & BROCKWORTH 
Napier Lion Engine. GLOS., ENGLAND. 
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On Nov. 13, the ninth contest for the Jacques Schneider 
Trophy was held at Hampton Roads, Virginia, and was won 
by Major Mario di Bernardi, representing Italy, at an average 
speed of 246.5 m.p.h. 

THE AEROPLANE tenders to our Gallant Allies of ‘the War 
1915-18 the congratulations of all British Aviators on this 
International Success achieved so largely by the driving power 
of the Great Mussolini. The Regia Aeronautica, the Macchi 
Firm, and the Fiat Company deserve full credit for their 
splendid achievement. 

In the nine contests, Great Britain has won the trophy 
twice, Italy three times, the United States twice, France once 
and one contest, that held at Bournemouth in 1919, was dis- 
allowed owing to all competitors having missed a turning 
point in thick weather. 

On that last occasion Italy, whose representative put up 
the fastest time, was permitted to hold the Trophy and to 
organise the following year’s competition at Naples. 

The competition rules lay down that for a country to 
obtain permanent possession of the Trophy it must be won by 
that country three times in five years. Italy’s victories were 
in 1920 and 1921, and the United States won the Trophy in 
1923 and 1925, the 1924 contest having been called off owing 
to the lack of challengers. It will be seen, therefore, that 
had the United States won this year the Trophy would have 
become their permanent property. The result of Italy’s vic- 
tory means that next year the contest will be held over 
Italian waters. 

For this year’s contest two teams, representing the United 


“ 


THE AMERICAN LOSER.—The 


THE SCHNEIDER TROPHY: ITALY’S VICTORY. 


THE ITALIAN VICTOR.—The Macchi 39, Fiat A-S.2 engine, 800 h.p., which made a speed of 246.5 m.p.h. over 
the whole course of 350 kms. (217 miles). 
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(The ladder is not part of the structure.) 


States, the holder of the Trophy, and Italy, the sole chal- 
lenger, competed. 

The American team consisted of three Curtiss R3C type 
biplane seaplanes, similar to those used last year. The 
machines were, however, fitted with af improved type of float, 
designed by the Naval Bureau of Aeronautics and built by 
the Curtiss Company. 

Each of the three machines were fitted with different en- 
gines, the R3C-2 with a 600 h.p. Curtiss V-1400 was the 
identical machine used by Lieut. Doolittle last year, the 
R3C-4 had a new 700 h.p. Curtiss V-1550 engine, and the 
R3C-3 had a new 700 h.p. geared Packard engine developed 
from the 2A-1500 type. he two Curtiss-engined machines 
were equipped with the new Curtiss-Reed forged airscrews 
and the Packard-engined machine with a two-bladed Standard 
Steel metal airscrew. Another interesting feature of the 
machines was the installation of auxiliary wing-type radiators 
of narrow chord to the front-float struts. 

The American pilots were Lieut. G. T. Cuddihy, U.S.N., 
Lieut. W. G. Tomlinson, U.S.N., and Lieut. C. F. Schilt, 
USILC 

The Italian team consisted of three Macchi 39 monoplanes, 
all fitted with 800 h.p. Fiat A-S2 engines. These machines, 
of exceptionally good design, incorporated all the good points 
of last year’s competitors. The Italian pilots were Major 
Mario di Bernardi, Lieut. Adriano Bacula and Lieut. Arturio 
Ferrarin, all of the Italian Regia Acronautica. 

In preliminary tests, Lieut. F. H. Conant attained a speed 
of over 250 m.p.h. over two runs of a 43-mile course on the 


Curtiss R3C-4, Curtiss V-1550 engine, 700 h.p. The pilot on the float is the 


late Lieut. F. H. Conant, U.S.N., who was killed in a practice flight on another machine. On the machine in the 
picture he had made a speed of over 250 m.p.h. on a straight short course, 
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TUNGSTONE exclusive working features of 
STANDARDISATION, INTERCHANGEABILITY 
aaa SIMPLICITY. of ACCESSIBILITY, 
are proved by the fact that the One Model 6 volt CL. 6/449, 50 a.h. actual, 
fits 70 different Cars. 
Any single Plate or 2 volt Cell, or complete 
Fis Battery is perfectly Interchangeable. 
The British Government's independent 
and impartial tests conclusively prove 
that Tungstone Starter Battery gives 
the highest Amp. and Watt hour 
iy a ES Re Tee oe 
capacity of any Starter Battery in the 
; World. 
Copy of Official Certificate sent post free. 
{ 
ie 
Price includes Rubber Insulated Metal Box, Two Special Anti-Corrosive 4 
Cone or Vislok Terminal Connectors to fit existing Wiring of any Car. i 
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THE 70 CARS ARE NAMED IN THE “UNIQUE AND ONLY PARTS 
BOOKLET” EVER PUBLISHED IN THE ACCUMULATOR WORLD. 
An illustrated Priced Parts List giving exact cost of any Plate or component part for 
replacement, for all Tungstone Models. Sent Post Free. 


Apply to the— ae 
TUNGSTONE ACCUMULATOR CO., LTD., St, Bride’s House, Salisbury Sq., Fleet St., London, E.C.4 
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Curtiss V-r1550-engined R3C-4. This officer unfortunately 
lost his life later while making a flight on a training machine. 
Ijeut. G. T. Cuddihy on the Packard-engined R3C-3 reached 
a speed of 256 m.p.h. over a measured course. 

The eliminating trials, which were due to begin on Noy. 10, 
were postponed by bad weather until Novy. 12. 

From such little information as is available concerning 
these tests, all machines were successful in getting through 
them, although one report states that Lieut. W. G. Tomlin- 
son crashed in landing on the Packard-engined R3C-3. As 
however, in a subsequent message, this machine was re- 
ported to have taken part in the actual contest one can only 
assuine that the accident was exaggerated by the reporting 
agent. 

The competition, postponed from Nov. 11, was held on 
Saturday, Noy. 13, under ideal weather conditions. 

The triangular course, 50 kms. round, had to be covered 
seven times, making a total distance of 350 kms. (217.35 
miles). 

Major Mario di Bernardi (Italy) covered the course at an 
average speed of 246.496 m.p.h., thus beating the speed of 
232.573 m.p.h. put up last year’ by Lieut. J. H. Doolittle, 
A.C., and also the World’s Seaplane Speed record of 245.7 
m.p.h. made by the same pilot. 

Tfeut. C. F..Schilt, U.S.M.C., was second on the Curtiss 
V-1400-engined R3C-2, used by Lieut. J. H. Doolittle last 
year, at a speed of 231.363 m.p.h. Lieut. A. Bacula (Italy) was 
third, at_213 m.p.h., and Lieut. W. G. Tomlinson, U.S.N., 
was fourth, at 137 m.p.h. 

Iieut. Cuddihy,. U.S.N., on the Packard-engined R3C-3, 
was forced to alight after covering six laps at 239 m.p.h. 
and Lieut. A. Ferrarin (Italy) gave up after covering three 


Japs at an average speed of 238.358 m.p.h. 


This result may be considered as very satisfactory in so far 
as it keeps the competition open for two years at least, 
and thus makes it possible that some of the new British high- 
speed seaplanes, which ought to have been ready for this 
year’s contest, may be able to take part in that event. In 
another way, however, the result may. afford occasion for 
scathing comment upon the attitude taken up by those. con- 
cerned with British Aviation after the British defeat in the 
1925 race. 

It may be remembered that in that year the American 
winner averaged 232 odd m.p.h., with Mr. Broad on the 
Gloster III second at 199 m.p.h., and the Italian competitor, 
Signor de Briganti, third at a speed of 168 m.p.h. The British 
machine was 33 m.p.h. slower than the winner, and it was 
held by the Air Ministry, the Aero Club and others that there 
was no prospect whatever of our making enough progress 
in one year to justify our attempting to overtake the Ameri- 
can lead. 

The Italians, who were just about twice as far behind, have 
succeeded in making, since January last (that is to say in 
seven months, as their machines were ready for test in 
September), just twice the progress that we were told we 
could not possibly make in a year. But of course there is 
a difference between a Mussolini and an Air Ministry. 

The Macchi Company and Ing. Castoldi, the firm’s chief de- 
signer, deserve every congratulation for their well-deserved 
success. ‘To achieve this success, they, with broadness of 
mind, incorporated all the good points of previous high- 
speed aircraft in a design which is a very complete departure 
from their previous aircraft policy, that is, the development 
of the flying-boat. 

To have obtained 168 m.p.h. with a flying-boat fitted with 
a standard Curtiss D.12 engine and a wooden airscrew as 
they did last year, was in itself an achievement. The produc- 
tion of a high-speed float monoplane by a firm which has 
previously specialised solely on flying-boats has a parallel in 
this country, when last year the Supermarine Aviation Works 
Ltd. produced the S.4 which within a month of its produc- 
tion put up a short-lived World’s Speed Record of 364.924 
km.p.h. (226.6:m.p.h.). 


Thanks to Italian enterprise, to which all honour is due, 
we have a chance of winning the Trophy in 1928. It will 
be interesting to see what we are going to do about it. 

The next contest for the Schneider Trophy cannot take 
place until1g928. Atthe meeting of the Fédération A éronautique 
Internationale at Rome in October it was resolved that in the 
event of Italy winning the Trophy this year the contest should 
thereatter take place once every two years and not once a 
year. 

This seems to’stop America from winning outright if the 
U.S. team should win in 1928, for then America will not have 
won three times in five years. Presumably this rule will have 
to be altered to make it read “‘ three times in five contests.” 

The idea of altering the period was to give the various 
competing countries time in which to develop machines cap- 
able of beating the performance in the last contest. Whether 
this will be of any benefit to Great Britain seems doubtful, 
seeing that Italy achieved so much in seven months while 
our machines, which were to have broken World’s records 
a month ago, are not yet ready. But at any rate a race in 
1928 will give the Germans and the French an opportunity 
of competing without much expense, so that at any rate the 
contest will be worth seeing. 


THE ROYAL AERONAUTICAL SOCIETY. 

It is announced that the Pilcher prize for the best paper 
read before the students’ section of the Royal Aeronautical 
Society has been awarded to Flg. Off. R. Ll. Ragg for his 
paper on ‘‘ Experimental Flying from the Pilot’s Point of 
View.’? A cash prize given by Lt. R. V. de Aboima, Brazilian 
Navy, an Associate Fellow of the Society, has been, added to 
the Pilcher prize. Both prizes were presented at a meeting 
of the students’ section held on Novy. I1. 

At this same meeting Mr. Handley Page gave an address 
on:‘‘ The Future of Aviation.” 

On Thursday, Nov. 18, Mr. R. S. Capon will read a paper 
before the R.Ae.S. on ‘‘ Methods of Performance Testing 
and Analysis,’? at the rooms of the Royal Society of Arts, 
Jahn Street, Adelphi, at 6.30 p.m. 


It is announced that the title of the lecture to be given on Dec. 2 


by Mr. P. B. Henshaw, Technical Director of Kayzer Ellison and 


Co. Ltd., has been changed from ‘‘ Alloy Steel for Aero Work” to 
“Valve Steel.’ This lecture will be given at the rooms of the 
Royal Society of Arts, John Street, Adelphi, at 6.30 p.m. Col. The 
Master of Sempill will take the chair. 

A visit of members to the works of the Fairey Aviation Works, 
Hayes. has been arranged on Saturday, Nov. 20. A train leaves 
Paddington for Hayes at 9.20 a.m., arriving at Hayes at 9.42, and the 
party meets at the works at 10 a.m. sharp. Members wishing to join 
the party are asked to notify, as soon as possible, Mr. Scott Hall, 
Hon. Sec., Students’ Section, 7, Albemarle Street, W.1. 

A party of members is to be organised to visit the Paris Aero Show. 
The party will leave on Dec. 2. Members wishing to join should 
notify the Secretary at once. 

I.Ae.E. AWARDS. be 

At a Council Meeting of the Institution of Aeronautical En- 
gineers held on Noy. 4 it was decided that the medal which 
Sir Charles Wakefield has presented to the Institution shall 
be awarded annually in January to the designer of the appar- 
atus or invention which, in the estimation of the Council, has 
done most towards making flying safer. 

The award is at the discretion of the Council, and can be 
awarded to any person whether a member of the Institution or 
not. : 

On Friday, Nov. 19, the Institution is holding a Dinner at 
Kettner’s Restaurant at which the Taylor Medal will be pre- 
sented to Capt. W. H. Sayers, Technical Editor of THE AERO- 
PLANE. Dinner will be at 8 p.m., and the price of tickets ex- 
clusive of wine is 12s. 6d. each. There will be dancing in the 
restaurant after dinner. 

A RUSSO-GERMAN AGREEMENT. 

A contract dealing with the development of the Deruluft 
has been signed in Moscow whereby the Deruluft will operate 
the Berlin—Moscow service instead of the Koenigsberg— 
Moscow route. 


sige 


A SCHNEIDER TEST.—One of the Curtiss racers alighting. 
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STANDARD SIZES. 


mare va Hub E Track Tyre Wheei|___—-#Hub—— | Track Tyre whet |___ Hub | Track 
=< ° | Length Bore Line Size at | Length| Bore | Line Size | No. | Length| Bore | Line 
n/m m/m m/m | In/m | mj/m | m/m : | m/m m/m m/m 
875X55 /168 | 111.12 | 25.4 | Central] 700x100 /112 | 150. | 38-09/ Central] 1000x150 210 | 185. | 60.32) Central 
30060 | 16 | 111.12 | 25.4 | Central 2s eb ea saat 1000 180/148 | 220. | 80, | Central 
450X60 | 30| 89. | 31.75 Central i Tipe femmes (183-95, | Central 
i 172 | 130. 38.09 Central | 90125 119 | 178. | 55. | 132/46 3 155 | 220. | 66.67 | Central 
a 147 | 178. | 55. | Central - 166 | 185. | 55. | 125/60 
575 xX 60 - ee 28. | Central ‘ 188 | 120. | 34.92) Central | | | 
i 50. 38.09| 104/46 | 900X230 }107 | 185. | 55. | Central 
Be ee 84.92) Central | 750% 125.) 77 | 178.) 44-45) 182/46 | 108 | 188, | 55, | 125/60 
7 190 | 150, 38.09 | Central ” » | 55, | 135/50 FA 128 220. | 66.67 | Central 
” 95 | 185. | 55. | Central 137 | 250. 80. | Central 
65065 | 78 | 178. | 44.45| 132/46 rE 99 | 178. | 38,89! 132/46 a! 57 185.0) 80) | Cential 
2 79 | 178, | 44.45 | Central . 12 | 150. | 38.09 | Central a 902 | 185. | 60.32! Central 
es 100 | 178. | 38.09| 132/46 . 176 | 178. | 44.45| Central " | DH ehh ee 
» 101 | 178, 31.75 | 132/46 F 179 | 178. | 55, |. 132/46 }1100x 220 |134 | 220. | 66.67 Central 
600 X75 | 21 160, 28, Central] g00x 150 }161*! 185. 55. 135/50 Fr 136 | 250. | 80. Central 


» {180 | 150. | 38.09; 104/46 162*| 185. | 55, | Central 


975 X 225 |192 | 185. | 60.32 | Central 


» {186 | 120. | 34,92| Central 163°; 185. | 66.67) 135/50 
»  |190] 150. | 38.09| Central : 169+} 185. | 55. | 135/50 ” pe] US Re | ll 
700X75 | 78 | 178. | 44.45| 132/46] 4  —(/177 | 185. | 55, | 135/50 1250250 133 250. | 80. | Central 
183 185. 55. Central 9 154 304.8 | 101.6 Central 


Hs 79 | 178. 44.45 | Central ” Sasiice a9 150 

cA 100 | 178. 38.09} 132/46 Py} - | 60. 135 | 

ik 101 | 178. 31.75| 132/46 WiieePaieee Pe ae Perce 1500 x 300 115 | 304.8 | 101,6 | Central 
: : 126 | 304.8) 152.4 | Central 


bh] 


700X100 | 77 | 178. 44.45 | 132/46 a" 174 | 250. | 80. Central 1750300 1139 | 400. | 152.4 Central 
” 92} 185. | 55. | 135/50 182 | 185. | 55. | Central Foie ccneckic0 sieectal 

” 95 | 185. 55, | Central Pr \187 | 220. | 66.67 | Central : ; =a 
4 99s 78: | 38.89 | 132/46 FP 201 | 185. | 60.32) 125/60 11750 350/193 | 400. | 125. | Central 
*Wheels Nos. 161, 162, 163 and 211 are of stronger type than the other wheels for 800 X 150 tyres. tWheel No. 169 ts fitted with Ball Bearings. 


Grease gun equipment is now a standard fitting on all wheels. 


iithe PALMER] TYRE: CIMITED: 


Contractors to the Admiralty, the War Office, and the Air Ministry, 


Telegrams :— ne Telephone :— 
“Tyricord, Cannon, London.” 100 106, CANNON STREET, LONDON, E.C.4. City 1477 (Two Lines). 
| DIND PARIS: 31, Rue la Boétie. (365) 
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THE ROYAL AIR FORCE. 


The London Gazette. 
Nov. 9. 

GENERAL Duties BRANCH.—Air Commodore A. E. Borton, C.B., C.M.G., 
D.S.O., A.F.C., is appointed Director of Personal Services, Air Ministry, 
vice Air Vice-Marshal C. T. H. Longcroft, C.B., C.M.G., D.S.O., A.F.C. 
(Nov. 1); Air Commodore J. L. Forbes, O.B.E. (Deputy Director of 
Armament), is appointed Director of Technical Development, Air 
Ministry, vice Air Commodore F. C. Halahan, C.M.G., C.B.E., D.S.O., 
M.V.O. (Nov. 1). 

The following are granted perm. comns. in the ranks stated (Nov. 
1) :—FLir. Lit.—F. G. A. Robinson. Fue. OFrr.—A. Leach, M.C. 

Plt. Off. A. R. Feather is promoted to the rank of Flg. Off. (Oct. 14); 
Plt. Off. on probation H. D. Gunton is confirmed in rank- (Oct. 22); Fit. 
Lt. A. T. Laing is restored to full pay from half pay (Oct. 23). 

The following are transferred to the Reserve: Class A.—FLt. Lts.— 
L. C. Shoppee, D.S.C. (Nov. 10); W. Jones, H. C. Todd, W. J. Umpleby 
(Nov. xr): FLG Orrs.—J. H. Page (Nov. 8); H. P. Morris, G. H. 
Rawlinson (Noy. 13). Class B.—F.ir. Li.—C. H. Nunn (Nov. 11). Class 
C.—FLTt L1t.—E. W. Simpson (Oct. 24). 

Fit. Lt. H. C. Black is transferred to the Reserve, Class A (Oct. 28) 
(substituted for notification in the Gazette of Oct. 26); Plt. Off. W. T. 
Jones resigns his s,s. comn. (Nov. 10). 

Plt. Off. A. H. Frost is dismissed the Service by sentence of General 
Court Martial (Oct. 25). 

Storrs BRANCH.—P. H. Wilcox is granted a perm. comn. as a Pit. Off. 
on probation with effect from Oct. 30, and with seny. of Oct. 9. 

The following are transferred to the Reserve Class B (Nov. 11): 
FLT. Lt.—E. P. Terry. ‘ Fuc. Orr.—E. J. Newman, M.B.E. 

MeEpicaL BRANCH.—Temp. Capt. E. A. Wheeler, General List (Army), 
Dental Surgeon, is granted a temp. comn. as a Fit. Lt. on attachment 
to the R.A.F. (Oct. 1). He will continue to receive emoluments from 
Army sources; Flt. Lt. J. J. Boyle (Capt., Army Dental Corps), re- 
linquishes his temp. comn. on return to Army duty (Oct. 1). 

RESERVE OF AIR FORCE OrFricers.—The following Fig. Offs. relinquish 
their comns. on completion of service :—R. G. Lawson (May 29); A. F. 
Warner-(Sept: -a2)2 (C. EF. D. Evans (Oct. 23)5 Oc ACP. Heron, DEC. 
(Nov. 7). Fig. Off. H. J. Lucas is transferred from Class B to Class 
C (Nov. o). 

AUXILIARY AIR FORCE.—GENERAL DutTirs BRaNcH.—The following to be 
Plt. Off—No. 600 City oF LONDON (BOMBING) SQUADRON.—T. Courtis 
(Nov. 9). 


Appointments. 
Week ending Nov. 15 

GENERAL DUTIES BRANCH.—Air Vice Marshals Sir EK. L. Ellington, 
K.C.B., C.M.G., C.8.E., to H-Q., Iraq, pending taking over com- 
mand, 3/11. T. I. Webb-Bowen, C.B., C.M.G., to H.Q., Egypt, pending 
taking over command, 5/11. 

Group Captain F. W. Bowhill, C.M.G., D.S.0., to H.Q., Iraq, for 
Technical Staff duties, 11/10. 

Wing Commanders J. H. S. Tyssen, M.C., to Station H.Q., Tangmere, 
to “command, 23/11 %C. CC. Durston, to INO: 2r Groupe BOs) West 
Drayton, for Air Staff duties, 16/11. 

Squadron Leaders E. B. Beauman, to R.A.F. Depot, Uxbridge, 1/11. 
J. B. Cole-Hamilton, to Air Ministry (Deputy Directorate of Manning), 
t/1zr. R. D. Oxland, to No. 503 (Bombing) Sqdn., Waddingten, 5/10. 
K: (GC. Buss; (ta. o. O28 Inaq; eaiirr. 

Flight Lieutenants J. McBain, D.F.C., to No. 5 F.T.S., Sealand, 5/11. 
G. R. Oliver, to Electrical and Wireless School, Flowerdown, 15/11. 
J. Bussey, to School of Photography, S. Farnborough, 5/11. W. J. 
Millen, to No. r F.T.S., Netheravon, 7/11. 

Flying Officers W. E. Purdin, to No. 1 F.T.S., Netheravon, 22/'11. 
F. I. Gollison, to. | No: sq) (Sadu.; ‘Spittlesaté, ~~ 17/1. Gy ks, VE: 
Carter, co INo. 25 Sadn., Hawkinge, o/i1. “Es S, Burrus; tolmRtAch: 
Station, Donibristle, 18/11. BE. Vv. Ey Mudson® to ReAjse Depot, 
Uxbridge, on transfer to Home HEstab., 3/10. “C. J. Stone, to No. ‘24 
Saqdny, Kenley, to/zm, Eo 2) St. M. Brett, to INe.§5 Arms Car iCoy., 
Iraq, 15/10. C. G. C. Woledge, to Station Commandant, Basrah, 23/10. 
FE. EH. R. Dixon, M.C., to R.AVF. Depot, Uxbridge, on transfer ito 
Home Estab., 2/11. 

Flying Officers F. Fazey, to No. 1 School of T.T. (Apprentices), 
Halton, 9/10. G. J. Davies, to R.A.F. Reception Depot, West Drayton, 
20/10. 

Pilot Officer C. S. Horne, to No. 1 School of T.T. (Apprentices), 
Halton, 27/10. : 

MEDICAL BRANCH.—Flight Lieutenants (Dental) J. R. Williams, to 
H.Q., Cranwell, on appointment to a Temp. Comn., 1/11. an oe 
Barber, to Basrah Combined Hospital, Iraq, 18/10. ‘IT. V. O’Brien, 
M.B., to Station Commandant, Hinaidi, 16/10. G. P. O’Connell, M.B., 
to EIQ); India, i710. 

Flying Officers G. J. Griffiths, to Basrah Combined Hospital, Iraq, 
r4/z0i) “D. B. Smith) MCB. and H. 3B. Co ae Bb. (Crawtord; ier jto 
R.A.F. British Hospital, Iraq, 16/10. J. McM. Wilder and R. J. K. 
Chattey, to Station Commandant, Hinaidi, 16/10. B. LL. Edwards, 
M.B., and KE. A. Aslett, to Station Commandant, Basrah, 14/10. 

SToRES BRANCH.—Flight Lieutenants T. G. Bowler, to Station H.Q., 
Tangmere, 23/11. KE. H. Eldridge, to School of T.T. (Men), Manston, 
26/10. T.. A. G. Hawley, to No. xr School of 2:2. (Apprentices), 
Halton, 15/11. A. W. Turner, to R.A.F. Depot, Egypt, 24/r10. 

Flying Officers R. M. Taylor, M.C., to No. 605 (County of Warwick) 
(Bombing) Sqdn., Castle Bromwich, 5/10. A. M. Reidy, to No. 2 
Stores Depot, Altrincham, 23/10. F. D. D. Gaussen, to H.Q., Cran- 
well, 1/11. 

ACCOUNTANT BRANCH.—Wing Commander C. P. Ogden, O.B.E., to 
H.Q., Coastal Area, 15/11. Flight Lieutenants C. H. Moore, to H.Q., 
Egypt, 25/10." H. W. Capener, to R.A.F. Depot, Egypt, 21/10. Pilot 


‘Officer H. Crowther, to No. 12 Sqdn., Andover, 8/11. 


A Fatal Accident. 
The Air Ministry regrets to announce that as the result of 
an accident at South Farnborough, Hampshire, to a Bristoi 
Fighter of No. 4 Squadron, South Farnborough, on Noy. 9, 


Plt. Off. Cyril Vernon Mossman, the pilot of the aircraft, and 
No. 364117 AC.2. Cecil Herbert Hayward, were killed. 

The Air Ministry regrets to announce that as the result 
of an accident at Kastchurch, Kent, to a D.H.ga of No. 207 
Squadron, EHastchurch, on Noy. 11, No. 315176 Sjt. (Pilot) 
George Frederick ‘Taylor, the pilot of the aircratt, and No. 
364039 AC.2. Percy Charles Hinton, were killed. 

The Air Ministry regrets to announce that as the result of 
an accident at Castor, Northampton, to a D.H.ga of the 
R.A.F. (Cadet) College, Cranwell, on Nov. 12, Flight Cadet 
David Gam Harcourt Wood, the.pilot and sole occupant of 
the aircraft, was killed. 


Armistice Day. 

Among the troops which formed the Guard of Honour round 
the Cenotaph for the ceremony on Armistice Day was a de- 
tachment of 200 men of the Royal Air Force from the R.A.F. 
Depot, Uxbridge, under Sq. Ldr. A. R. C. Cooper, R-ACE 
The Last Post was sounded by trumpeters of the Royal Air 
Force. 

A short, informal ceremony took place at 11.45 hours on 
Armistice Day, at the R.A.F. Memorial on the Embankment. 
Flowers were placed on the Memorial on behalf of the R.A.F. 
by Air Vice Marshal Sir Philip Game, K.C.B., D'S.0., R.A.F3 
Air Member for Personnel on the Air Council; on behalf of the 
Government and people of Australia by Flt. Lt. J. R. Bell, 
Australian Liaison Officer; on behalf of the R.A.F. Memorial 
Fund by Lieut.-Col. W. S. Burch; and on behalf of the 
Women’s Royal Air Force Old Comrades’ Association by a 
member of the Association. 


A General:Court Marshal. 

A General Court Martial for the hearing of charges against 
five officers of the R.A.F. stationed at Duxford was held at 
Duxford on Noy. 8, 9, 10 and 11. The President of the Court 
was Group Captain N. D. K. MacEwen, C.M.G., D.S.O., Deputy 
Director of Training. Mr. P. Sutherland Graeme, C.B.E., was 
appointed Judge Advocate, and Flt. Lt. G. S. Marshall, 
O.B.E., appeared to prosecute. 

The defendants were :—FIt. Lt. A. C. Randall, D.F.C., Flt. 
Lt. P. A. de Fontenay, D.F.C., Fit. Lt. C. R. Sunytite, Feige 
Off. H. S. Davidson and Plt. Off. J. E. Welman. 

The case against Flt. Lt. Smythe was taken first. There were five 
charges against him under the Air Force Act. The first was that the 
defendant had instructed the mess clerk to enter wines supplied from 
the mess to the order of one officer against the account of another 
officer. Another charge referred to the incorrect returns of outstand- 
ing wine bills sent to the C.O., and another had to do with failing 
to inform the C.O. of the return by the bank of a cheque drawn in 
favour of the mess The defendant was found not guilty on the first 
charge only. 

Fit. Lt. Randall was charged with receiving a sum of money which 
it was his duty to place to the credit of the serjeants’ mess and apply- 
ing this money to his own use. There was an alternative charge of so 
negligently performing jnis duty as to cause a loss to the mess. There 
were six other charges against Flt. Lt. Randall in connection with 
mess bills. The defendant was found not guiity on the first charge 
only. 

Flg. Off. H. S. Davidson was charged with making a false state- 
ment, while secretary to the officers’ mess, to the C.O. He was 
further charged with improperly managing the cash transactions of the 
officers’ mess and other irregularities. Flt. It. Marshall said that 
there was no suggestion that the defendant had been guilty of fraud. 

There were five charges against Plt. Off. J. E. Welman, including 
two charges alleging scandalous conduct. He was also charged with 
handing cheques to the mess secretary which he had no reasonable 
grounds to believe would be honoured, and with absenting himself 
without leave. The defendant was found not guilty of the two charges 
alleging scandalous conduct. 

Fit. Lt. de Fontenay was charged with fraudulently misapplying 
sums of money belonging to the officers’ mess. He was further 
charged with using insubordinate language to a superior officer when 
placed under arrest. The defendant was found not guilty on the first 
charge. 

The sentences on all these officers will be promulgated in due course. 

King’s Regulations. 

Amendment List No. 21 to Air Publication 958 (King’s 
Regulations and Air Council Instructions for the Royal Air 
Force) dated August, 1926, is substituted for the whole of 
Chapter XII in the original valume. This chapter contains all 
the regulations relating to flying, and the Amendment shows 
a general tightening up of those rules which affect the safety 
of the crews of Service aircraft both in the air and on the 
ground. 

A comparative table at the end of the Amendment List 
shows the numbers of the paragraphs in the 1924 edition and 
the corresponding paragraphs in the Revised Version. 

The new paragraphs refer to (643) Overloading of Aircraft; 
(7or) Duties of Signals Officer; (702) Signals equipment 10 
Aircraft ; (706) Duties of the Armament  Olficer; 
(713) Duties of the Parachute Officer; (714) Para- 
chutes, including Regulations for Jumping; (721) Parachute 
Log Books; (722) Compass Log Books; (738) Qualifications for 
First Pilot. 
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A Maker of History. 


The London Gazette of Nov. 2 notifies the fact that Flight 
Lieut. D. S. Jillings, M.C., has retired from the R.A.F. with 
the rank of Squadron Leader. By this retirement the R.A.F. 
loses not only a very valuable officer but a man who is en- 
titled to a place of his own in history. 

Serjeant-Major Jillings, as he was at the outbreak of war, 
was not only the first British soldier to be wounded in the 
War, 1914-18, but he was authentically the first man 10 the 
World to be wounded by hostile action in any aircraft in war. 

Serjeant Jillings was one of that wonderful little collection 
of N.C.O.s who were brought into the R.F.C. from the Guards 
and crack infantry regiments by Lieut. Basil Barrington- 
Kennett, of the Grenadier Guards, as Adjutant of the R.F.C. 
in its earliest days, to instil a proper spirit of law, order and 
discipline into the assorted mechanics and garage hands who 
enlisted in the Flying Corps. 

On the outbreak of War he went to France with the his- 
toric first four Squadrons. As an old and experienced soldier 
he was taken as observer by Lieut. Maurice Noel, The King’s 
(Liverpool) Regiment and No. 2 Squadron, R.F.C., on almost 
the first reconnaissance, on Aug. 22. 

At that time nobody knew what was the proper height at 
which to do reconnaissances and it was not till some weeks 
later that it was discovered that 8,o00 feet was the lowest limit 
for safety against rifle and machine gun fire, and that from 
that height it was possible to recognise troops on the ground. 
In those first few days of war reconnaissance was done at a 
height of only a few hundred feet. Consequently, when flying 
South Fast of Ath in Belgium Serjeant-Major Jillings was hit 
in the leg by a rifle bullet, thus acquiring the historical dis- 
tinctions aforementioned. 

After recovering from his wound Serjeant-Major Jillings 
continued to do excellent work with the R.F.C., and not long 
afterwards was given a commission in an infantry regiment, 
from which he was seconded to the R.F.C. without interrup- 
tion of his service in the Flying Corps. In those days there 
were no Permanent Commissions in the R.F.C. as such. Sub- 
sequently ‘‘Jillo,’’ as he was called throughout the Flying 
Corps, was promoted to Captain and so in due course became 
a Flight-Lientenant, R.A.F. Not being himself a pilot, and 
being presumably over age for promotion, he now retires 
from the R.A.F. with the well-deserved rank of Squadron 
Leader. 

Everybody who has met him holds him in the highest 
regard and he will carry with him in his retirement the 
heartfelt good wishes of thousands of officers and men who 
have served with him and under him.—. G. G. 


THE IMPERIAL DEFENCE COLLEGE. 

The Times of Nov. to states :— 

The new Imperial Defence College comes into active being on 
Jan. 1, when the initial course of study begins under Vice-Admiral 
Sir Herbert Richmond. ‘The question of co-operative study in defence 
has been before the delegates of the Imperial Conference in rela- 
tion to the quotas of officers from the Dominions, who are to come 
together with the home contingent for the first general survey of the 
field of work. The Navy, Marines, Army, and Air Force will all 
be represented in this first attempt at laying the basis for a 
combined. general staff for the whole Empire. The ground has been 
carefully surveyed for several months past in order that a sound 
foundation may be laid.for the combined study of Imperial defence 
by all concerned at home and overseas. The students assemble in 
London next month to the «number of 30, and each of the three 
Services will in turn supply the’ commandant. The next election 
will be from the Army, and each Service will have an instructor 
at the college. The staff is in process of selection. The college will 
be in close touch with departmental policy, and will also bring 
within its survey general policy as applied to the whole, and this 
will necessitate the appointment on the staff of a civilian liaison 
officer. 

In an Editorial reference to the Imperial Defence College, 
The Journal of the United Service Institution of India, for 
October, states that each course will consist of 30 students, 
five from each of the Services, five from the Civil Service, 
and the remainder from India and the Dominions. India is 
sending two Army Officers to the first course. Army students 
are to be p.s.c. officers of the substantive rank of Major. The 
first course will last a year, though it may be necessary 
to extend this period for later courses. 

The Air Ministry has already announced the Group Captain 
P. B. Joubert de la’Ferté; C.M.G.,~D.S.0:, epis.a., has been 
appointed for duty as R.A.F. Instructor. 

The Imperial Defence College will be at 9, Buckingham 
Gate, S.W.1. 

A GERMAN PROJECT. 

It is rumoured that the Deutsche Luft Hansa are planning 
to operate a flying-boat service between the Kiel Canal and 
the mouth of the Thames during the coming spring. The 
company has acquired the Dornier Super-Wal (two 650 h.p. 
Rolls-Royce Condor engines), and a further five have been 
ordered. 


THE R.A.A.F. PACIFIC FLIGHT. 


Group Capt. Williams, D.S.O., O.B.E., Flt. Lt. 2s 
McIntyre, O.B.E., A.F.C., and £-S. frist, R.A.A.F., who 
were attempting to fly from Melbourne to Samoa through 
the South Sea Islands on a D.H.50a seaplane, have abandoned 
their flight at Roviana, in the Solomon Islands group. 


On arrival at Roviana it was found that a leak had de- 
veloped in the engine water jackets, and mo spare parts be- 
ing available locally it was decided to make temporary re- 
pairs and return to Australia. 

Group Capt. Williams left Melbourne on Sept. 25, and had 
covered approximately 3,600 miles up to the time of the 
decision to return. 


PARIS—CALCUTTA—PARIS. 


On Noy. 11, M. Coste and Lieut. Rignot, who on Oct. 28-29 
made a World’s Record for Distance covered in a straight 
line, by flying from Le Bourget to Jask, Persia, on a Breguet 
XIX (500 h.p. Hispano-Suiza engine) and then continued 
their flight to Calcutta, arrived back at Le Bourget. In all 
they covered 20,000 kms. (12,420 miles) in 106 hours’ flying 
time. 

The machine they used was the same one which was used 
by Capt. Girier and Lieut. Dordilly, on their flight Paris— 
Omsk—Paris, and by M. Coste and Lieut. de Vitrolles on 
their flight Paris—Assouan—Paris. 

M. Coste may be remembered as putting up a non-stalling 
show on a Farman Goliath at Croydon on the day when Mr. 
Fokker on his F.VII (Napier) and Mr. Bulman on a slot- 
winged Avro, gave their rival demonstrations. M. Coste 
left the Air Union to become chief pilot to the Breguet 
firm. 

ITALY—BRAZIL. 

The Brazilians, de Barros, Newton Braga, Vasco Cinquini 
and Arthur Cunha, who are attempting to fly from Genoa to 
Sio Paulo, Brazil, on a Savoia 55 (two 500 h.p. Isotta-Fras- 
chini Asso engines), are at present in the Cape Verde Islands. 
They are detained there by a minor revolution among the 
crew as to who is to be pilot for the Atlantic crossing. 

The latest information states that Senor Cunha, hitherto 
chief pilot, has succumbed to superior forces and has been 
evacuated. Senor de Barros, the commander of the expedi- 
tion, will assume the post of pilot. 


MARSEILLES—MADAGASCAR. 


On Nov. 7, Lieut. de Vaisseau Bernard, who, in company 
with Lieut. de Vaisseau Guilbaud, left Marseilles, to fly to 
Madagascar and back, arrived at Stanleyville, Belgian Congo. 
Lieut. de Vaisseau Guilbaud is held up at Gaya, on the 
River Niger, with minor trouble, and is making repairs with 
spares carried in the machine. 

Lieut. de Vaisseau Bernard, who is using a Lioré et Olivier 
flying-boat (400 h.p. Jupiter engine), has so far covered 9,300 
kms. (5,775.3 miles), and has a further 4,000 kms. (2,484 
miles) to go before reaching Majunga, Madagascar. 


POSTE RESTANTE. 

Two French mail aeroplanes belonging to the Compagnie 
Générale d’Entreprises Aéronautiques (Lignes Aériennes 
Latécoére) and operating on the Casablanca—Dakar ronte, 
were compelled to land at Cape Bojador, in the Spanish terri- 
tory of Rio de Oro, by dense fog. 

The machines were set on fire by Moors, the mail destroyed, 
and the pilots, MM. Gomp and Lassalle, were carried off 
into the interior to be held to ransom. 

Efforts are being made to secure their prompt release. 


AIR AFFAIRS IN PARLIAMENT. 


R.A.F. RESERVE TRAINING. 

In the House of Commons on Nov. 11, in reply to a question by 
Str HARRY BRITTAIN, the UNDER-SECRETARY OF STATE FOR AIR said 
that the De Havilland Company’s school trained both officers of the 
Air Force Reserve and also private pupils, including members of light 
aeroplane clubs. The Air Ministry was directly concerned with the 
question of the number of the former class of pupils only and had 
guaranteed to send a total of 375 Reserve officers to the school in the 
period of four years, from April 1, 1925. 

THE CATRO—KARACHI SERVICE. 

In the House of Commons on Nov. 11, in reply to a question by 
Str Harry BRITTAIN, the UNDER-SECRETARY OF STATE FOR AIR, said 
that unless some unforeseen difficulty arose the fortnightly aeroplane 
service between Egypt and India would be.in operation by the be 
ginning of January, 1927. 

CAPTIVE BALIOONS. 

In the House of Commons on Nov. 11, in reply to a question by 
Mr. Grorcr Harvey, the UNDER-SECRETARY OF STATE FOR AIR said that 
an official investigation into the cause of the accident by which Be. 
Willows and four passengers had lost their lives had taken place: 
The existing regulations required all aircraft, including captive bal- 
loons, to be certified as airworthy, and, in addition, special permission 
in writing was necessary before captive balloons were flown. The 
question of the procedure in connection with the certification of bal 
loons was at present under review. 
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THE FLYING CLUBS. 
The London Aeroplane Club. 

Report for week ending Nov. 14. 

Flying was only possible on three days. Total time was 12 hrs. 

The following members were given instruction:—C. KE. Murrell, 
Lady Bailey, G. H. B. Madocks; H. Spooner, H. Solomon, J. G. 
Crammond, A. Southgate, F. C. Elford, Miss Taggart, G. Wallcousins, 

The following flew solo:—N. Jones, G. H. Craig, S. O. Bradshaw, 
Lady Bailey, O. J. Tapper. 

The following were given joy-rides:—L. C. Davey, S. H. J. Garne, 
Mrs. Glaskie, Miss Wilson, J. J. Hofer. 

The Lancashire Aero Club. 

Report for week ending Nov. 13. 

The weather permitted flying on Sunday and Friday. Total time 
for the week 18 hrs. 35 mins., made up as follows :— 

Dual with Messrs. Brown, Cantrill and Scholes: Twemlow 1 Hr. 
20 mins., Crosthwaite 45 mins., Cohen, Costa, Dickinson, McNair and 
Miss Brown 35 mins. each, Anderson 4o mins., Abdalla 30 mins., 
Newton and Wade 25 mins. each, Moore, Dobson and Powell 20 mins., 
each, Goodyear, Gattrell, Hargreaves, I.eigh and Miss Emery 15 mins. 

Solo: Messrs. Costa 2 hrs 25 mins., Goodfellow and Williams 4o 
mins. each, Ieeming 35 mins., Lacayo Io mins. 

Joy-rides with Mr. I.eeming: Miss Shiers 40 mins., Messrs. Mitchell 
35 Mmins., Jones 30 mins., Powell 10 mins. With Mr. Lacayo: Mr. 
Bendon 1 hr. 35 mins. With Mr. Brown: Miss Barbour Io mins. 

Test flights 1 hr. m0 mins. 

The large wood on the aerodrome is to be cut down and the 
Club is divided into factions over it. One party (which includes all 
the pupils who are tired of being told that they can’t have instruction 
on landings because the wind is blowing south-west across the road) 
cannot praise too highly the broad-minded and public-spirited policy 
of the Avro Company. ‘The other party (which includes all those 
who have been in “the habit of strolling through the aforesaid wood 
with a gun on the look-out for the odd bird) strongly condemns the 
proposal as a piece of sheer vandalism and considers that a public 
protest should be raised against the desecration of one of the beauty 
spots of East Cheshire. 

There is no division of cpinion, however, upon Avro’s proposal to 
put a light steam-roller over certain parts of the aerodrome, where 
the surface is particularly bad. A few days’ rolling with the ground 
in its present soft state should do a tremendous amount of good. 

We appreciate the sporting spirit shown by the Yorkshire Club 
in last week’s notes and thank them for it. It does seem a pity that 
G-EBNN should be doing nothing, but if they would care to-loan 
the rest of her to one of our members we have a pilot available at 
the moment who is most anxious to do cross-country flying and who 
would gladly (provided he was allowed to land as often as he liked) 
follow Messrs. Stack and TI.eete, round the World if need be, with a 
view, of course, to bringing back any of the missing parts found 
in their possession ! 

The Newcastle-upon-Tyne Aero Club. 

Report for week ending Now. tA. 

Total flying time, all by members, 3 hrs. 15 mins. 

Very bad weather persisted during the week, and, in addition, LX 
has been taken off service for some minor repairs and LY will only 
go back to service at the beginning of next week. 

The following members flew with passengers: Dr. Dixon with Mr. 
Wilson, Mr. Forsyth Heppell with Mr. Wilson and Mr. J. M. Kennedy. 

Mr. Irving put in some more solo flying, and is now ready for his 
ticket tests. He flew for 75 mins. during the week. 

The Yorkshire Aeroplane Club. 

Report for week ending Nov. 12. 

Total flying time 9 hrs. 45 mins., as follows :—Solo, 4 hrs. 15 mins.; 
dual instruction, 5 hrs. 3c mins. 

The soloists were Messrs. I. S. Dawson, Lax, Mann,, Norway, Watson 
and Wood. 

The following received dual instruction :—Messrs. Gratwick, Mann, 
Oglesby, Swift, Wilson and Capt. Beaumont. 

The number of flights totalled 2s. 

Flying has only been possible on four days this week on account 
of the weather. We have given up the unequal struggle to frame this 
remark differently. 

The total time flown for the first three days when flying took place 
this week was, curiously enough, precisely the same as last week; but 
Friday’s figure of r hr. 50 mins. brought the total up to that. 

Mr. Mann was launched on Saturday and put up a very good show. 

On Sunday no less than eight members stood up before Mr. 
Stevenson and successfully recited their piece to qualify for an “A” 
licence. Mr. Loton has been appointed examiner for the flying test 
and six members are now waiting for his attentions. 

Miss Woodhead, after eight and a-half hours’ dual, is now waiting 
for weather to go solo. We claim this as a Club record for an 
“ab initio lady.’ Possibly the Newcastle Club hold the ‘slow but 
sure’? record for a member of the fair sex, as we understand one 
took some sixty hours to reach the first solo stage. Will anyone 
dispute these claims ? 

The Midland Aero Club. 

Report for week ending Nov. 13. 

Total flying time 5 hrs. 2 mins. 


The following members had dual instruction:—A. B. Gibbons, 
Cc. Fellowes, G. Aldridge, and H. Smith 
The following made solo flights:—A. B. Gibbons, R. L. Jackson, 


H. J. Willis, E. J. Brighton, C. L. Knox, W. Swann, and J. Brinton. 
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THE AERONAUTICAL 
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BRITISH AIR MINISTRY SPECIFICATION 2.V 3 by the 


PLY WOOD “OUR & PANEL PLYWOOD, CO.,LTD, 


Phone : Clissold 3680 (3 lines). Grams VICPLY. KJNLAND, LONDON. 


On Sunday Mr. Gibbons made his first solo flight very satisfactorily. 
A week of very high winds restricted the hours flown. 
The Hampshire Aeroplane Club. 

Report for week ending Nov. It. 

Total flying time 4 hrs. 38 mins. 

Instruction flying 3 hrs. 45 mins. Solo flying 53 mins. 

The following members had instruction :—Messrs. Graham 2 hrs. 
20 mins., Stokes 35 mins., Nicholson 10 mins., Bound 10 mins., 
Courtney 315 mins., Shepherd 25 mins. 

The following flew solo:—Mr. Perfect 28 mins., Flg. Off. Clarkson 
Io mins., Lt. Graham 15 mins. 

Capt. Bailey, of Imperial Airways, has kindly consented to act as 
examiner for the technical examination of applicants for Royal Aero 
Club Licences and has been approved for that office. 

The Club has arranged to hold the first Annual Dinner at the 
South Western Hotel, Southampton, on Thursday, Dec. 2, when the 
President, Lord J.ouis Mountbatten, will preside. 


AIR NAVIGATORS’ LICENCES. 

Air Ministry Notice to Airmen No. 73, of 1926, states :— 

An examination for 1st and 2nd Class Air Navigators’ licences will 
be held at the Air Ministry, Gwydyr House, Whitehall, on Monday 
and Tuesday, Dec. 6 and 7. Application forms, the syllabi, and con- 
ditions of examination, may be obtained on anplication to the Secretary, 
Air Ministry (C.A.2), Gwydyr “House, Whitehall, London, S.W.1. 

Formal applications to sit at this examination should be received at 
the above address not later than Nov. 29, 1926. Candidates should give 
with their applications full details of any qualifications and experience 
they already possess. 

Before a licence can be issued, candidates will have to pass a 
medical examination at the Central Medical Board, 5/6, Clements Inn, 
London, W.C.2. Arrangements can be made for this examination to 
take place on Dec. 8, 1926, if candidates make early application. 

A PRACTICAL TEST. 

The ultimate and only test of mechanism is the test of 
practical use. Aero-engines in particular are to be judged 
by their performance in actual flying. On the Continental 
services of Imperial Airways, Ltd., twenty Napier Lion en- 
gines are in use, and during the twelve months ending Sept. 
30, 1926, these twenty engines between them covered 566,200 
miles—an average of 28,310 miles per engine. One engine 
actually covered 44,495 miles. 

Further proof of the reliability of Napier engines, when 
properly maintained, can scarcely be needed. 


WITH BANJULELE TO BAGHDAD.—Mr. Bernard 
Leete (left) and Mr. Neville Stack, who left Stag Lane 
on two D.H. Moths on Nov. 15, complete with banjulele, 
to fly towards India. 
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AutomaticElectric Air Camera,  BXewsssont3 
is the most up-to-date and most reliable apparatus of Pyrotechnic 
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Air Surveyors and of Air Forces. 


The many advantages of the ‘“ Eagle” Camera, will Reid Control 
be realised after perusal of its illustrated descrip- Indicators. 
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COMMERCIAL AERONAUTICS. 
The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 

Trips per Day.—Monday, 125 Tuesday, 15; Wednesday, 15; Thursday, 
12; Friday, 12; Saturday, 4; Sunday, 4. 
IMPERIAL AIRWAYS LTD: 

London—Paris ; Tondon—Ostend—Brussels—Cologne , London—Rotter- 


dam—Amsterdam: Machines 32, passengers 106, freight 11 tons. 


AIR UNION : 
Paris—lI.ondon: Machines 12, passengers 15, freight 12} tons. 


KLM 
Amsterdam—Rotterdam—London : Machines 12, passengers 3, freight 
3 tons. 

SABENA : 


Machines o, passengers 0. 
DeuTscHE LUFTHANSA AG. : 

Berlin—London: Machines 12, passengers 21. 
PRIVATE : 

Machines 6, passengers 5. 

Total number of trips by British Machines, 38, 
sengers. Foreign Machines, 26, carrying 45 passengers. 
Comparative Figures : 

Week ending Nov. 4: 

Machines, 74; Passengers, 156; Crews, 86; 
Corresponding week, 1925° 

Machines, 62; Passengers, 157; Crews, 
Corresponding week, 1924: 

Machines, 40; Passengers, 153; Crews, 52; Total 
Corresponding week, 1923: 

Machines, 80; Passengers, 157; Crews 129; Total personnel, 286. 
Corresponding week, 1922: 

Machines, 22; Passengers, 55; Crews, 48; ‘Total personnel, 103. 
Corresponding week, 1921: ‘ 

Machines, 63; Passengers, 121; Crews, 92; Total personnel, 213. 

g& 
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Total personnel, 242. 
75; ‘Total personnel, 232. 


personnel, 205. 


22° 


; 
Corresponding week, 1920: 
Machines, 51; Passengers, 86; Crews, 64; ‘Total personnel, 150. 
Croydon Notes. 

The passenger traffic is showing the usual amount of diminution 
which is prevalent in the winter month. The goods traffic, however, 
continues to grow. ‘Though people object to being ill and cold in 
giant air liners themselves they have no objection to their goods 
being as ill and cold as they like, provided that they reach their 
destination—or that they get insurance money from the good and 
kind Capt. Lamplugh instead. 

When one was last at Groydon the Hercules was “incessantly ex- 
pected,” but had not yet arrived. It is to go on the Cross-Channel 
services for a few weeks by way of a test under service conditions. 

The Hampstead with the Bristol Jupiter engines is proving extremely 
efficient. The engines are tuned to run at low speed, with the result 
that petrol consumption is very low and the performance remains 
about the same. 

The Vickers Vulcan (Napier) is again flying on the service with 
passengers and freight. It is now fitted with a metal Leitner-Watts 
airscrew which seems to be highly satisfactory. 

The silly season is upon us again. The first item of news appeared 
in The Daily Mail on Monday, when the following appeared :— 

“Dancing the new smooth Charleston has been accomplished in 
an air liner at a height of 2,000 feet. This is the first time that 
dancing has been attempted in the air. 

The experiment was carried out at Croydon aerodrome in one of 
the London—Paris Argosy machines, belonging to Imperial Airways, 
and throughout the dancing the machine kept perfect poise. 

Mr. Richard Granville, a leading exponent of the dance, and Babette, 
his partner, first gave an exhibition. A space was cleared in the 
cabin, which as a rule accommodates 20 passengers, and the music 
was supplied by a gramophone. Afterwards Mr. Granville gave a 
lesson to a passenger.’’ 

As a matter of fact a dancing stunt was first performed in a 
Goliath in 1920. And how easy it must be to hear the music pro- 
vided by a gramophone in the cabin of the Argosy with the engines 
running. Anyhow, one feels glad that it was the flat Charleston. 
An ordinary every-night affair would have kicked the Argosy to 
pieces. One presumes that the Flat Charleston has been. invented 
to be performed in the limited space of modern flats. Or is it done 
by “Flats” chiefly ? 

Presumably we shall soon be in the thick of sons rushing by air 
to dying mothers, old ladies being carried out to special air 
ambulances because that is the only way they can travel, air liners 
with central engine rooms and all the other hardy annuals. Well! 
Anyhow, Christmas is getting nearer.—G. D. : 
THE IMPERIAL AIRWAYS MIDDLE-EAST AGREEMENT. 

The text of the agreement between the President of the 
Air Council and Imperial Airways Ltd. for the establishment 
of the Cairo—Karachi Air Route was published on Nov. 15, 
as Command Paper 2758. The agreement provides for a 
subsidised fortnightly service to be established not later than 
Jan. I, 1927. 

Under the agreement the Air Ministry contracts to provide 
certain specified yround facilities in the way of aerodromes 
and wireless apparatus. 

The maximum annual subsidy that can be earned is £93,000. 

The Times of Nov. 16 states :— 

Should this be carned in full in each of the five years, and should 
the cost of the ground organisation falling on the Air Ministry 
reach the estimate of about £65,000 over the whole period, the total 
cost of the scheme would be brought slightly above the figure of 
£500,000 mentioned in the Supplementary Estimate of July, 1925. 

The Command Paper points out that the institution 
of this service will make it possible to terminate the fort- 
nightly mail service between Egypt and Iraq, hitherto per- 
‘formed by the Royal Air Force. Subject to overriding milli- 
tary necessities it has been arranged to withdraw from Iraq 
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TheSUPERMARINE “SOUTHAMPTON” 


TWIN-ENGINE FLYING BOAT 
(Iwo Napier-Lion Engines.) 


CELLON 


“The Dope of 
Proved Efficiency” 


CELLON Richmond) Ltd. 


Cellon Works, Petersham Road, 
Richmond, SURREY. 


Telegrams: Telephone: 
AJAWB, Richmond, Surrey. RICHMOND 2213 (3 lines). 
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THE WESTLAND WIDGEON 


HE Westland Widgeon is a small Monoplane of sturdy and simple 
construction, fitted with an Armstrong-Siddeley ‘‘Genet”” Engine of a 
nominal 60 H.P., but actually giving over 70 H.P. The machine has 
therefore ample power and can be flown at a comfortable speed with the 
engine well throttled down, which gives a very much longer life to the engine. 
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1. The Machine has a very good take off and can get out of very : See : : (ii 

small spaces without difficulty. : Shecifi cation. ; ite 

2. It carries pilot and passenger. The useful load apart from the : : el 

fuel and oil is 380 lbs., which is ample for passenger, pilot and : Leading Weights and Dimensions: : {Vat 

luggage. ; HF | 

3. It-has particularly good flying qualities and is very easy to Weight, fully loaded... 1,150 Ibs. : Hi 

handle. It can be fitted with dual control. oe Weight, light, without ly) 
4. The undercarriage has steel spring shock absorbers and friction : fuel and oil ... PrGi0 the : 


dampers to absorb the recoil. 

: P : : ; sanacityv 9 . aac 
5. The petrol is carried in a 12-gallon streamline tank above the : Fuel capacity... +. 12 gallons. 
top wing, which gives a cruising flight of three hours. The oil : 
is carried in a streamline tank on the port side of the fuselage. 


Useful load apart from 
fuel and oil. cop ately Wes 


FASTEST MACHINE in the GROSVENOR | Surface ko oi) © ie 145 sq, fe. 
CUP RACE, 1926. Average Speed, 105.5 M.P.H. me 2 ioe eye 20 ft, 8 ins, 


: Width, folded aa See) adagmelioh alk 
WESTLAND AIRCRAFT WORKS PORIensthe MG | ott fm. 
? Petrol consumption ... 20 Miles 


(Branch of Petters Limited) 


YEOVIL. 


per gallon. 


MeO PO a emer ese een ereeereseseast® Hun snvecs PO enn 


KINDLY MENTION “ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTIS tRS. 


i 

H 

f 

4 

My 

' 

| 

ba a 

vio 

i 

, 

PH 

til 

: : 

iT 

1 i 

' 
: 

i 

8 


642 The Aeroplane 


NOVEMBER 17, 1926 


a Squadron of the R.A.F’. with a substantial net saving to 
the State. : 

The Command paper lays down that the Postmaster-General 
will arrange with the Company as to the mail rates. 

In the first year of operation the payments for each com- 
pleted flight up to and including 52, at fortnightly intervals, 
shall be £1,200 per flight on the Egypt to Basrah section and 
{£900 for each flight of the first 26 flights on the Basrah to 
Karachi section. 

THE D.D.C.A. ¢ 

Mr. F. L. G. Bertram, C.B.E., until recently an Assistant 
Secretary in the Department of the Secretary of the® Air 
Ministry, officially known as ‘“ Principal (old style),’’ has 
been appointed to the new post of Deputy Director of Civil 
Aviation. 

Mr. Bertram, who, unlike almost everybody else in the 
Department of Civil Aviation, is a permanent Civil Servant 
of many years’ experience, has held his present grade in the 
Air Ministry since October, 1919. 

The post of Deputy Director of Air Transport, hitherto 
held by Lieut.Colonel Ivo Edwards, C.M.G., has been 
abolished, and Colonel Edwards is now officially Chief Techni- 
cal Adviser to the Director of Civil Aviation. 

One gathers that Mr. Bertram’s department will deal with 
all administrative matters in the Department of Civil Avia- 
tion, while Colonel Edwards’ deals with operations, the differ- 
ence between the two departments being very much like that 
hetween the Adjutant-General’s Department and the General 
Staff at the War Office. 

Although a permanent Civil Servant, Mr. Bertram has for 
many years been keenly interested in the practical side of 
Civil Aviation, and is seldom absent from any of the official 
functions at which personages of importance are bidden to 
aerodromes to see practical expositions of aviation. oth 
he and the Department of Civil Aviation are to be con- 
eratulated on the new arrangement. 

GERMAN COMMERCIAL AVIATION. 

The Deutsche Luft Hansa A.G. have just published the 
figures for the operations of their lines from the date of open- 
ing, Apr. 1, 1926, to Aug. 31, 1926. It is interesting to com- 
pare these with the figures of the two companies, Junkers 
and Aero Lloyd, which were merged into the Luft Hansa for 
the entire previous year. 
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PROOF OF TUBULAR EXCELLENCE 


Between Apr. r and Aug. 31, Luft Hansa covered a total 
distance of 2,500,000 miles, as against 3,000,000 for the year 
1925. Other figures were :—37,968 passengers, 249 (metric) 
tons of baggage, 120 tons of freight and 125 tons of mail. 

The system of compilation of these figures by the old com- 
panies counted each passenger and each pound of freight over 
and over again if carried several distinct stages in succession 
so that they cannot be compared with the figures of the Luft 
Hansa. If, however, the figures given above for the five 
months of 1926 are readjusted to the old system they com- 
pare as follows :—Passengers carried, 56,331 compared with 
55,185 for the whole of 1925; baggage carried, 409 tons com- 
pared with 521 tons last year; mail and freight carried, 434 
tons compared with 287 tons last year. 


PERSONAL NOTICES. 


DratHs. 

HAYWARD.—On Nov. 9, at South Farnborough, as the result of a 
flying accident, AC.2. Cecil Herbert Hayward, R.A.F. 

HINTON.—On Novy. 11, at Eastchurch, Kent, as the result of a 
flying accident, AC.z. Percy Charles Hinton, R.A.F. 

LANGRIDGE.—On Nov. 12, Sq. Idr. Arthur Bracy Langridge, 
R.A.F., of St. Andrew’s Vicarage, Uxbridge, second son of the late 
Henry Langridge, of 54, Victoria Street, London, and Chillies, Buxted, 
Sussex. 

MOSSMAN.—On Nov. 9, at South Farnborough, as the result of a 
flying accident, Cyril Vernon Mossman, Plt. Off., No. 4 (Army Co- 
operation) Squadron, R.A.F. 

Mr. Mossman joined the R.A.F.with a short service commission in 
September, 1925, and was posted to No. 5 Flying Training School, Sea- 
land, for a course of instruction. He was appointed to No. 4 (Army Co- 
operation Squadron) last August. 

TAYLOR.—On Nov. 11, at Eastchurch, Kent, as the result of a 
flying accident, Sit. Pilot George Frederick Taylor, R.A.F. 

WOOD.—On Nov. 12, at Castor, Northampton, as the result of a 
flying accident, David Gam Harcourt Wood, Flight Cadet, R.A.F., 
youngest son of the late Major Harcourt Wood and of Mrs. Harcourt 
Wood, Ringstead, Hunstanton. 


BIRTHS. 

CROKE.—On Nov. 10, at 6, Nelson Road, Southsea, to Phyllis, wife 
of Flt. Lt. L. G. Le Blount Croke, R.A.F.—a daughter. 

CGRAHAM.—On Nov. 9, at Rose Cottage, Bognor, Evelyn, the wife 
of Capt. W. L. Graham (late R.A.F.)—a son. 

MULCAHY-MORGAN.—On Oct. 24, at Cairo, to Barbara (née Heape); 
wife of Wing Cdr. TI. W. Mulcahy-Morgan, R.A.F.—a daughter. 

WINCH.—On Nov. 3, at 16, Barn Hill, Wembley Park, to the wife 
of Herbert Winch, late R.A.F.—a son. 


(Oct. 6"1926) 


The steel tubing in the machine was naturally supplied by 
Accles and Pollock, who, like so many of the other people 
concerned with the material in the machine, were the first 
in their line of business to specialise in aircraft material. In 
fact any aircraft manufacturer of to-day when he thinks of 
steel tubing automatically thinks of Accles and Pollock., 


In the De Havilland Machine used by 
SIR ALAN COBHAM 


in his recent and famous London-Mel- 
bourne-London flight, all the tub:ng 
and tubular parts were of our 
manufacture. 


What better demonstration of their suita- 
bility for important aircraft construction ? 
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Manufacturers. 
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“NIL NOS TREMEFACIT.” 


(Motto of No. 55 (Bombing) Squadron, R.A.F.) 
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THE KING’S BIRTHDAY :—No. 55 (Bombing) Squadron, R.A.F., in ‘* Vic” formation flying past the saluting base 
at Hinaidi, Iraq, on the occasion of His Majesty’s birthday, June 3, 1926. No. 55 Squadron, R.F.C., was formed in 
June, 1916, disbanded on Jan. 22, 1920, and reformed on Feb. 1, 1920, from No. 142 Squadron. 


SAFETY FIRST! 
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I 
K:L.G.’s are standard on all the world’s most reliable aircraft. Not only are | 
they the m st efficient plug, as proved by their performance, but they are 
RELIABLE. K.L.G.’sare for aircraft the best Safety First device ever produced. 
Sole Manufacturers : 
THE ROBINHOOD ENGINEERING WORKS LIMITED: 
- Putney Vale, London, S.W.15. Telephones: Putney 21323 
fR Rap) Sole Export Agents: Messrs. S. Smith & Sons (M.A.) Ltd., Cricklewood Works, N.W.2: 
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Telephones : TITANINE-EMAILLITE, LTD., Telegrams: 
Gerrard 2312 and A 175. Pi dil er Ww. Tetrafree, Piccy, London 
Regent 4728, Empire House, 175. Piccadil y, London, W.1. Codes: A.B.C., 5th Edn. 


Works :—London and New York, and Bentleys 
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FOR THE PRIVATE OWNER 


HE AVRO “AVIAN ” two-seater light aeroplane was the only newly 
‘ designed machine at Lympne, and it has been universally acknow- 
we ledged that it was the most interesting aeroplane present. “The 
= Aeroplane”’ said : 


\ 

| 

2 He HE ‘AVIAN’ is really remarkable. Only a few years ago our 
: most ncted scientists proved to their own satisfaction that it 

was quite impossible for any aeroplane to carry its own weight as 

useful load. Yet here we have a machine which instead of going 50-50, 

performs with roughly 45 per cent. construction weight and 55 per 

cent. useful load, and it is the fastest machine in the Competition.” 


HIS extraordinary weight-carrying capacity of the competition 

machine not only serves to indicate once more the superiority of Avro 
design, but makes it possible to secure by modification all the essential 
qualities of the privately owned aeroplane, and, moreover, those refine- 
ments which help so much towards the comfort of aerial travel, without 
fear of overloading. 


"THE AVRO “AVIAN” will shortly be available fitted with the 
‘Cirrus’ Mark II engine. Advance particulars will gladly be 
| sent on request. 
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LONDON OFFICE: EXPERIMENTAL WORKS: 
166, PICCADILLY, NEWTON _HEATH, HAMBLE, 
LONDON, W.I. MANCHESTER. SOUTHAMPTON. 
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ON WHERE THE 


An American citizen who has an intimate knowledge of 
the aeronautical politics of the United States, regrets that 
certain passages in the leading article in THe AEROPLANE of 
Oct. 20, concerning ‘‘ Learning from the Experience of 
Others ”. did not express properly the position of American 
wartime production of aircraft. He has therefore had the 
kindness to send an amended version of the paragraphs to 
which he objects. 

This amended version is published hereafter. The words 
printed in italics are those which he suggests ought to have 
been in the original paragraph :— 

During the War American aircraft were a joke, except when they 
were a tragedy. The joke was. on the Americans, although too few 
‘people acknowledge the fact. America spent millions of pounds manu- 
facturing aircraft during the War and produced over 14,000 Planes and 
over 40,000 Motors in the eighteen months following her delayed 
entry into the hostilities: Only a few hundred of these planes reached 
the front owing to delays in shipping, although thousands were con- 
gesting warehouses and docks when the Armistice was signed. 

When America joined us in the War, we and the French and the 
Italians sent to America all our very best aircraft designs, together 
with quite a number of competent people to show the Americans 
how to build the machines. After considerable delay attending the 
attempts of the English, French and Italian Missions to convince the 
Americans of the Superiority of their several designs, the English 
won. The only service planes ordered from the American Industry 
were from English designs. Hence the joke oy tragedy on the 
Americans. 

Personally one would not have ventured to say the things 
Which he says. And one does not entirely agree with some 
of his views. 

One has never believed that America’s entry into the War 
was belated. America had no quarrel with Germany and no 
me has ever yet been able to discover why America ever 
lid go to war with Germany. ‘The sinking of the Lusitania 

S generally supposed to have been the determining cause. 
But, although the sinking of the Lusitania was bad policy, 
ourely for psychological reasons, it was a perfectly justifi- 
ible act of war, and nobody has the slightest right to bear 
sermany any grudge about it. 
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JOKE COMES IN. 


Apart from that. one can discover no reason for the States 
ever coming into the War at all. Therefore one can only 
imagine that America came to the assistance of England 
because all the people who have any real influence in the 
States, or ‘‘ cut any ice,’’? as the Americans themselves say, 
are either English, Irish or Scots, and that blood was thicker 
than water. 

America’s entry into the War may have been influenced 
to some extent by the big international financiers, who saw 
that the War might go on for ever unless one side or the 
other obtained some fresh blood and money. But even the 
big financiers, with all their hold over the Press of the World, 
could never have moved the Nordic nation on the other side 
of the Atlantic unless the psychological momentum of the 
people had moved in the right direction. Therefore one has 
always been rather surprised that such a vast mass as the 
population of the United States got a move on itself as 
quickly as it did. 

One would certainly never have dared to emphasise, as 
this kindly correspondent has done, the fact that American 
engineers chose English designs against the French and 
Italian designs. But now that he has mentioned it one may 
at any rate say that the American authorities showed their 
good judgment. The pity was that in modifying those de- 
signs to take the American Liberty engine, itself one of the 
World’s great engineering achievements, the American aero- 
nautical engineers did not know enough about aeroplanes 
to do the job properly. 

However, to-day the Americans have distinctly got the 
better of us. in many ways. ‘The standard pursuit ships which 
actually exist in the Army Air Corps have a considétably 
higher performance than anything which is at present in the 
possession of the R.A.F. 

We certainly have single samples of high-speed fighters in 
this country which are fully up to the American standard 
of performance, they are the result of private enterprise 
end they are not likely to be issued to the R.A.F. for a very 
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long time to come. By which time, of course, the Americans 
will be just that one long jump further ahead. 

Therefore, though the joke may have been on the Ameri- 
cans when they got our designs and vet failed to put any 
of them over the fighting line in France, the joke is very 
much on us to-day, seeing that in the intervening eight 
years the Americans have improved our designs to a point 
which we have not yet reached ourselves. 


A StL, WORSE JOKE. 


Nevertheless, even that joke is not so hard on us as is the 
fact that after our high and mighty technical authorities had 
proclaimed that we could not possibly produce a seaplane in 
this country in twelve months to beat the American Schneider 
Trophy winner of 1925, the Italian Macchi Company should 
go and produce in seven months a seaplane which is some 
fourteen miles an hour faster than last year’s American 
winner. Some idea of the severity of the joke may be 
acquired by restating the facts published last week. 

The American winning machine made an average of 232 
m.p.h. Mr. Broad on the Gloster did 199 m.p.h., and the 
Italian representative on a Macchi flying boat did 168 m.p.h. 
Our experts said that it was impossible to increase our 
speed by forty in.p.h. from 199 m.p.h., so as to beat 232 
m.p.h., although we had a full year in which to do it. 

The Italians merely went and put their speed up from 
168 m.p.h. to 246 m.p.h., a matter of almost 80 m.p.h. And 
this extraordinary feat was accomplished in seven months. 
The Italians could not have started building those Macchi 
monoplanes until after the meeting of the Fédération Aéro- 
nautique Internationale in January of this year, and they 
had them actually flying on test in September. 


ANOTHER VIEW OF AFFAIRS. 

Just by way of a salve to the tender susceptibilities of 
British aircraft designers and constructors after these terrible 
blows it seems well to publish some extracts from a letter 
received from an Englishman who once had a good deal to 
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WHERE GOOD SEAPLANES ARE MADE.—The Supermarine Works | 


do with aviation in this country and is now domiciled in the 
United States. 

He asserts that the average American designer is in- 
herently no more intelligent than is the average British de- 
signer, and that the former is as much tied up in the red 
tape of Service procedure as is the latter. Furthermore he 
is of opinion that the Air Bureaux of the American Services 
are no more intelligent than are the Air Ministry’s technical 
officials. ‘Therefore he writes as follows :— 

I think that the credit for our superiority in Pursuit airplane design 
and, in fact, the credit for that excellent Specification which you 
published should go almost entirely to the U.S. Aircraft Industry, 
and, notably, Curtiss. What I want to bring out is the fact that it 
is the Aircraft Industry which has taught the Governmental Experts 
what to ask for and what to demand. 

I have heard of occasions when the specification for a particular 
type of aircraft has been issued-and one of the most prominent firms 
in the Industry has gone to the Service people and proved to them 
that certain of the requirements demanded were utterly illogical and 
impossible. 

The Army Air Corps now is on pretty good terms with the Aircraft 
Industry and understands its problems. ‘The Aeronautical Chamber 
of Commerce has long advocated the letting of contracts under com- 
petitive conditions. 

For example, shortly after Curtiss produced the PW-8, Boeing came 
out with a better pursuit plane. The Air Corps, through a judicious 
allocation of contracts, kept these two concerns in a perpetual race 
for supremacy in the pursuit field. 

The method is something like this:—While Curtiss builds the best 
pursuit ship the Air Corps gives a 75 per cent. order to that com- 
pany and a 25 per cent. order to Boeing, assuring them that when 
their plane is superior to the Curtiss machine the 75 per cent. order 
will be for Boeing ships, and so on. 

These figures are, of course, only illustrative. The result of this 
policy is that Curtiss and Boeing design staffs are kept on edge, 
so that a product ever improving in excellence is developed,—a result 
common to all competitive methods. 

Now, here is the opposite method. The U.S. Navy has recently issued 
specifications and proposals for Navy fighters designed around the 
Pratt and Whitney Wasp air-cooled engine (425 h.p. radial). The pro- 
posal was issued early in October and the planes for the competition 
were to be constructed and ready by Jan. 1, which, of course, is an 
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0 other aero engine can show such 
a record of achievement during 


1926 as the NAPIER LION— 


For the three long-distance Service flights carried out 
by the Royal Air Force—from Cairo to Cape Town 
and back to England: from Plymouth to Alexandria 
and back: from Cairo to Aden and back—Napiet 
engines were selected. A total engine mileage of 
101,000 was flown without any mechanical trouble. 


The only crossing of the South Atlantic by a single 
machine was made by Commandante Franco when 
he flew from Spain to Buenos Aires, covering 6,259 
miles in 59; hours. 


On commercial service Imperial Airways have flown 
Napier engines 566,200 miles in 12 months. 


The First Prize in a competition held in Germany to 
discover the best German commercial seaplane was 
won by the only Napier engined machine entered. 


The Napier Lion is economy 
in the long run. Improve the 
performance of your aeroplane 
by fitting the— 
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utter impossibility, as the type is to be of entirely new design. A 
protest to the Navy that the best product would not be forthcoming 
if this date were adhered to has resulted in an extension to some- 
where in May. 

But the idiocy of the Navy people is well shown in the method of 
dealing with the companies entering. Of the preliminary designs 
submitted, three competitors for the actual competition are. chosen. 
When the competition takes place next’ year, the winner will receive 
a contract, and~that will be that. The second best plane will be 
purchased at one-half the cost- of development, so that unless a com- 
pany wins, it stands to lose at least 30,000 dollars, I should say. The 
third fellow is ignored entirely. 

As the result of this method of procurement the Navy will prob- 
ably be buying the same Wasp-engined fighters three years from now 
as it will purchase next year. Next year it will be a first-class 
machine—three years from now it will be hopelessly obsolete. 

Yet the Army, without spending any more money, is getting a better 
pursuit plane every six months. ‘There is the contrast. 

The matter is very strikingly brought out in the case of the Curtiss 
CS type Navy three-purpose plane. ‘Three years ago this was a 
reasonably good machine, but no one but Curtiss produced the type. 
The result was that this company very soon. lost all interest in 
trying to improve it and eventually was perfectly willing to let 
someone else build them—the Curtiss Company being interested in 
something more exciting at that time. 

Consequently Glenn IL. Martin now builds 1923 CS planes by the 
yard and is no more interested in their performances than I am. 

Precisely the same thing has happened, it seems to me, in the 
case of the Martin Bomber. In its day, this was a fine bombing 
airplane. All the Glenn IL. Martin interest in it was quickly stifled, 
without any competitive element to fan it up, and the various imita- 
tions of the original Martin Bomber which have been produced 
from time to time are in every case inferior to the parent design, 
itself now years out of date. 

Irom this it may be judged that at any rate so far as the 
U.S. Navy is concerned American constructors are really no 
better off than are ours. Which only shows that the naval 
mind works in very much the same grooves -all the World 
over. But it will be seen that the U.S. Army method does 
definitely tend to improve the breed of American aircraft. 

CORROBORATIVE HVIDENCE. 

Just by way of showing that the correspondent whose letter 
is quoted hereinbefore knows his subject, here is another 
quotation from an entirely different source, which says much 
the same thing in different words :— 

A new tmethod of procurement, adopted under the law of last 
Summer, seems to be working out very well. Through it we are 
gradually accustoming the Services to a policy of developing and 
keeping in production two types of airplanes for each class of work, 
always giving the better airplane a little the bigger order, and re- 
serving the right to replace the worse plane with one of new type 
built by’ anybody and proved in Government tests to be superior. 

The Navy are slow to make any change in habits, and we have not 
gotten as far along with them as with the Air Corps. I should say 
that, for the first time in five years, the industry is beginning to 
settle down to work and seriously accomplish results. 

There is not enough engineering work being done. Curtiss stands 
alone as the only organisation building from its own operative wind- 
tunnel research, and this of course is not healthy, but I believe that 
pioneering will become increasingly popular among the other com- 
panies. 

By way of showing still further that the U.S. Aircraft In- 
dustry is not really so much better placed than we are in 
this country one may mention that not long ago another 
correspondent in the States sent one some interesting figures 
relating to the prices paid by the U.S. Government for all- 
metal machines, both experimental machines and duplicates 
of such machines in small quantities. That is to say, the 
order for duplicates was not a production order, but was for 
just about enough machines to make each one cost rather 
less than a single experimental machine. 

One showed these figures to a number of friends in the 
British Aircraft Industry. And they practically all agreed 
that British aircraft firms would be very pleased to build 
all-metal machines for rather less money than the American 
price. 

THat Is THE QUESTION. 

That being so, why is it that after having led the World 
in aircraft design before the War, and having again pro- 
duced the World’s best aeroplanes towards the end of the 
War, after having suffered so bitterly through the machina- 
tions of the Royal Aircraft Factory in 1915-16, we should now 
find ourselves with the Americans beating us in single- 
seat and two-seat fighters and the Italians beating us in high- 
speed seaplanes? ‘Those are just the very types in which 
we have excelled in the past. 

It is perfectly true that to-day the standard of construction 
of British aircraft is the highest in the World. But if we 
are to get the World’s markets, and also are to equip the 
R.A.F. with machines that will make R.A.F. personnel safe 
against anything that is put up against them, we must have 
higher performance all round. 

Nearly a year ago we heard a great deal about these secret 
seaplanes which the Air Ministry were to order so that even 
if we could not win the Schneider Trophy we could still get 
the seaplane speed records at or about the same date. 
Nevertheless, as a short article 1n THE AFROPLANE disclosed 
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a week or two ago, not one of those machines is yet ready 
and all of them are still waiting for engines. 

Evidently what we need is somebody with the driving 
power of a Mussolini on the technical side of the Air Ministry, 
first of all to*break down all-the barriers of delay in the 
technical departments, and secondly to stir up our designers 
to produce new ideas. The ideas are certainly there, if only 
they could be produced. 

If the various senior designers of the firms do not happen 
to have the ideas themselves, they must exist among the 
younger generation, for there are always better fish in the 
sea than ever came out of it, and indisputably the younger 
men in our design departments to-day know a very great 
deal more ‘about such science as there is connected with aero- 
nautics than did the senior men when they were the same 
age. What somebody in authority has to do is to get those 
new ideas out of the design departments and then have them 
developed as quickly as possible. 

A PARABLE. 

On Friday of last week the Officers of the Marine Aircraft 
Experimental Station at Felixstowe gave a party to which 
they invited a representative of each and every aircraft and 
engine constructor in Great Britain. Most of the pioneers 
of British Aviation were there, though some of the younger 
firms were content to send representatives instead of the 
heads of the firms coming themselves. After dinner there 
was the usual cheery, good-natured rag, in which everybody 
took part, somewhat to the detriment of furniture, clothing 
and person. 

On the whole the aircraft constructors acquitted themselves 
like men, although most of them were not quite so young nor 
so fit as their hosts in the Service. At one moment, in fact, 
the constructors actually evicted the Service from its own 
ante-room. But superior training told in the end against 
weight of mind and body, certain constructors basely de- 
serted the battle front, and the survivors were thoroughly 
well beaten-up by the Service. 

The next day at lunch, which was also breakfast, the 
representative of a famous firm, nursing sundry bruises, re- 
marked plaintively, ‘‘ I wonder why the Mess beat us up so 
badly last night?’? Then he added, “I think I’ve got it. 
We keep about twenty hens at home, and for months the 
whole lot between them produced about one egg a day. A 
couple of months ago we got an Alsatian pup, and he has 
been chasing the hens round like fury ever since, and now 
they are laying an average of an egg per hen per day.” 

The parable seems to need no interpretation.—c. G. G. 


THE FEDERATION AERONAUTIQUE 
INTERNATIONALE. 


At the Conference of the Fédération Aéronautique Inter- 
nationale held in Rome in October last, the Royal Aero Club 
was represented by Ljieut.-Col. M. O’Gorman, C.B. 

PARACHUTES.—It was decided that the carrying of para- 
chutes should be compulsory in all attenipts on Records, 
with,.the exception of Speed Records. A minimum weight 
of 10 kilogs. per parachutesmust be allowed and is not im- 
cluded in the ‘‘ Weight of Merchandise ”’ carried. 

[This is exactly what one would expect from the F.A-I. 
or the Royal Aero Club. In America, where practical men 
run things, speed pilots are obliged to wear parachutes. 
Their instructions are that if the engine stops over bad 
ground they are to ‘‘zoom’”’ the machine by its own speed 
as high as it will go, and then get out and let the machine 
crash.—c. G. G.] 

GREATEST I,OAD CARRIED TO 2,000 METRES.—The present 
record is 6,000 kilogs. It was decided that additional load 
should go up in steps of 500 kilogs. 

These Regulations will come into force on Apr. I, 1927: 

THE SCHNEIDER TROPHY.—The proposal of the Royal Aero 
Club that the Schneider Trophy Contest should be flown bi- 
annually instead of annually was adopted. Subsequent to 
this decision the Contest for the Schneider Trophy took 
place in America, and Italy won the Cup. The next race 
will therefore be held in 1928 in Italy. 

WoMEN PiLots.—It was decided that Women Pilots are 
eligible for all records. The question of creating a distinet 
class for women pilots was referred to the January Con- 
ference to be held in Paris. 

AGrnpDA.—The following questions were also referred t0 
the Paris Conference to be held in January : 

(1) Uniform method of arriving at value of Aeroplanes 
for Custom purposes. 

(2) Slow speed requirements for 
high-speed records. 

(3) Classification of Light Aeroplanes for record purposes. 

(4) Instruments for recording temperature in height re- 
cords. 

(5) Automatic Timing for speéd records. 
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The Reed airscrew has again been used by the 
winner of the International Schneider Trophy. 


The present holder, Major di Bernardi, flying a 
Macchi ‘‘39” Seaplane, completed the course at an 
average speed of 246.5 miles per hour, Thus a 
Reed metal propeller has been used by the winners 
of this Trophy for the third time in succession. 


All records for the highest speeds obtained for 
both aeroplanes and seaplanes are held by aircraft 
fitted with Reed Airscrews. 
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ALL- METAL AIRSCREW 


Sole Licensees and Manufacturers of the Reed 
Patent Metal Airscrews for the British Empire: 
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THE ROYAL 


The London Gazette. 
Nov. 19. 


GENERAL DUTIES BRANCH.—The following are granted perm. comns. in 
the ranks stated (Nov. 1) :—F1it. Lr—F. H. Shales. Fie. Orr.—H. N. 
Thornton. 

Plt. Off. J. H. Barringer is promoted to the rank of Flg. Off. 
(Oct. x4); 

The following Flg. Offs. are transferred to the Reserve :—C1Lass A.— 
W. G. Nicholls (Nov. 18). Crass C.—N. H. F, Unwin (Nov. 13). 

Fig. Off. S. T. Littleton resigns his perm. comn. (Nov. 17). The 
following resign their S.S. comns. (Nov. 17) :—Plt. Off. J. T. C. Skellon, 
Plt. Off. on probation I. S. S. Tunks. The S.S. comn. of Pit. Off. 
on probation A. E. Scott Moore is terminated on cessation of duty 
(Nov. 17); G. H. Morris, It., R.M., Flg. Off., R.A.F., relinquishes 
his temp. comn. on return to duty with the Royal Marines (Noy. 10); 
Flg. Off. R. L. Yates (Lt., Royal Scots Fus.), relinquishes his temp. 
comn. on return to Army duty (Oct. 26). i 

SrorES BRANCH.—Flg. Off. on probation O. G. Ridley, M.C. (Maj., 
R.A.R.O.), is confirmed in rank (Oct. 6). 

AccOUNTANT BRANCH.—Flg. Off. B. E. Hume Wright is transferred to 
the Reserve, Class C. (Nov. 15). 

MEDICAL BRANCH.—Flg. Off. W. A. Beck, M.B., D.P.H., is transferred 
to the Reserve, Class D.2 (Nov. 19). 

MEMORANDUM.—R. W. Stevens is granted a temp. comn. as a Fit. Lt. 
(Legal Officer) (Nov. 11). 

RESERVE OF AIR FORCE OFFICERS.—The following Plt. Offs. are pro- 
moted to the rank of Flg. Off.:—R. N. Bullock (June 17); A. R. J. 
Savage (Sept. 24); John Gallacher (Oct. 3). Pit. Off. on probation 
F. R. Matthews is confirmed in rank (Nov. 9). The following Flg. Offs. 
are transferred from Class A to Class C:—H. MacMillan (Nov. 12); 
A. D. Drysdale (Nov. 13). Fig. Off. F. R. Steggall, D.C.M., relinquishes 
his comn. on completion of service (Oct. 24). 

AUXILIARY AIR FORCE.—GENERAL DUTIES BRaNCH.—The following to be 
Plt. Off. :—No. 600 Crry or LONDON (BoMBING) SQDN.—G. de H. Vaizey 
(Nov. 16). 


All the Difference. 


The Morning Post of Nov. 16 states :— 

A remarkable speech made by Sir Hugh Trenchard, Commander-in- 
Chief of the Royal Air Force, before a meeting of the Cambridge 
University Aeronautical Society in April last year, is being used 
as a weapon by advocates of wholesale disarmament. 

At Saturday’s session of the National Peace Congress at York, Pro- 
fessor Philip Baker, of London University, was quoted by a Socialist 
paper yesterday as saying: ‘Sir Hugh Trenchard, head of the R.A.F., 
has said that if he had his way he would abolish aviation, civil and 
military, altogether. He believed the evil which would be wrought 
by aviation would be incomparably greater than any good it could 
bring.’’ 

At the Air Ministry yesterday, a Morning Post representative was 
given the following version of Sir Hugh Trenchard’s speech: ‘I do 
not want you to think that I look upon the air as a blessing’ alto- 
gether. It may be more of a blessing for this Empire than for any 
other country in the world. I feel that all the good it will do in 
civil life cannot balance the harm that might be done in war by it, 
and if I had the casting vote, I would say, ‘ Abolish the Air.’ I 
feel it is an infinitely more harmful weapon of war than any other, 
and it is a terrifically powerful weapon.’’ 


The Versatile M.O. 


The following new clause has been added to paragraph 
1483 of King’s Regulations for the R.A.F. by Amendment 
List 24. of November, 1926 :— 

A medical officer granted a permanent or short service commission, 
provided he is medically fit, may be given such training in flying as 
is possible and when qualified in accordance with Appendix III will 
be allowed to wear the flying badge on service dress. He will not, 
however, be taken off duty to enable him to qualify and his train- 
ing must therefore be arranged by the air or other officer command- 
ing as opportunity occurs. When a medical officer is placed under 
flying instruction, notification will be sent to the Air Ministry by the 
unit concerned through the usual channels. 

King’s Regulations does not lay down that a short-service 
officer of the General Duties Branch may, in the course of 
his vocational training, practise medicine or surgery ‘“‘ as 
opportunity occurs ’’ in the hospital of his Unit. Apparently 
this would not be encouraged owing to professional jealousy. 
On the other hand, a doctor who can take a machine and 
fly it to the station Rugger ground or other scene of his 
week’s labours, replace a few joints, etc., and fly back to 
the mess will be an acquisition to any Air Force station. 


Rugby in the R.A.F. 

Two trial matches have been held by the R.A.F. Rugby 
Union, one at Spittlegate and one at Andover. A third 
game will be played on Noy. 24 at Cranwell between a trial 
side and the R.A.F. Cadet College. The sixty players 
selected for the first two trials consisted of 30 Officers and 
30 Other Ranks. 

The fixtures of the Representative side for the coming 
season are :— 

Jan. 5.—Guy’s Hospital, at Honor Oak Park. Jan. 19.—Cambridge 
University, at Cambridge. Jan. 22.—Bristol, at Bristol. Jan. 26 — 
Leicester, at I.eicester. 

Feb. 5.—Bath, at Bath. Feb. 19.—Royal Navy, at Twickenham. 

Mar. 2.—Oxford University, at..Qxford. Mar. 9.—Civil Service, at 
Chiswick. Mar. 17.—Gloucester, at Gloucester. Mar. 26.—The Army, at 
Twickenham. 

Sq. Ldr. J. C. Russell, D.S.O., has been re-elected to 
Captain the eaVvi cand Flt Lt Oj Bryson, M.C.) 3D Casto 
act as Vice-Captain. (This is official, and all rumours to 
the contrary are hereby written off.) 


AIR FORCE. 


One gathers that the trials showed a high standard of 
rorward play but a weakness in defence particularly in| 
tackling. Good tackling has, in the past, been rather a 
strong point of the R.A.F. backs and those who are coach. | 
ing Station teams will do good work if they will give special 
attention to this important art, and having laid down the 
first principles of sound defence see that they are invariably 
carried out. 


No. 3 Squadron, R.F.C. and R.A.F. 

The Third Re-Union Dinner of No. 3 Squadron, REG 
and No. 3 (Fighter) Squadron, R.A.F., will be held at the 
Trocadero on Wednesday, Dec. 1, at 7.45 p.m., for 8 p.m. 

Air Marshal Sir John Salmond, K.C.B., C.M.G., D:SiGs 
A.D.C., will be in the Chair. 

Tickets, 128. 6d. each, are obtainable at the Dinner. 


A Happy Evening. | 

On Noy. 19, Wing Cdr. Maycock, O.B.E., Officer Come 
manding, and the Officers of the Marine Aircraft Experi- 
mental Establishment at Felixstowe, gave their first Annual 
Dinner to the British Aircraft Constructors. One hopes it will 
not be the last. 

The idea was to get the constructors and the official ex- 
perimenters, including the test pilots, better acquainted. The 
entertainment thoroughly achieved its object. 

The dining room of the Mess was transformed for the 
occasion into ‘‘ Ye Mariners’ Aircraft Arms,’’? complete with 
sawdusted floor and tankards, and an English Christmas 
Dinner of the best was served. After dinner every guest 
had to make a speech strictly limited to five minutes, and 
anybody who exceeded the time limit was mercilessly ‘‘ ham- 
mered ? by the Vice-President. 

Subsequently, in the ante-room, the process of becoming 
better acquainted made considerable progress. One cannot 
be standoffish in a rugger scrum, except as a stand off half. 
And from what one heard of various conversations a con- 
siderable amount of mutual enlightenment must have re 
sulted from the gathering. Casualties, on the whole, were 
were few, the worst damaged being an Air Ministry official, 
who presumably caught it from both sides. One feels that 
the gathering will do much towards helping the progress 
of British Aviation.—c. G. G. 


Air Affairs in Parliament. 
CIVIL AVIATION SUBSIDIES. 


In the House of Commons on Nov. 15, in reply to a question Dy 
Str H. BRITTAIN, the SECRETARY OF STATE FOR AIR, said that the tota! 
sum allocated to the development of Civil Aviation in Air Votes foi 
the’ current: year was £462,000. In addition, £362,000 was being ex 
pended on airship development, which was, to a large extent, foi 
civil aviation purposes. It was difficult to give exactly comparabli 
figures in respect of France and Germany, but the following wert 
approximate :—France, 78,175,000 francs. Germany, 24,661,500 Reich 
marks. Actual subsidy payments to civil air transport companies wer 
as follows: Great Britain £167,000, France 59,500,000 francs, German} 
8,371,,000 Reichmarks. 

The policy of H.M. Government was to spare no effort to placi 
the operation of civil air transport on a commercial footing as earl} 
as possible. 

CapTAIN MACDONALD suggested that the large subsidy paid by th: 
German Government for civil aviation enabled Germany to contre 
and operate 75 per cent. of the civil air lines in Europe. 

COMMANDER BELLAIRS thought that the policy of the development 0: 
civil aviation would be improved if the administration were trams 
ferred to the Board of Trade. 

R.A.F. FLYING ACCIDENTS. 

In the House of Commons on Nov. 22, in reply to a question b; 
Cou. GRETTON, the SECRETARY OF STATE FOR AIR said that the numbe 
of fatal accidents in the R.A.F. for the period Jan. 1 to Nov. 18, 192¢ 
was 49, and for the corresponding period in 1925 was 36. The numbe 
of deaths in the two periods were 78 and 50 respectively. The numbe 
of aircraft reported by Nov. 18 as writen off charge as a result 0 
crashes were 230 in 1926 and 212 in 1925. 

Referring to the deaths in 1926, Sir Samuel Hoare pointed out tha 
15 had occurred in three accidents, two of which might be regarded a 
of an exceptional character. 

Sir Samuel Hoare added that the amount of flying in 1926 to dat 
was materially in excess of that for the corresponding period in 1092 

In reply to Col. Gretton’s question as to what steps were bein) 
taken to reduce the number of accidents, Sir Samuel Hoare sai 
that in spite of continuous and careful scrutiny of every individua 
accident no general cause could be assigned. Many accidents wer 
the result of a combination of causes. A mechanical failure, cou 
taining no element of danger in itself, but necessitating a force 
landing, might be followed by a crash due to bad ground or an erro 
of judgment. 

All sides of the question of accidents were carefully watched,- 
the number of accidents, the stations at which they occur, the time © 
year, the nature of the country, the type of machine, the medica 
and flying history of the pilot, the methods of training, etc. Ever, 
serious accident was investigated by a local court of inquiry and als 
by an inspector who reported to the Secretary of State; 

Sir Samuel Hoare added that parachutes had saved several live 
during the past year and endeavours were also being made to evolv 
more controllable machines and mechanical devices to increase th 
safety of flying. He pointed out that the constant improvement ¥ 
speed and performance tended to make the result of an accident mor 
serious. The question had his personal attention. 
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Designers and Constructors of “MARTINSYDE” Types of Aircraft. 
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120/140 h.p. “ATRDISCO” Aero Engines, 
300/330 h.p. “NIMBUS” Aero Engines. 
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THE SUPERMARINE SOUTHAMPTON. 


The first order given by the Air Ministry for the Southamp- 
ton type of flying-boat was received by the Supermarine 
Aviation Works in August, 1924. The first of these machines 
was completed and flying in the middle of March, 1925, and 
was flown to Felixstowe for test on the day: following its 
completion. It there completed its official trials in record 
time and without a hitch, showing so excellent an all-round 
performance, that it was almost immediately adopted as the 
standard twin-engined reconnaissance flying-boat for the 
Royal Air Force. 

In the twenty-one months that have elapsed since the first 
Southampton was delivered a large number of the type have 
been put into service, and a very considerable number are 
still on order. 

In September and October, 1925, a flight of Southamptons 
made a cruise of some 10,000 miles around the British Isles, 
during which the boats encountered extremely severe 
weather. Nevertheless they carried out their programme 
without a hitch, refuelling at sea and riding at moorings whem 
ever they were not flying. This cruise formed the subject 
of a special communiqué issued by the Air Ministry, in which 
the reliability and the seaworthiness of the Southampton was 
very much emphasised. 

In July, 1926, a flight of Southamptons carried out a cruise 
from Plymouth to Aboukir and back. On this cruise the 
boats operated as completely independent units, depending 
neither on prepared shore bases nor on parent ships. The 
cruise was completed without untoward incident, and to 
schedule, with the single exception that the flight from Mar- 
seilles to Plymouth was postponed one day on account of a 
northerly gale at Marseilles. 

This cruise was again the subject of eulogistic report by 
the Air Ministry, testifying to the dependability of the 
Southampton. 

The Supermarine Southampton is thus by now a type which 
has seen extended service. It has already been frequently 
illustrated both in the technical and the daily press, and 
must be thoroughly well-known by sight to hundreds of mem- 
bers of the public at home and abroad. Nevertheless it is 
only within the past few weeks that it has been permissible 
to give any detailed description of its structural features, 
its dimensions or its performance. 

The general form of this type of flying-boat is, as already 
mentioned, now fairly well-known. The machine is of the 
central hull, biplane wing, twin-engined type, titted with 
two Napier Lion Series V engines of 470 normal and 502 
maximum b.h.p., mounted between the wings. 


THE HULL. 

The hull is of the Supermarine circular flexible type, normally’ of 
timber construction. Duralumin hulls are now under test at the 
Supermarine Works with very promising results. In course of time 
these will doubtless be available to replace the present wooden type. 

The normal timber hull consists of an inner body onto which is 
built the planing bottom, steps, etc. This inner body consists of a 
large number of fore and aft stringers of spruce, supported on oval 
hoops or saddles of American elm, and doubly planked by an inner 
skin of cedar and an outer skin of mahogany, with a varnished-on 
layer of fabric between skins. : 

The planing bottom is supported on spruce stringers with elm 
timbers, and is also doubly planked, an inner diagonal skin of cedat 
and a fore-and-aft skin of mahogany being used. Between these skins 
a layer of fabric is ironed on with Jeffries’ Marine Glue. The side 
walls from the chines at the edge of the planing bottom to the main 
body are built on similar lines to the bottom and are also doubly 
planked. 

The main body and the planing bottom thus constitute a complete 
double bottom running from the bows to the rear step, and the space 
between is sub-divided into ten water-tight compartments. The steps, 
main and rear, are built onto the hull in such a way that they may 
be easily repaired or completely removed and replaced. All fixings in 
the hull are of either copper or brass, and are “ through-fastened ” 
throughout. : 

The inner body is entirely free from any form of cross-bracing and 
provides a clear passage way from bow to tail. 

THE WINGS. 

The wing structure as a whole is a unit entirely independent of the 
hull. The lower centre section sits on top of the hull, and is there 
fixed by what are essentially only locating fittings, the main loads 
being carried by spar bracing tubes running down from the centre 
section spars to specially stiff frames in the hull. This differs con- 
siderably from the normal practice of building the lower wing-roots 
into the hull, but has obvious advantages both for constructional and 
for repair purposes. 

Upper and lower centre sections are of equal span and the whole 
of the interplane bracing over their span is of rigid tubular type. 
This bracing system in front view resembles the letter W with the 
addition of an extra vertical at each end of the W. The outer sections 
of the wings are braced in the usual way with one set of vertical 
struts and streamline wire cross-bracing. 

Ailerons balanced by the inset-hinge method, and operated by a de 
Havilland differential gear are fitted to both top and bottom wings. 

The normal wings are of timber with spruce and three-ply box-spars 
and spruce girder ribs. The lower centre section is entirely covered 
with ply-wood on its upper surface, and may be walked over without 
jll-effect and the leading edge section of the whole of the surface 
is also ply-wood covered to maintain a fair entrance form undet 
all conditions. 


THE TAIL. 
The tail unit consists of a large fixed tail plane of a deep symmetrical 
section, an undivided elevator and triple fins and rudders carried from 
and above the tail plane. 


The fins are built into the tail plane ané 


SPECIFICATION. 
yeEHel  Keorensdanor 7oitt. 0) 1.8 ( 22.6) 15) 
Length ...... 49 ft. 8 in. (14.8 m.) 
Height ......... Toett Opin (5.65, em) 
Wanom@area Siiers..ca.. 154200 squat te 


; (0330S Gaeta) 
Weight empty... 9,010 Ibs. (4,088 kg.) 


Wietehttloaded 2)... 2c.-...-0s 14,300 lbs. 
} (6,488 Kg.) 
Wing loading ......... 1o lbs./sq. ft. 
(49 kg./m.) 


4 : .p.h. 
(174 km./h.) 

Minimum speed .......... 56 m.p.h. 

(90 km./h.) 

Rate of climb sea level ...610 ft. / min. 

(186 m./min.) 

| Ceiling see .-.:-s 14,000 ft. (4,270 m.) 


Power loading (1,000 h.p.) 
_ 14.3 Ibs. /h.p. (6.49 kg./h.p.) 
Maximum speed 


Economical cruising speed 
85 m.p.h. (137 km./h.) 


THE SUPERMARINE SOUTHAMPTON FLYING-BOAT.—(Two 470 h.p. Napier Lion V engines). 
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THE DE HAVILLAND 


“MOTH SEAPLANE 


q. Already acknowledged to be the most practical 

small aeroplane, the “MOTH” in its new 
form, equipped with Short-built duralumin floats 
and the Mark II “Cirrus” engine, enters a new 
sphere—that of the light seaplane. 


(i For training, club flying, patrol work or 
private touring it is in a class by itself. 


With pilot and passenger it leaves the water 

after a short run, it is delightful to handle in 
the air and easy to manceuvre on the water. An 
ordinary boathouse is sufficiently Jarge to house it 
and it costs no more to run than a small launch. 
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depend on no external bracing, and the tail plane itself is carried 
above the upswept end of the hull by a pin joint on the front spar 
and by a screw-jack incidence adjusting gear at the rear spar. 

It is further supported by four bracing tubes, the two rear ones also 
attached to the screw-jack gear and the two front ones to fittings on 
the hull side. ‘These bracing tubes do not extend outwards from the 
centre line more than three feet and are the only external bracings 
on the tail unit. 

Thanks to this arrangement the gunners in the aft cockpit have a 
clear field of fire below the tail, and can safely fire above the tail- 
plane between fins and rudders. Even if a stray shot or two pene- 
trates tail-plane or fins, little harm is likely to result. 

The outboard rudders are arranged to be within the slip-stream of 
their respective engines. 

THE POWER PLANT. 

The Napier Lion engines are mounted about halfway up the gap on 
a structure which is independent of the main wing-bracing and can 
be ‘removed without disturbing the wings. This engine mounting— 
which is shown in a sketch—is supported from the lower wing alone, 
and carries the engines so that their centre of gravity is well forward 
of the leading edge of the wings. 

Owing to this arrangement slings may be attached to the engines 
and they may be lifted straight off their bearérs without dismantling 
any part of the wing structure. On one occasion an engine was 
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changed in a Southampton by mooring the boat alongside the quay 
at a port on the Southern coast, and using one of the Southern Rail- 
way’s steam cranes to remove the faulty and replace a sound engine. 

The whole engine unit, mounting, oil tanks, radiators and instru- 
ments may be removed in a similar manner after disconnecting petrol 
and control connections, 

Petrol is supplied from two tanks, carried below the upper centre 
section outboard of the engines themselves. These tanks are cross- 
connected, so that either engine may be fed from either tank, but 
this cross-connection is carried out by pipes running through the leading 
edge of the lower centre section, and no petrol whatever is taken into 
the hull. The various petrol cocks controlling the system are 
fitted in the leading edge and are controlled by push and pull rods 
and torque tubes from the cockpits 

One fifteen-gallon oil tank is fitted behind each engine and a flat 
radiator with 7 m/m. x 110 m/m. tubes is slung on rubber buffers 
from the engine bearers ahead of the engine. The radiators contain 
adequate reserve water for any flight within the normal capacity of 
the boat, and require no external header tanks. Hand starting-gear and 
priming-pumps are fitted, and are easily accessible from the lower 
centre section. 

EQUIPMENT. 

The Southampton normally carries a crew of five men. In the 

extreme bow is a cockpit for an observer or bomber which serves also 


moment” 


SOUTHAMPTON CONTROLS.—(1) The complete control unit for the pilot’s and observer’s cockpit. The two 
seats (not shown) are supported on the frame of this unit. (2) The rudder-bar, showing the adjustment for 
leg-length, The pedals are in the form of cranks, which fit over the ends of the rudder-bar. A locking pin, pass- 
ing through both crank and rudder-bar, secures the pedal in any one of six positions. (3) The aileron-operat- 
ing levers on the lower wing. The cranks connected to the aileron pull-and-push Tods are not at right angles 
to the arms coupled to the control cables, which secures the de Havilland differential type of aileron movement. 
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SOUTHAMPTON DETAILS.—Left, one engine mounting, and one half of the centre section bracing system. 


| 


The whole engine mounting is independent of the wing bracing system. 


Right, a wing-tip float with its supports. 


One main petrol tank is also shown. 


It will be seen that this float is unusually long, small in frontal area, 


and is provided with a step. 


for mooring and casting loose. This cockpit is fitted with the standard 
Scarff gun ring, and storage for ammunition, and is equipped to take 
all gear and equipment required for bombing purposes. A hinged seat 
and a small hinged writing table are also provided. 

3ehind, with seats on the port side, are two cockpits, for pilot and 
navigator, both completely equipped with flying controls and instru- 
ments. The whole of the dual control gear, together with the seats, 
is made as a unit which can be removed bodily from the hull. The 
general scheme of this unit and many of its details are clearly 
shown in a sketch. 

Behind these cockpits and below the wings is a large space in the 
hull for the use of the navigator. Here is provided a comfortable arm- 
chair, a large table and racks for instruments. Directly behind this 
space is the wireless gear. 

Behind the wings are two after gun positions. These are not on 
the centre line of the hull but are offset one to each side, so that the 
gun on each may be used to fire at targets vertically below the hull. 
In addition, owing to the absence of any. bracing on the tail more 
than three feet out from the centre line, these guns can fire aft and 
inside of a line parallel to the centre line, so that the line of fire 
from the two guns can converge on a target directly behind and 
comparatively close up. It is not too much to say that the Southampton 


air. It is extensible by means of handwheels fitted in one of the 
chassis struts, so that it may be floated into position with the wheels 
up, and may then be screwed down till the wheels are below the keel 
level or vice-versa. 

THE CAPABILITIES OF THE SOUTHAMPTON. 

In the specification which is given on the general arrangement draw- 
ing of the Southampton the main dimensions, weights and perform- 
ance of the type as normally loaded are given. The performance 
figures are those attained on the official tests of the original of the 
type at Felixstowe and even better results have been attained by 
subsequent boats of the type in contractors? trials. 

It will be seen from the figures in this specification that at the normal 
full load weight of 14,300 lbs. the total disposable load is 5,920 Ibs. 
For normal reconnaissance work this load is made up as follows :— 
Crew (5), 900 lbs., armament and equipment, 1,130 lbs., fuel (400 galls., 
equivalent to 680 miles at 85 m.p.h.), 2,960 lbs., and oil (30 galls.), 300 
lbs. By reducing the crew to four men, the fuel to 300 galls., and oil 
to 22 galls. a load of 1,000 lbs. in bombs may be carried. 

The Southampton has however been tested at the overload all up 
weight of 15,700 lbs. It is therefore possible to carry with full recon- 
naissance load extra fuel to the extent of 1,400 lbs., raising the range 
to nearly 1,000 miles, or to carry a largely increased bomb load. 


has no such a thing as a blind spot. As a commercial seaplane carrying a crew of two, and removing 

LAUNCHING AND BEACHING CHASSIS. all essentially military equipment, the Southampton at normal] full 

For launching and beaching purposes the Southampton is equipped load would have a combined fuel and pay load capacity of 4,490 lbs. 

with a detachable undercarriage which can rapidly be attached to or Carrying fuel for 680 miles this would give a capacity for eight pas- 

detached from fittings provided at the ends of the lower centre section sengers and luggage, or with fuel reduced to 340 miles range the 

to hull bracing struts. This chassis in many ways resembles those capacity would become fourteen passengers and luggage. Which is 
normally fitted better than the land machines in common use. 


to amphibian flying-boats, but is not carried in the 
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THE SOUTHAMPTON TAIL. 


markably clear field of fire from the after gun positions, both of which are shown. The smaller sketch shows 
how the rudders are interconnected entirely in the shadow of the tail plane from the gun position. 


The larger sketch shows the freedom of the tail unit from bracing, and the re- 
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signers and constructors of all-meta/ floats. 

Other all-metal aircraft are in construction, 

and Great Britain may well lead the world in 

the all-metal construction of seagoing aircraft 

a8 a result of the independent work done at 
Rochester during the last few years. 
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“THE TIMES” 
of 20th August, 1926. 


“Cockle” Light Flying Boat F5 Flying Boat. 


“Silver Streak ’’ Biplane, Mussel” Sporting Seaplane. 
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AIRSHIPS—PAST AND FUTURE. 


On Wednesday, Nov. 17, delegates to the Imperial Con- 
ference, including Mr. S. M. Bruce, Prime Minister of 
Australia, Mr. Mackenzie King, Prime Minister of Canada, 
Mr. Coates, Prime Minister of New Zealand, Mr. Havenga, 
Minister of Finance, South Africa, accompanied by Sir Samuel 
Hoare, Secretary of State for Air, Air Vice-Marshal Sir 
Geoffrey Salmond and Air Vice-Marshal Sir William Sefton 
Brancker, were entertained at the Royal Airship Works, at 
Cardington. A considerable number of Press representa- 
tives were also permitted to attend. 

The programme laid down for the occasion was to have 
included inspection of the new mooring mast, the releasing 
of R.33 therefrom, a demonstration of the dropping of two 
Grebes from R.33, inspection of the Royal Airship Works, 
including a view of the experimental section of the new 
airship R.ror, ending with a free lunch. 

It was announced that Press representatives would not be 
permitted to inspect the experimental section of R.rozr as 
these were held to conceal a trade secret of very real value, 
and the passes to Press representatives were issued on the 
understanding that no description of this ship other than was 


officially supplied to them was to be published. 


The programme was not carried out. A strong and gusty 
wind blowing across the mouth of the shed all the morning 
made it risky to take R.33 out at all. 

Therefore, after having inspected the mast, the whole 
party, Press included, were taken into the shed to inspect 
R.33, which had the two Grebes attached ready for launch- 
ing. A powerful guard of police was stationed at the end 
of the shed to keep the Press representatives from approach- 
ing too closely to the section of R.1o1. They were however 
permitted to go close enough to enable one to gather quite 
a good deal of the details of construction. 

Thereafter the fabric sheds were visited, where the process 
of cleaning gold-beater’s skin, building the skins up into 
sheets, and the cementing of these sheets to the fabric to 
form gas bags for R.1or1 was in progress. 

An exhibition of films, showing the launching and attach- 
ing of the ).H.53 from and to R.33 in flight, and of the 
launching of the two Grebes from the same ship, came next. 

During lunch it was announced that the wind had dropped 
and that R.33 was coming out, and that the Grebe-dropping 
show would take,place as soon as possible. Unfortunately 
the clouds were nowhere higher than about 800 feet and 
there were only quite small clear patches as low down as 
600 feet. So after having cruised around in semi-invisibility 
for about an hour, R.33 signalled that there was no hope of 
getting a reasonably clear height in which the aeroplanes 
might be slipped and that she was about to land—an opera- 
tion which was carried out without a hitch. ; 

The following information, mainly abstracted from the 
notes supplied to the Press by the Air Ministry, represents 
such useful information as may be published concerning the 
various exhibits at Cardington. 

THE MooRING Mast. 

The mew mooring mast designed for use by R.1or and R.100 (which 
is being built by the Airship Guarantee Co. Ltd.) is a steel structure 
200 ft. high, with a base 7o ft. square, designed to take a pull of up to 
30 tons in any direction applied to the mooring cone at the top. 
Access to the platform at the top is given by stairways and by a 
central lift with a capacity for eleven passengers and a lift attendant. 

At the base of the mast is a machinery hut. ‘This contains the 
main winch for hauling the airship to the mast, two auxiliary winches 
for the side guys used to steady the ship during the process, fuel and 
ballast water pumps to refuel and ballast the ship at the mast, and 
the motors for the lift. 

A ten-thousand gallon underground fuel tank is provided, and a 
I2-inch gas main runs up the mast to re-gas the ship at moorings. 

The winch gear is steam-driven, but electrically controlled from the 
top of the mast. Steam is provided by two oil-fired Babcock and 
Wilcox boilers, and the whole plant can be operated by a very small 
crew. 

R.Ior. 

R.tor has been designed to have a gross lift of approximately 150 
tons, 70 tons of which are to be available for crew, fuel and paying 
load. She is to have a speed of at least 70 m.p.h. at 5,000 ft., an 
economical cruising speed of 63 m.p.h., and a cruising range without 
refuelling of about 4,000 miles. 

The same requirements apply also to R.1oo, and within these limits 
the designers of the two ships have been given a perfectly free hand. 

The. design of R.tor is now in a very advanced stage, and con- 
struction of the structural members is in progress. It is not how- 
ever expected that erection of the ship proper will begin until some 
time next year. 

The ship will be 730 ft. long with a maximum: diameter of slightly 
over 130 ft. and an overall height over control car of 140 ft. She 
is to be fitted with five engines carried in five outboard engine cars, 
each of about 600 h.p. These engines are being developed by Wm. 
Beardmore and Co. Ltd., and are to be of the heavy oil tyne. 

The frame structure of R,1ror—although it resembles previous rigid 
airship practice in that it consists of ring frames tied together with 
longitudinals—is in detail entirely novel. Owing to the very great 
increase in the size of this ship it has been found practicable to use 
steel as a_ structural material without the necessity of employing 
material of very small gauge. The main hull girders are throughout 
of a compound construction combining steel and duralumin. 


Instead of the component girders being assembled by rivetting them 
together in place, the girders of R.1or have standard end fittings 
which are bolted to standard joint fittings of stamped duralumin. 

As a result the assembly of the frame will be possible at a very 
rapid rate as soon as the component members are delivered. It is 
believed that the.assembly process will take but a few months. 

The main rings of the structure, unlike those of previous airships, 
have been so designed that no internal wire bracing in the plane of 
the ring is required. The absence of the usual cross-wiring at the 
end of each gas-cell has made it possible to use a new and improved 
system of net wiring to transmit the lift of the gas to the frame, 
and in addition the absence of bulkhead wires avoids certain very 
serious stresses which are imposed on the structure when the ship 
is pitched at a steep angle or when one gas-bag is accidentally de 
flated. 

When the ship is pitched the lift of the gas bags is transmitted 
in part to the bulkhead wires and tends to bulge them. When one 
bag is deflated the gas pressure in the bag at each end of the de 
flated bag tries to bulge and very large tensions are set up in the 
wires and transmitted to the frame. 

R.tor is to be equipped with accommodation for one hundred pas- 
sengers. This accommodation will be provided entirely within the 
body of the airship, as will also be the case with R.100. 

The passenger space is amidships and at the bottom of the hull and 
will be on two decks. The upper deck will have a lounge with seats 
for the whole hundred passengers, a dining room seating fifty at a 
time, and the main passenger sleeping accommodation. Along each 
side of this deck there is to be a promenade with glazed sides giving 
an excellent view outwards and downwards. 

On the lower deck there will be a smoking room, kitchens with a 
lift to the dining room, the balance of the sleeping quarters, and the 
crew’s quarters. The sleeping accommodation will consist of two and 
four-berth cabins, shower baths are to be fitted. 

Provision is to be made for dancing and deck games, ete. (This it 
may be remarked will be eminently necessary. ‘Travel by airship in 
fine weather in the absence of adequate means for recreation is likely 
to be one of the most boring and monotonous methods of passing 
the time that can be conceived. In bad weather passengers are less 
likely to get scared if they can be kept amused.) 

The control cabin is ahead of the passenger space, built into the 
hull, but projecting slightly below the main lines thereof. 

EXPERIMENTAL WORK. 

In a ship so entirely outside the range of previous experience, both 
as to size and as to detail design, as R.1o1, a very large amount of ex- 
perimental work has been necessary to check the designers’ calcula- 
tions. ‘This experimental work has been mainly of two types. 

The one was purely aerodynamic in order that the air loads which 
might be imposed on the structure could be assessed with reasonable 
certainty. The only practical method of discovering what these loads 
were likely to be in the case of a new design was to make experi- 
ments with a model. 

When the design of R.1or was authorised however there was very 
much room for doubt as to how far the results of model tests could 
be relied upon. Consequently a systematic series of tests were made 
upon R.33 in the air and these have been compared with laboratory 
tests on a model of the same ship. It is said that the results are 
such as to justify the use of model results as a basis for design. 

The other type of experiment related to the problems of designing the 
structural members and of so proportioning them that the ship shall 
be adequately strong. 

An airship frame is an extremely complicated affair, and strength 
calculations in such a case present a very formidable problem. 
Ordinary engineering stress calculations are almost invariably approxi- 
mations based on practical experience. Methods of stress analysis much 
more accurate than those usually employed in the drawing office are 
possible, but become impossibly laborious for practical purposes in 
so complicated a case. 

It was therefore necessary to devise relatively simple methods of 
calculation for the airship structure which would give sufficiently 
close approximations to the truth to be safe. Such methods have been 
developed by a combination of theoretical work checked by laboratory 
experiments and have been used in the design of R.1o1. 

But in order to put their reliability beyond reasonable doubt it has 
been thought desirable to put them to full scale test on the actual 
structure of the ship itself. 

It is for this reason that the experimental section of R.1or previously 
mentioned has been constructed.. This experimental section is an 
actual replica of the largest section of the ship, comprising frame rings 
and longitudinals. It is some 130 ft. 7 in. in diameter and 53 ft. 4 in. 
long. The gas bag contained by this bay has a gross lift of 16 tons. 

This section was erected in the shed at Cardington and was loaded 
in divers manners corresponding to conditions in which the stresses 
in the various members had been calculated. A large number of 
sensitive extensometers were attached to individual members of the 
structure, making it possible to measure the actual deflection of the 
members under the given load conditions and to compare these with 
the calculated deflection. It is understood that the results have been 
remarkably satisfactory. 

These tests having been completed, the experimental section is to 
be dismantled and individual girders are to be tested to destruction 
in order to discover what variations in strength may be expected to 
occur between ostensibly similar members as a result of imperfections 
in manufacture and non-uniformity of material. 

et et 


CENTRIFUGAL CASTINGS. 

Newton Chambers and Co. Lid., of ‘Thorncliffe Ironworks, near 
Sheffield, have acquired the sole patent rights in the Hurst-Ball Centri- 
fugal Casting Process from Centrifugal Castings Ltd. 

Among the standard products of their works are centrifugally cast 
piston-ring drums in cast iron. Piston rings made from these drums 
possess greater strength, uniformity and closeness of grain than 
can be attained by the normal method of casting. They are, it is 
claimed, easier to machine and of much more accurate dimensions than 
are sand cast drums, and it would appear that rings produced from 
these castings should be eminently suitable for use in aircraft engines. 


NOVEMBER 24, 1926 The Aeroplane E59 


Aircraft Eqiipment 
y e Ainest aircratt may failin its purpose if its yEm——_ : 


eguipment 7s unsatislactory 


The several teins which will form the subject of Ammunition. 


this serres of announcements are contidently 


recornmended to the consideration all Aircraft Bom bs & Gear. 


Designers, Manufacturers and Users, ard to all 


concerned in the eguipment Of Air Organisatioris Camera, . Air 
, (‘Eagle’) 
DavisNavigation 
Lights. 


Vickers: Scarff Guns, Belt and 


(patent) Wind-Balanced Drum Feed. 
Gun peountIng, Gun Cameras 


(HYTHE MK). - 


Gun Mountings 


( VICKERS SCARFF). 


Oleo-Pneumatic 
- Undercarriages 
& Tail Skids. 


Petrol & Oil 
Accessories, 
Pyrotechnic 
HE Airman Gunner of to-day as compared with the Fighting Airman of the Stores. 
Great War, has a much more difficult task in the manipulation and efficient Reld Control 
operation of his gun, owing to the higher speed of modern aircraft. i he 
To reduce the Gunners’ difficulties to a minimum by the provision of a Mounting Indicators. 


that can be operated with ease, there is available the St : f ‘ 
reamlineWires 
VICKERS-SCARFF (Patent) WIND-BALANCED ~ &Steel Tierods. 


GUN MOUNTING for AIRCRAFT. 
Etc. Etc. 


Apply for full information and quotations, 


ee Department: 
Vickers House, Broadway, Telephone: VICTORIA 6900. 
LON D ON 9 S.-W. 1. Je/egrams:NICKERS, SOWEST, LONDON. 
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THE LAST OF H.M.A. R.33. 

A series of experiments with the airship R.33 began at 
Pulham Aerodrome, Norfolk, on Oct. 21. The first experi- 
ment consisted of releasing two standard Service single-seat 
fighter aeroplanes from the airship by means of a release 
gear. R.33 rose to a height of 2,000 ft., with the two machines. 

Major G. H. Scott was in command of the R.33 and two 
officers of the Experimental Section, R.A.F., Farnborough, 
were the pilots of the aeroplanes. Actually only one of the 
machines (both Grebes) was released at Pulham as the engine 
of the second failed to start. The released machine, piloted 
by Flg. Off. C. Mackenzie-Richards, fell about 100 ft., and 
then came under full control. The second machine, piloted 
by Flg. Off. R. Linton Ragg, was released over Cardington. 

The second series of experiments were of an acoustical 
nature, and consisted in detonating charges of powder and 
measuring the time taken for the sound to reach the ground 
and be reflected to the airship to estimate height from ground 


against these struts and is the sole support of. the machine, 


Experiments are also to be made with a modification of 
the standard Service parachute adapted for airship use. 

The R.33 was housed at Cardington at the end of the day’s 
experiments. She was found to have sustained slight damage 
as the result of a bumpy landing. 

The first successful experiments in dropping aeroplanes 
from an airship in this country were carried out at Pulham 
late in the War 1914-18. A Sopwith Camel was dropped from 
the R.29 with no pilot on board and the controls locked. 
Later another was dropped safely with a pilot on board. 

Early in the War Commander Usborne and Ijeut. De 
Courcey-Ireland were killed in an attempt to drop a B.E.2c 
from the envelope of a non-rigid airship. 

Presumably these latest tests were made to try some 
improved form of attachment and dropping gear. But there 
is nothing new in dropping an aeroplane from an airship, as 
the Press seems to imagine. It has been done many times in 
the United States, as well as in this country and Germany. 


as 


UNITED SERVICES.—The old Naval and now Civil Airship R.33 with the two Gloster Grebes slung below. The 
middle picture shows the strut used to steady the fuselage up to the keel of the airship. The lowest picture shows the 
lateral struts to the wing. Above the centre cross-section may be seen the sling which pulls the wings and fuselage tight 


To release the machine this sling is let g0 ~~ a quick- 


release gear operated by the pilot. 
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The Westland Widgeon. 


THE WESTLAND WIDGEON 


“Pa Westland Widgeon is a small Monoplane of sturdy and simple 

construction, fitted with an Armstrong-Siddeley ‘‘Genet”’ Engine of a 
nominal 60 H.P., but actually giving over 70 H.P. The machine has 
therefore ample power and can be flown at a comfortable speed with the 
engine well throttled down, which gives a very much longer life to the engine. 


Some Points to Note. 


1. The Machine has a very good take off and can get out of very 


small spaces without difficulty. Specification f i " 
2. It carries pilot and passenger. The useful load apart from the : : i 
fuel and oil is 380 lbs., which is ample for passenger, pilot and : Leading Weights and Dimensions: : | 
luggage. , : i 
3. It has particularly good flying qualities and is very easy to : Weight, fully loaded... 1,150 Ibs. 

handle. It can be fitted with dual control. Weight, light, without 


4. The undercarriage has steel spring shock absorbers and friction: fuel and oil... ... 640 lbs. 
dampers to absorb the recoil. Z 


5. The petrol is carried in a 12-gallon streamline tank above the 
top wing, which gives a cruising flight of three hours. The oil 
is carried in a streamline tank on the port side of the fuselage. 


Fuel capacity... ... 12 gallons. 


Useful load apart from 


: fuel and oil ... ... 380 lbs. 
FASTEST MACHINE in the GROSVENOR Surface 1.9... 145 sq. ft. 
CUP RACE, 1926. Average Speed, 105.5 M.P.H. = Span s+ ae aes 80 ft, 8 ins. 
Width, folded... Bi Ofte 9 int 
WESTLAND AIRCRAFT WORKS, i =~ 2&5 
(Branch of Petters Limited) oats Gh isis? 31 * per gallon. 


YEOVIL. i Cen ees 
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THE FLYING CLUBS. 
The London Aeroplane Club. 


Report for week ending Nov. 21. 

Flying has been interrupted every day by rain and wind. At short 
intervals, when weather permitted, we managed to put in a total of 
13 hrs. 35 mins. 

The following members had dual instruction:—J. J. Hofer, M. P. 
Susman, H. S. Spooner, J. L. Gardiner, C. E. Murrell, T. C. Sharwood, 
BE. J. B. King, L. Martino, E. E. Shaw, Miss O’Brien, H. Solomon. 


The following flew solo:—W. Hay, Miss O’Brien, C. E. Murrell,, 
W. Roche Kelly, O. J. Tapper, A. R. Ogston, G. H. Craig, S. O. 
Bradshaw. 

The following had joy-rides:—L. CC. Davey, R: A: Gd. Smith; 


B. Waugh, L. Guinness, J. J. Hofer. 

The Lancashire Aero Club. 
Report for week ending Nov. 20. 
According to a leading Manchester 

past week has equalled the average rainfall for the whole month, 
while the wind attained a velocity of 57 m.p.h. ‘The paper in 
question is a Liberal one, but the figures strike one as Conservative. 
Total flying for the week iro hrs. 30 mins., made up as follows :— 
Dual with Mr. Brown: Twemlow 1 hr. 1o mins., Blagden~55 mins., 


paper the rainfall during the 


Miss Emery 40 mins.,} Shiers 30 mins., McNair 30 mins., Fallon 25 
mins., Dobson 20 mins., Dickinson 20 mins., Hardy 15 mins., Pitman 
10 mins 

Solo: Messrs. Costa 1 hr. 30 mins., Pitman 55 mins., Goodfellow 35 


mins., Hardy 15 mins., Cantrill 10 mins., J.acayo ro mins. 

Joy-rides with Mr. Brown: Cantrill and Leeming 20 mins. 
Nests st Mi. 

Apropos of the weather, one has no sympathy with those members 
who are agitating for seaplanes. The area of aerodrome actually under 
water would not justify us in using seaplanes alone. What is really 
needed is a nice, quiet amphibian. 

The Hampshire Aeroplane Club. 

Report for week ending Nov. 18. 

Total flying time 6 hrs. 27 mins. Instruction 3 
Passenger flying 47 mins. Solos ri hr. 45 mins. 

Being one of the few remaining institutions in the country which 
had not;paid homage to Sir Alan JI. C., the opportunity to rectify 
this state of affairs was seized upon by the Hampshire Club on the 
occasion of that worthy’s departure from Southampton in the Homeric 
on Wednesday last. 

Mr. Thomson with Mr. McCracken (who was associated with Sir 
Alan in some of his earlier, flights) in the passenger’s cockpit. flew 
to the Southampton Docks and proceeded to make rings round the 
ship. Britain’s own airman was easily distinguished on board as he 
had a nice clear space all round him for the benefit of the small army 
of press photographers who wished to seize the last opportunity of 
snapping their hero before he departed to vanquish new worlds. 

McCracken bombed the vessel with a letter wrapped up in doped 
fabric, but only scored an outer. 

The Moth then returned to the Club aerodrome and Mr. Thomson 
then exchanged McCracken for Mrs. Thomson and flew out to the 
ship which was by this time passing down Southampton Water. Sir 
Alan seemed delighted with this send-off, for he was seen waving both 
arms until the ship rounded the Isle of Wight. At-least, that is what 
our Instructor said. 

Two pupils were successfully launched during the week, Mr. R. H. 
Bound, the Hon. Publicity Secretary to the Club, going off on Tuesday 
morning and Mr. Nicholson following suit in the afternoon. Only 
a change in the weather prevented the hat trick being accomplished, 
as Mr. Keeping was passed out ready for solo on the same after- 
noon. 

The following members received instruction :—Bound 1 hr., Cooper 
49 mins., Southcliffe 4c mins., Keeping 25 mins., Nicholson 25 mins., 
Fry 20 mins., Stokes 15 mins., Dickson 10 mins. 

The soloists were :—Simmonds 1 hr., Perfect 5 mins., Bound 5 mins., 
Nicholson 10 mins., and Lieut. Graham, R.N., 25 mins. 

The Yorkshire Aeroplane Club. 

Report for week ending Nov. 19. 

Total flying time (for two days) amounted to 2 hrs. 35 
1 hr. 25 mins. being solo, 1 hr. 5 mins. dual, and 5 mins. test. 

Capt. Beaumont took dual instruction, while Messrs. L. S. Dawson, 
Watson and Wood flew solo. 

The weather, the whole weather, and nothing but the weather is our 
only recommendation to mercy this week. It is thought that floats 
and a hood are the only things that will make flying possible until 
the spring. 

The hopes of Messrs. IL. S. 
and Wood of passing their final tests for their 
again dashed to the ground this week. 

G-EBNN is now fitted with a beautiful pair of balloons and nice 
new cylinder heads and still looks very pretty in the hangar. 

The Sydney (N.S.W.) Club. 

Week ending Oct. 2.—Total flying time 17 hrs. 235 mins., of which 
9 hrs. 15 mins. was dual instruction. Total number of flights 46. 

Week ending Oct. 9.—Total flying time 19 hrs. 4o mins., of which 
4 hrs. 35 mins. was dual instruction. ‘Total number of flights 78. 

On Oct. 16 two more pupils went solo, each after only seven hours’? 
dual instruction, this bringing the total of pupils who have done 
their first solo to eleven in eleven weeks. 

On Oct. 12 the Club’s “‘ Flying Ball’? was held at the Palais Royal, 
Sydney, and was a brilliant success. In spite of bad weather the 
attendance was just under 1,000 and the financial results should be 
most satisfactory. One of the Club Moths was the centre-piece of the 
scheme of decorations. 

The Melbourne (Victoria) Club. 

The Melbourne Flying Club, a branch of the Australian Aero Club, 
was Officially opened at Essendon on Aug. 21 by the Lieut.-Governor of 
Victoria, Sir William Irvine. The programme opened with the arrival 
of three S.E.5sas and a D.H.9 of the R.A.A.F. in formation. At 15.30 
hours three Moths, flown by Sir (then Mr.) A. J. Cobham, Mr. Mustard, 
the Club’s instructor, and Mr. Follett, of the Civil Aviation Branch of 
the Air Board, gave a demonstration of formation flying. 

Then followed a demonstration of picking up messages with a 
D.H.9, a balloon Cobham and Mustard, an aerial 


each. 


hrs. 55 mins. 


mins., 


Dawson, Ferreira, Lax, Mann, Watson 


«cA Jaicences are 


chase by Messrs. 


fight between a D.H.9 and two S.E.5as, a parachute jump from a 
D.H.9a by. Flg. Off. Scherger with a Service Irvine parachute, a race 
by three Moths, won’ by Mr. Alan Cobham, and finally an aerobatic 
demonstration by three S.E.5as 

At 17.co hours the first Club pupil took his first flying lesson and 
the day was brought to a close by a fly-past of all machines present. 


Altogether a very successful inauguration. 

Other Australian Clubs. 
The Light Aeroplane Club movement has not been confined to 
Sydney and Melbourne. Sections of the Australian Aero Club are 


being formed in Adelaide and Geelong. 

In the case of the Geelong Club, the Air Board has arrived at an 
agreement whereby the new Club will take over one Moth with 
spares on loan and will receive a bonus of £20 for each pupil trained 
thereon. Geelong had up to the end of August secured over a hundred 
provisional members, had received over 20 applications for flying 
tuition and were building—by voluntary labour—a hangar: qo it. by 
50 ft. with material donated by public-spirited citizens. 

Other centres of the Commonwealth have received 
approval for the formation of Flying Training Schools. 
Perth, Hay, Jongreach and Brisbane. 

In these four centres the scheme of training will follow mainly the 
lines adopted in Sydney and Melbourne but the extent of Government 
assistance will be somewhat different. Instead of loaning Moths and 
granting a bonus, of £20 per trained member up to 50 per annum, 
the Government will entrust the training of pupils to the three sub- 
sidised air traffic companies at present operating regular services, Viz. : 
Western Australian Airways Ltd., at Perth; The Larkin Aircraft 
Supply Co. Ltd., at Hay; and The Queensland and Northern Territory 
Aerial Services, at Longreach and Brisbane. 

These companies will form flying schools and will provide the equip- 
ment, hangars, etc. The Government will grant an increased bonus 
for each pupil trained, up to 50 such per annum, by these schools. 


———eeee 
THE REID CONTROL INDICATOR, 

Vickers Ltd. have received the following report from the 
Chief of the Danish Army Air Service concerning the 
behaviour of the Reid Control Indicators used by Capt. Botved 
on his flight from Copenhagen via Calcutta, Rangoon and 
China to Yokohama and thence back to Copenhagen via 
Siberia, and by Lieut. Herschend on his flight from Copen- 
hagen to Rangoon and _ back. 

The two officers say about the control] indicators :— 

Regarding the Reid Control Indicators built in the Fokker C.V. we 
beg to report the following :—The Indicators have during the whole 
voyage worked irreproachably and immediately. The working of. 
them is easy and simple. The full gain of the instrument is, how- 
ever, only obtained after some practice, but when you have got 
used to the instrument it is of the greatest importance when fiying 
through clouds and in fogs. 

When the indicator is adjusted at full action it is very sensitive 
even for very small changes in the position of the aeroplane. In bad 
weather, it is, therefore, appropriate to mute the oscillations of the 
instrument for in the long run not to be tired. 

ANGLO-ITALIAN RECORDS. 

Signor Passaleva, flying a Savoia 55 twin-hulled mono 
plane flying-boat (two 500 h.p. Isotta-Fraschini Asso engines) 
and carrying a useful load of 2,000 kgs. over a total distance 
of 1,000 kms., has broken seven World’s Records. 

It is interesting to note that K.L.G. sparking plugs were 
used in the Isotta-Fraschini engines. In this connection the 
Italian agent of the Robinhood Engineering Works Ltd., 
the manufacturers of K.L.G. plugs, has received the follow- 


ing telegram :— 
We beg to express you our great pleasure for the perfect working 


of K.L.G. plugs supplied by you for the purpose of carrying our 
record trials with our flying-boat S.55 on the Lago Maggiore.— (Signed) 
IDROSAVOIA. 

In addition the pilot, Signor Passaleva, wired :— 

Your marvellous plugs allowed me to beat seven Records of the 
World without the least trouble in spite of the high speed of the 
engines.—(Signed) PASSALEVA. 

ANGLO-GERMAN RECORDS. 

Herr Von Gronau, flying the Heinkel H.E.5 monoplane 
seaplane (450 h.p. Napier Lion engine) on which he won the 
German Seaplane Competition at Warnemiinde this Summer, 
has recently put up two new World’s Records. 

Carrying a useful load of 1,000 kgs. (2,2043 Ibs.), he reached 
a height of 14,520 ft. and with half that load he reached 
18,480 ft. 

Both records are subject to confirmation by the F.A.I. 


AN ACCIDENT AT STAG LANE. 

On Noy. 22, Mr. Sydney St. Barbe, second instructor to 
the London Aeroplane Club, crashed when landing one of 
the Club Moths. His passenger, Mr. S. M. Michie, the 
Club’s ground engineer, was killed and he himself suffered 
severe concussion. / 

Until after the inquest no reliable evidence is available. 
Mr. St. Barbe is a very skilful pilot and it is hardly likely 
that he made a mistake in landing. 

The late Mr. Michie was very popular with everybody in 
the Club. He was an able engineer, and the high number 


Government 
These are 


of flying hours flown by the Club was largely due to his skill 
in maintaining the machines. 

This is the first fatal accident, in fact the first serious 
accident of any kind, which has happened to a Moth, and it 
is curious that the victims should have been two, men who 
have had so much experience of aviation in general and of 
the Moth in particular. i 
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ALAN COBHAM’S 


3 GREAT FLIGHTS 


WITH HIS 
FAMOUS 


iD ila ks atte 


LONDON 
RANGOON 
LONDON 


? 


LONDON 
CAPE TOWN 
LONDON 


. LITANINE 


AUSTRALIA USED THROUGHOUT. 


LONDON 
An Appreciation from Sir Alan. 


“T am just writing to tell you how thankful we were that the wings of our 
De Havilland fifty had been doped with the Titanine Doping Scheme, because 
throughout the monsoon and all the deluge’ we encountered, combined with the 
terrific heat of Mespot., our wings were taut the entire way from England to 
Australia and back again. 


“It may interest you to know that they were the same fabric and the same 
doping scheme that we used on the Cape flight, and the wings were not re-doped 
for the Australia flight, which is another proof of the wonderful quality of 
*TITANINE’ Doping’ Scheme.7 


Pe enes TITANINE-EMAILLITE, LTD. pescgrams. 


Gerrard 2312 and Empire House, 175, Piccadilly, Tetrafree, Piccy, London. 


Regent 4728. LONDON, W.1. Codes : A,B.C. sth Edn. 


and Bentleys. 


Works: London, New York, Milan. 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 


ANALYSIS OF FIGURES FOR THE PAST WEEK. 

Trips per Day.—Monday, 11; Tuesday, 10; Wednesday, 5; Thursday, 
9; Friday, 12; Saturday, 0; Sunday, 3. 

IMPERIAL AIRWAYS LTD. : 

London—Paris; lLondon—Ostend—Brussels—Cologne; Iondon—Rotter- 

dam—Amsterdam: Machines 21, passengers 84, freight 9 tons. 
AIR UNION: 

Paris—London: Machines 15, passengers 18, freight 4 tons. 
K.L.M. ; 

Amsterdam—Rotterdam—London : Machines 6, passengers 20, freight 

2 tons. 

SABENA : 
Machines o, passengers 0. 
DEUTSCHE LUFTHANSA AG. : 

Berlin—London: Machines 6, passengers §&. 
PRIVATE : 

Machines 2, passengers 3. 

Total’ number of trips by British Machines, 23, carrying 87 pas- 
sengers. Foreign Machines, 27, carrying 48 passengers. 
Comparative Figures: 

Week ending Nov. 14: 

Machines, 50; Passengers, 133; Crews, 65; Total personnel, 1098. 
Corresponding week, 1925: 

Machines, 43; Passengers, 111; Crews, 52; Total personnel, 163. 
Corresponding week, 1924: 

Machines, 61; Passengers, 134; Crews, 76; Total personnel, 2to. 
Corresponding week, 1923: 

Machines, 31; Passengers, 57; Crews, 49; Total personnel, . 106. 
Corresponding week, 1922: 

Machines, 65; Passengers, 151; Crews, 121; Total personnel, 272. 
Corresponding week, 1921: 

Machines, 44; Passengers, 87; Crews, 71; Total personnel, 158. 
Corresponding week, 1920: 

Machines, 47; Passengers, 85; Crews, 57; Total personnel, 142. 


Croydon Notes. 


Croydon has been somewhat “ under the weather”? during the past 
week. Parts of the aerodrome have been very much under the 
weather and the whole place has looked more like a seaplane base 
than a respectable land aerodrome. On several days the services were 
dislocated by the weather. 

On Saturday the services were cancelled altogether. But when the 
wind and rain was at its worst Herr Noach on a Lufthansa Junkers 
came floating in from somewhere or another on the other side of the 
Channel. A remarkably fine feat. Evidently the pilot is a direct 
descendant of the late Mr. Noah and found the high part of Croydon 
a useful Ararat for his all-metal ark. 

The De Havilland Hercules has not yet been delivered to Imperial 
Airways. The weather lately has been so bad that the De Havilland 
Company have not been able to carry out the remaining tests, which 
necessitate clear sky and no wind. 

Last week the régime of Trust Houses Ltd. at the aerodrome came 
to an end. The hotel has now become an ‘* Anchor Inn” under the 
direction of Barclay and Perkins Ltd. The Hotel has been a Trust 
House since the aerodrome came into being as the London Terminal 
in March, 1920. 

To run such an hotel in the past has always been a thankless task, 
but taking it bye and large, it has seemed that though Trust Houses 
Ltd. has always done its best it has never quite risen to the occasion. 
Already under the new régime there is an improvement in the meals 
and the prices, which looks as though Barclay and Perkins Ltd. mean 
to make the place a success. 

Lt.-Col. Minchin, the Admiral of the Lowenstein Navy, took the 
owner to Brussels and back during the week on the Fokker F.VIIa. 
One gathers that the French Jupiter engine needs rather more care 
and maintenance than does the Bristol-built version. When one seés 
the accuracy with which the British engines are turned out under Mr. 
Roy Fedden’s guidance at Bristol this is scarcely surprising.—G. D. 


THE PRESENTATION OF THE TAYLOR MEDAL. 


On Noy. 19 the Institution of Aeronautical Engineers held a dinner 
at Kettner’s to present the Taylor Gold Medal to Capt. W. H. Sayers 
(Honours Member) for the best paper read during the session 1925/1926. 

This Medal is presented each year by Capt. G. A. Taylor, F.R.A.S., 
F.R.G.S., M.I.Ae.E., a member of the Australasian Branch of the 
Institution, and is to be awarded at the discretion of the Council 
to the Member of the Institution who submits or reads the most 
valuable paper during the session. ‘The first award has been made to 
Capt. Sayers for his paper on ‘‘ The Modern Theory of Aerofoils and 
its Application to Aeroplane Design,’ read on June 8, 1926. ‘The 
Paper has just been published in Minutes of Proceedings No. 20 of 
the Institution. 

Mr. R. J. Parrott, of A. V. Roe and Co. Ltd., was in the Chair, and 
in making the presentation, said that the best thanks of the In- 
stitution were due to Capt. Taylor for his generosity in giving this 
gold medal, and that it would serve as a common bond between 
the activities of the Institution both at home and in Australia. He 
(Mr. Parrott) was very glad that the Council had awarded the medal 
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to Capt. Sayers, for none could deserve it more. He had known Capt. 
Sayers for very many years as one of the most able and keen members 
of the aeronautical profession, and in the post which he had held 
for some years as Technical Editor of THE AEROPLAWE he had provided 
innumerable articles of the greatest assistance to all concerned with 
aviation. 

As to the prize paper—‘ The Modern Theory of Aerofoils and its 
Application -to Aeroplane Design-”’—the- Chairman said that the 
subject was inexhaustible and Capt. Sayers’ paper was a valuable 
addition to what had been written. 

Capt. SAYERS said that he was sensible of the great honour that had 
been conferred upon him by the Institution in presenting him with 
an exceedingly handsome medal, more particularly as it was the first 
time the medal had been awarded. He had meant to collect and 
tabulate the data in the paper for his own purpose for 2 or 3 years. 
Whenever he had felt like setting about it there was always some- 
thing else to be done, and when he had had time to spare there was 
something better to do. ‘Therefore when the Institution had asked 
him to read a paper on the subject he really had to do it. He hoped 
that when the members had read the paper, which was just now 
issued in complete form, they would feel that the award was justified. 

Dr. THURSTON, proposing ‘‘ The Institution,’ recalled that it was 
‘“©a Society for the encouragement, development and protection of the 
profession of Aeronautical Engineering.’? It was fairly young, having 
been born at the end of the war. Since then it had grown year by 
year. It had not yet reached the dimensions of the Mustard Club, but 
its influence was felt wherever aeronautical engineers foregathered. 

The Australasian Branch was in a very flourishing condition, and 
they could have no better proof of this than the Taylor Medal. 

He referred to the early pioneers, among whom was Mr. A. Y. 
Roe, who to-day was head of the great and honoured company 
which Mr. Parrott represented this evening, whose machines had 
been built in greater numbers, and been the means of instructing 
more pilots than any other. 

He paid a warm tribute to Mr. Norman J. Hulbert for the wonderful 
way in which he was performing the duties of Acting Honorary 
Secretary. He had stepped into the breach when necessity arose, 
and had thrown himself into the work with an enthusiasm which 
had never been equalled. He had done a tremendous amount of 
propaganda work, and the Institution was fortunate in having someone 
who was devoting his time to looking after the interests of aero- 
nautical engineers. Mr. Hulbert was a keen pilot, with the spirit 
that lifts one upwards, and that was the spirit in which he was 
devoting himself to the interests of the Institution and its members. 

Mr. Hutsert said that it was much more nerve-racking to have to 
reply to the eulogies of Dr. Thurston then to go with a man on his 
first solo flight. The time that he gave to the work of the Institution 
was not so much as Dr. Thurston had said, for the permanent staff 
was very efficient. The Assistant (Secretary, Miss Jarvis, had a 
thorough grasp of all departments, and was capable of dealing with 
them without supervision. Referring to the work of the Institution, 
Mr. Hulbert said that it would welcome many more members. He 
did not advocate indiscriminate canvassing, but he hoped that all 
those present would lose no opportunity of bringing home to their 
friends the advantages of joining the Institution. 

Capt. LAMPLUGH, proposing the Chairman, said that Mr. Parrott 
was one of the ruling spirits of probably the most famous aircraft 
works of all. Referring to Capt. Sayers, the speaker said that he had 
probably done more than any other individual member of the Institu- 
tion to bring it into prominence, and he felt therefore that the Council 
had done a very good work indeed in giving him this medal. 


THE WESTLAND AIRCRAFT SOCIETY. 


The Westland Aircraft Society, whose formation was announced in 
this paper on Nov. 10, has already given abundant evidence of vitality. 
The first of the series of weekly lectures for prospective ground 
engineers, delivered on Oct. 27, was mentioned in the previous notice. 
This was followed by three others of the series :— 

“Faults on Flight Test, Diagnosis and Correction,’ by Mr. W. G. 
Gibson (Nov. 4); ‘The A.I.D.,” by Mr. H. H. W. Vowden (Nov. 10); 
and ‘*Dopes, Lacquers, etc.,” by Mr. Fletcher, of ‘Titanine Ltd. 
(Nov. 17). 

This last lecture was attended by an audience of over seventy, and 
gave much useful and interesting information concerning the in- 
gredients of dopes and lacquers and the precautions necessary in their 
manufacture and use. 

Further lectures of this series have been arranged as follows :— 
Nov. 25, “ Aircraft Timber,’ by Mr. T. Carey. Dec. 1, “ Seaplane and 
Flying-boat Construction,’ by Mr. V. S. Gaunt. Dec. 8, ‘*‘ Component 
Checking and Inspection,” by Mr. R. C. Taylor. Dec. 15, ‘* Defects 
and Deterioration,” by Mr. W. G. Gibson. Dec. 22, “ Testing of 
Materials,’ by Mr. Sutcliffe. 

In the series of lectures of more general interest,’that given by 
Capt. Hill on the ‘‘ Pterodactyl,”’ was followed on Nov. 19 by a paper 
on ‘* Cold Worked Steels used in Aircraft,’? given by Mr. Adams, of 
Bruntons J,td. 

A third lecture of the series will be given’'on Dec. 3, when Sq. Ldr. 
Gregory from Farnborough will speak on ‘‘ Some Experiences in Iraq 
with Special Reference to Wireless.”’ 

Considering the youth of the Society, the programme already 
arranged and the success with which it has so far been carried out, 
is fairly strong evidence of the keenness and esprit de corps which is 
to be found among the staff of the Westland Aircraft Works. 

On Friday evening, 19th inst., a meeting of the Westland Aircraft 
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sR. T. Neville Stack and 

Mr. Bernard S. Leete, of 

the Lancashire Aero Club, 

Started for the East, on their 

D.H. Moth light aeroplanes, 
on November 15th. 


If conditions are favourable, 
they will endeavour to set up 
a long distance record for 
light aeroplanes. 


To ensure the absolute reliability and main- 
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Society was held at the Three Choughs Hotel, Yeovil, when a lecture 
was given by Mr. A. Adam (of Bruntons) on “ Cold Worked Steels Used 
in Aircraft.” Mr. Bruce was in the Chair and there was an attend- 
ance of over 80. 

The Lecturer dealt with the methods of manufacture and testing, and 
illustrated his remarks by lantern slides. ‘The micro-photographs— 
showing the granular structure of the steel after the different pro- 
cessess—were particularly good. 

SATISFACTIONS. 

GRAHAME-WHItE Co. Ltp.—Satisfaction in full (a) on Jan. 1, 1926, 
of debenture dated Feb. 23, 1917, securing £30,000; (b) on Mar. 31, 1926, 
of mortgage dated Dec. 19, 1917, securing £100,000; (c) on Mar. 31, 1926, 
of mortgage dated Noy. 12, 1915, securing £25,000, and further advances , 
(d) on Mar. 31, 1926,-of charge dated Dec. 23, 1920, securing £6,375; 
(e) on Jan. 1, 1926, of debenture dated Oct. 12, 1917, securing £20,000, 


ordered a New 
and (f) on Mar. 31, 1026, of charge dated Mar. 2, 1918, securing all j 
sums not exceeding £320,000. (Notices filed Sept. 21, 1926.) 
HANDLEY Pace L1p.—Satisfaction to the extent of £65,000 on Sept. 2, ; ave Our O| one 
1926, of charge dated July 21, 1926, securing £120,000. sy 


MORTGAGES AND, CHARGES. ry 

AERIAL PHOTO Co. (PRTERROROUGII) I.tp.—Debenture charged on the i made like nn € W 
Company’s undertaking and property, present and future, including ' " & 
uncalled capital, dated Sept. 20, 1926, to secure all moneys due or ; 
to become due from the Company to Barclays Bank Ltd. ‘ 

LONDON AERO CLUB Ltp.—Mortgage debenture dated Oct. 11, 1926, 
to secure such sum as may be due not exceeding £2,000, charged on 
certain machines and material which may have been or may be 
purchased by the Co. out of funds supplied by the Air Council. 
Holder: President of the Air Council. 

Tur MIp.taNp AERO CLUB Lirp.—Debenture dated Sept. 21, issued 
pursuant to agreement dated June 17, 1926, securing a sum not: =2x- 
ceeding £2,.coo, charged on such of the property, present and future of 
the Company as may have been or may be purchased in whole or in 
part either with money supplied by the President of the Air Council 
under provision; of agreement bearing the last mentioned date or 
with moneys receivec. from any insurance (other than third party 
or Employer's Lialility Insurance) effected by the Ccmpany under 
the agreement. Holder: President of the Air Council. 

NEWCASILE-UPON-TYNE AERO CuuB, Litp.—Agreement to issue a deben- 
ture, dated June 14, 1926, to secure a sum not exceeding £2,000 charged 
on such of the company’s property, present and future, as may have 
been or may be purchased in whole or in part either with money sup- 
plied by the President of the Air Council or with money received by 
virtue of any insurance (other than third party or employers’ liability 

i assurance) effected by the company, by virtue of any such insurance 
Py until the same shall have been laid out by the company in making 
| good the loss or damage in respect of which it is received by the 
ae company. Holder: President of the Air Council. 
i HAMPSHIRE AKROPLANE CLUB Jrp.—First debenture dated Sept. 9, 1926, 
| 
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to secure £2,000, charged on such of the Co.s property, present and 
future, as may have been or may be purchased in whole or in part 
either with money supplied by the President of the Air Council 
under the provisions of an agreement bearing the above date, or with 
money received by virtue of any insurance effected by the Co. under 
such agreement. Holder: President of the Air Council. 


RECEIVERSHIP. When ordering your new cat take thought for 
AIR NAVIGATION AND ENGINEERING Co. Litp.—Sir Basil E. Mayhew, the future. You are satisfied with its mechanical 
K.B.E., of Alderman’s House, Bishopsgate, K.C.2, C.A., was appointed worthiness, but what of its appearance? 
Receiver and Manager on Noy. 10, under powers contained in debenture : . 
ania ae . ee en Se ame i If your 1927 car has the old fashioned paint and 
cs varnish finish, you must expect deterioration every 
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Why not have your new car finished so that it 


| DEATHs. improves with every cleaning? CERRIC Cellulose 
) COLLISON.—On Nov. 22, at Kenley, Surrey, as the result of a flying ; Lacquer is the modern finish for the modern car, it 
accident, Frederic JI,aing Collison, I,t., 4th Batt. Essex Regt., and 
oes ee :  imperions to aaa a 
Mr. Collison was detached from the Essex Regt. (T.F.) for duty ‘ y : r 
with the R.A.F. in September, 1926. He served with the R.F.C. during Many up-to-date manufacturers are standardising 
i the War, 1914-18. CERRIC in their 1927 models, but if your car has 
\} MOON.—On Nov. 15, at a nursing home, Ernest Cecil, late Flg. Off., not this advantage it can be added at your request 
if R.A.F., of 32, Durbar Avenue, Foleshill, Coventry. 
| 


\p WOOLLARD.—On Nov. 22, at Kenley, Surrey, as the result of a flying 

if accident, Flt. Lt. Felix St. John Woollard, A.F.C., No. 24 (Communica- 

\p tion) Sqdn., R.A.F. 

| Flt. Lt. Woollard transferred to R.F.C. from the East Kent Regt. 

| during the War, 1914-18. On the occasion of His Majesty’s Birthday, 
1919, he was awarded the Air Force Cross in recognition of — dis- 
tinguished services rendered during the war. In January, 1921, Flt. 
Lt. Woollard was appointed to No. 5 F.T.S., Chester, and the following” 


year to No. 4 F.T.S., Egypt. -In August, 1922, he was appointed to f 

No. 216 Sqdn., Heliopolis. In May 1922, he was transferred to H.Q., 

Palestine, and appointed Camp Commandant at Bir Salem. In 1925 : REGD. 
he was restored to the Home Establishment and appointed to No. 24 : 

Sqdn. in May, 1926. : 


FORTHCOMING MARRIAGES. 
HASLAM—CUTHBERT.—The marriage arranged between James CELLI ILOSE 
Alexander Gordon ,Haslam, M.C.,. D.F.C., Fit. Lt., R.A.F., son of the i 
late Mr. and Mrs. John Bailey Haslam, and Helen Kinnear, eldest H 
daughter of the late Mr. W. M. Cuthbert, of Cape Town, South Africa, ; LACQUERS 
and of Lady Seymour-Lloyd, and step-daughter of Sir John Seymour- 
Lloyd, K.C., of Headley Grove, Headley, Surrey, will take place at C 
St. Mary’s Church, Headley, on Dec. 15. ELLON (RICHMOND) CED 


MEREDITH—HADDY.—tThe engagement is announced between Mr. ‘ 
A. C. Meredith, Flg. Off., R.A.F., son of Mrs. C. Meredith and the Celfon Works, Petersham Road, Richmond. 


late Mr. J. Meredith, of Nottingham, and Marjorie, the eldest Telegrams : Telephone: 
daughter of Eng.-Capt. F. G. Haddy, M.V.O., Royal Navy, of H-.M.S. AJAWB, Richmond, Surrey. Richmond 2213 (3 lines.) 


Fisgard, and Mrs. Haddy, of Southsea. CG 10 

WALMSILEY—PIM.—The engagement is announced between Flt. I. 
Hugh Walmsley, M.C., D.F.C., third son of Mr. and Mrs. James 
Walmsley, Bexhill, and Audrey, third daughter of the late Dr. J. H. 
Pim and of Mrs. Pim, Sleaford, Lincolnshire. 
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| FLYING ACCIDENTS. 
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“SCIENTIA LABORE ASTRIS TUTUS PER CAELUM IBIS: 


(The Motto of the R.A.F. Base, Ca’shot,) 
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THE COASTAL CRUISE:—The R.A.F, Flight of Supermarine Flying Boats (two Napier Lion engines) from the 
R.A.F, Base, Calshot, under the command of Sq. Ldr. A. Durston, D.F.C., R.A.F., at anchor off the East Coast in 
the course of the cruise which started at Cromer on Sept. 6 and finished at Calshot on Sept. 15. 


ALL “lmATHER FLYING [i 


In low visibility the Marconi Bi fadiicn Finder—installed on aircraft or at 
Ground atay + Jr a valuable aid fby pavigation and makes for safety 
of flight. : (ey ; “a = 

Sir $gmuel Hoare, iy: Minister, in an address at the Royal Aero 


Clu Ay) ireless waaing nendous help to pilots working in weather | 
whick ° Re, fears ago woul re been regarded as impossible for flying. | { 
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FOR THE PRIVATE OWNER 


| | HE AVRO “AVIAN ” two-seater light aeroplane was the only newly 
; designed machine at Lympne, and it has been universally acknow- 
} ledged that it was the most interesting aeroplane present. ‘“‘ The 
-, Aeroplane ”’ said : 
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ia, i HE ‘AVIAN’ is really remarkable. Only a few years ago our 

most noted scientists proved to their own satisfaction that it 
was quite impossible for any aeroplane to carry its own weight as 
useful load. Yet here we have a machine which instead of going 50-50, 
le performs with roughly 45 per cent. construction weight and 55 per 
i cent. useful load, and it is the fastest machine in the Competition.” 


HIS extraordinary weight-carrying capacity of the competition 

machine not only serves to indicate once more the superiority of Avro 
design, but makes it possible to secure by modification all the essential 
qualities of the privately owned aeroplane, and, moreover, those refine- 
ments which help so much towards the comfort of aerial travel, without 
fear of overloading. | 


THE, AVRO “AVIAN” will shortly be available fitted with the 
| “Cirrus” Mark II engine. Advance particulars will gladly be 
ry t sent on request. 


IP. ROE & Ceo Fiat =a 


) } DESIGNERS AND CONSTRUCTORS OF TRAINING, MILITARY AND COMMERCIAL AIRCRAFT. 
. f HEAD OFFICE AND WORKS: 


LONDON OFFICE: NEWTON Ft ena 8 TT a i EXPERIMENTAL WORKS: 
epee aa ran MANCHESTER. SOUTHAMETORE 


KINDLY MENTION ‘ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 


DECIF,; 


1926. 


7™®  EROPLANE 


VOL. XXXII. 


No. 22. 


Incorporating 


Aeronautical Engineering 


Telegraphic Address: “‘Aileron, London,” 


Sent to the Offices of Aeronautics, 


Subscription Rates, post free: 


ANCCCCCCC 


= 


ON FLYING 


Once again the subject of flying accidents is occupying the 
attention of the non-aeronautical public. Questions in the 
House of Commons on Noy. 22 brought into prominence the 
number of accidents in the Royal Air Force, and blazing 
posters about a “‘ Baby ’Plane Crash ” told everybody about 
the lamentable mishap to one of the London Aeroplane Club 
Moths at Stag Lane on that same day. 

Of course it is very irritating to all of us who want to 
make the British public air-minded and want to persuade 
everybody to fly as a matter.of course, even though some 
of us do not do much flying ourselves, that so. much atten- 
tion should be drawn to every fatal accident which happens. 
But we can do no good by abusing the daily Press and Mem- 
bers of Parliament for making much of our misfortunes. The 
daily papers have to make a living, just like the rest of us. 
And those who direct such papers have found from long 
experience that the destruction of human life seils their 
products better than any amount of enthusiasm about better 
human living. 

We may find a certain amount of consolation in the fact 
that thanks to a fairly good imitation of a London pea-soup 
fog on Noy. 24 and 25, which stopped all flying, the con- 
temporary posters spread themselves largely over a railway 
accident in which seventy people were injured, a very com- 
prehensive motor-’bus crash, the death of a Bolshevik emis- 
sary, and quite a good crime passionelle. ‘That at any rate 
showed that the newspapers have no prejudice against Avia- 
tion as such, and are merely interested in death for death’s 
sake, so to speak. 

FLEET STREEL’S PROGRESS. 

At first, when flying and oneself were very young (to news- 

papers) and the papers made so much of fatal flying accidents, 
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ACCIDENTS. 


one was inclined to think that when flying became common, 
even as common as it is to-day, a fatal aeroplane crash would 
lose its attraction for the ghouls of Fleet Street. But now, 
seeing that train.and ’bus and motor fatalities, as for ex- 
ample the recent ‘‘ Blazing Car” affair, are still considered 
fit to top the bill, one has given up the idea that fatal aero- 
plane accidents will cease to attract. 

We have at any rate reached the point where, in order to 
be worthy of a poster, an aeroplane accident has to have some 
unusual feature about it. Several ordinary R.A.F. accidents 
have happened within the last few months which were not 
featured on posters. They were only considered worthy of 
a single-column heading in the evening papers and of quite 
a short paragraph in the morning papers. 

That is quite a healthy sign. It means that an aeroplane 
crash has to have what Fleet Street calls a ‘‘ heart interest ”’ 
or a “‘ story’ attached to it, or there has to be something 
unusual which makes it a stunt, before it appeals to the 
shock troops of the Press as being sufficiently shocking to 
interest the public. 

Very soon it will be possible to be killed in an aeroplane 
accident without one’s name getting into the papers at all, 
or only to the same extent as those of people who fall off 
tube platforms in front of trains or side-slip in front of motor- 
‘buses or butt into the radiators of motor-cars. And when 
that time comes we may safely regard Aviation as a recog- 
nised method of transport. 

WHat IS THE EFFEC? ? 

Personally one doubts whether all these posters in these 
days do seriously deter anybody from flying. The young man 
and woman of to-day, at any rate under twenty-five years of 
age, cannot properly remember a time when there were no 


(200 h.p. Wright Whirlwind engine) being 
A cinematograph film of 
a similar machine being launched from the deck of the U.S. battleship, ‘‘ West Virginia,’’ was issued by the 
Pathé Suger-Gazette on Nov. 18, and showed by the slow-motion process that these craft are launched without 
any jar or shock from the explosion, and that they hardly drop at all on leaving the end of the catapult, 
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aeroplanes. At most they can only remember when flying 
was a new and exciting thing. What they do remember most 
distinctly is the enormous amount of flying that was done 
all over the country during 1914-18, when they were receiving 
their most vivid impressions of life. 

One has yet to meet a person of that age who is any more 
afraid of flying than he or she is afraid of being driven in 
a very fast car. There are people of all ages who are natur- 
ally timid, and afraid of anything in the way of violent 
locomotion. But even they are no more afraid of an aero- 
plane than they are of a fast car or a fast horse. And most 
of such timid persons are much less afraid of flying than they 
are of hunting. 

Therefore on the whole we may reasonably assume that all 
this advertising of flying accidents has very little effect on 
the popularity of flying. At any rate we need not bother 
our heads about trying to induce the newspapers to sup- 
press gruesome posters or grisly accounts of air crashes, nor 
need we trouble about Members of Parliament who try to 
show up the Air Ministry by extracting statistics of R.A.F. 
fatalities in the House. A far better policy is to do a little 
more than we are doing towards preventing the accidents. 

Although we can afford to a very great extent to ignore the 
effects of advertising fatal flying accidents, nobody is going 
to argue that they are anything in the way of a good adver- 
tisement for flying. And undoubtedly we should get along 
faster towards making the public air-minded if we could 
abolish fatal accidents altogether, and so remove the pos- 
sibility of such evil advertisement. 

STATISTICS. 

There are those who think that the effect of all the pub- 
licity given to such accidents might be diminished, if not 
abolished altogether, if the Air Ministry would consent to 
publish statistics about R.A.F. fatalities. One knows that the 
Air Ministry is always being pressed for such statistics, but 
one does not believe that they would do an atom of good to 
the general public, though they would be quite interesting to 
those of us who are already in aviation. 

Anything can be proved, one way or the other, from statis- 
tics, much as the Devil can always quote the Scriptures for 
his own purposes. Take for example such figures as Sir 
Samuel Hoare gave in the House of Commons on Nov. 22. 

Dealing with the period Jan. 1 to Nov. 18 of this year, 1926, 
he said that there had been 49 fatal accidents as compared 
with 36 during the corresponding period in 1925. The num- 
ber of deaths in the two periods were 78 and so respectively. 
And the number of aircraft ‘‘ written off charge’ as the 
result of crashes, fatal and otherwise, were 230 for the 1926 
period and 212 for the 1925 period. Now from those figures 
one can argue either that the piloting is very much worse in 
1926, because there have been more crashes, or that it is 
very much better, because although there have been more 


crashes the mileage flown has increased in a far greater pro- 
portion to the number of crashes. 

Hither way that proves nothing, for Sir Samuel Hoare pointed 
out that, among the 78 deaths in 1926, fifteen of them had 
occurred in three accidents, two of which might be regarded 
as of an exceptional character. From that one can argue 
that if these particular three accidents had not happened 
there would only have been 63 deaths in 1926 as against 50 
in 1925 although there would have been 46 fatal accidents in 
1926 as against 36 in 1925, which would lower the average 
rate of death per crash. 

CHANCE AND CERTAINTY. 

Undoubtedly, if the Air Ministry saw fit to publish the 
figures for the total mileage flown in the two periods we 
should find a much lower number of deaths per million 
miles flown in 1926 than in 1925. But if those figures were 
published we might find ourselves badly let down in the 
following year. 

It is all very fine to prove from figures, such as an insurance 
actuary might perhaps calculate, that any one individual may 
safely expect to fly, say, half a million miles without being 
killed. But it is never safe to bet on actuarial figures. One 
cannot depend on the law of averages working evenly. 

It may be quite trae that one’s chance of being killed is 
one in half a million miles. But there is always the pos- 
sibility that there may be two deaths in the first ten miles 
and none at all for the remaining 999,990. 

There is very little consolation even in calculating from 
figures that if a pilot is not killed, or does not kill anybody 
else, in his first hundred hours’ flying, he is pretty safe to 
go on flying for another 1,000 or 10,000 hours. The uncer- 
tainty of chance is too apt to upset the law of averages. 

A most appallingly ham-fisted pupil may do his best to 
kill himself and his instructors for ten or twelve hours of 
dual control work and fail. He may then become a real star 
turn pilot all of a sudden, as one has seen happen. He may 
fly for 1,000 hours or more absolutely faultlessly. And he 
may then kill himself simply by turning his machine over 
on the ground when taxying, as happened to a very good 
R.A.F. pilot recently. 

Certainly beginners, when they have passed the first stage 
of pupilage, are more likely to kill themselves than are ex- 
perienced pilots. But even the most experienced pilots do 
manage to get killed in the most foolishly simple accidents. 
And it is equally true that motorists and hunting men of vast 
experience get themselves killed in equally silly accidents. 

All that is to be had out of such figures is the quite 
obvious deduction that after a pilot has reached the stage 
of flying alone he ought to fly particularly carefully till flying 
is as natural to him as walking or running. And even then, 
the man who flies so carefully that he never gets himself into 
a tight place, is much more likely to die of old age than is 


MECHANICAL WARFARE.—A Fighter Squadron of the R.A.F. co-operating with mobile artillery at Camberley 


on Nov. 13 on the occasion of the visit of the Dominions Prime Ministers. 


The aeroplanes are Gloster 


Grebes and the guns are 18-pounders on special mountings in tank chassis. They are known Officially as Self- 


propelled Guns, or Birch Guns or S.P.G.s for short. 
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HE Napier Lion aero engine is 
the standard by which all engines 
are judged, 


For reliability, efficiency, and all-round performance, it has 
proved itself supreme. 


For care in construction and quality of materials the Napier 
cannot be excelled—that is why it is so consistently better. 


The Napier Lion is a proved engine. 


Its perfection is the 


result of over eight years’ consistent development and 
testing in actual service as well as on the bench. 


Fach year adds to the achievements of the Napier Lion. 


In 1926— 


Phone : 
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Chiswick 


For the three long-distance Service flights carried out by 
the Royal Air Force—from Cairo to Cape Town and back 
to England : from Plymouth to Alexandria and back: from 
Cairo to Aden and back—Napier engines were selected. 
A total engine mileage of 101,000 was flown without any 
mechanical trouble. : 


The only crossing of the South Atlantic by a single machine 
was made by Commandante Franco, when he flew from 
Spain to Buenos Aires, covering 6,259 miles in 593 hours. 


The First Prize in a competition held in Germany to 
discover the best German commercial seaplane was won by 
the only Napier-engined machine entered. 


Improve the performance of 
your aeroplanes by fitting the 


NAPIER 


The Finest Aero Engine in the World 


D. NAPIER & SON LTD. 
Aa TAC) Nin cuele ©) IND) ©) NOR 3 
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Moneyer, Act, 
London 


KINDLY MENTION ‘“ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 


l€ 
\a 


Biivtattia: =| 
[ust eTet 


1® 


672 The Aeroplane 


DECEMBER 1, 1926 | 


the man who is such an amazingly skilful pilot that he be- 
lieves that he is able to get himself out of any tight place 
in which he may find himself. Skill and resourcefulness are 
very useful qualities, but they do not prolong life so much 
as do caution and foresight. 

REASONS WHy. 

Something useful might be learned if we could be told 
more about how accidents happen. he Air Ministry al- 
ready tells us the types of machines in which accidents have 
occurred. But that alone 1s not enough. Much more good 
would undoubtedly be done by publishing the findings of the 
Accidents Sub-Committee about each accident. 

One has made this suggestion on various occasions. There 
are undoubtedly certain objections to it. One of the chief 
objections is that though the members of the Sub-Committee 
may be perfectly certain in their own minds that an accident 
happened for some specific reason, they may have no legal 
proof of the cause. Consequently if the cause as they see it 
were published they might either lay themselves open to an 
action for libel or they might actually be casting aspersions 
on an entirely innocent person or firm. Nevertheless, the 
fact that exactly similar objections apply to publishing the 
findings of the investigators into the causes of railway accl- 
dents does not prevent the Board of Trade from publishing 
those findings and taking action on them. — Bs 

There is another objection to the publishing of the findings 
of the Air Ministry’s Accidents Investigation Sub-Committee. 
That is the fact that the members of that Sub-Committee 
are paid officials of the Air Ministry. If their findings were 
published the unfortunate position would arise in a good many 
cases of one department in the Air Ministry blaming other 
departments or individual officials. — 

Kor example, nearly all the accidents on Bristol Fighters 
aud D.H.gas, which between them account for a little more 
than half the total number, are such that if the Sub-Com- 
mittee published a conscientious opinion about them practi- 
cally everybody in the Air Ministry would be blamed—the Air 
Staff for forcing its pilots to use under modern conditions 
inachines which were never intended for such work, the 
Supply Department for ordering the reconditioning and re- 
building of such machines according to their original de- 
signs, and the Technical Department for not condemning the 
original designs as obsolete, and for not taking obvious steps, 
such as the fitting of proper rudders and proper stall-indi- 
cators, to make safe such machines of those types as are 
still in use. But of this more will be said hereafter. 

A FAULT IN THE SYSTEM. 

Obviously a Sub-Committee of comparatively subordinate 
officials cannot be expected to issue to the public a verdict 
which would so sweepingly condemn the whole hierarchy of 
the Royal Air Force. And yet only by such publication can 
the improvements be brought about which are mecessary to 
decrease the number of accidents in the Air Force. 

One is all against letting any Government Department 
other than the Ministry have any finger in the pie of Avia- 
tion. If it were not so, one would plead that all accidents, 
R.A.F. and civilian, should be investigated and the findings 
published by the Board of Trade. é } 

In fact one would advocate that the existing Accidents In- 
vestigations Sub-Committee, which is composed of able and 
experienced officials, should be transferred bodily to the Board 
of Trade so that they would not be in any sense under the 
thumb of Air Ministry officials. , 

But to do so would be the thin end of the wedge which 

would end in the Board of Trade haying complete control 
of Civil Aviation. And that would remove what in a few 
year’ time will be half the reason for the Air Ministry. 
" If Civil Aviation were placed under the Board of Trade 
there would be no sound argument against Army Aviation 
being put back under the War Office and Naval Aviation being 
put back under the Admiralty, with disastrous results. Actu- 
ally there is no more reason why the Air Ministry should 
control Civil Aviation than that the Army should control road 
and rail transport or that the Navy should control the steam- 
ship lines—as in fact both of them do to quite a consider- 
able extent. Which only shows that there are always two 
good sides to every argument. 

The only way one can see out of the difficulty is for the 
Cabinet itself to appoint a special committee to investigate 
each air accident as it occurs, part of the duty of which 
committee would be to publish the results of their findings. 
That committee should be directly under the Cabinet, just 
as the historical departments of the three Fighting Services 
are, presumably with precisely this same idea of removing 
them from under the thumb of their own departments. 

The real point is that if the reason for each accident were 
published something might be done to prevent such an acci- 
dent from happening again. As it is nobody knows, except a 
privileged few, whether an accident is caused by so-called bad 
piloting or by bad design (for obsolete design, though first- 
class in 1916, would be bad design in 1926). And piloting 


which might be considered bad, as causing a fatal accident 
in a machine of obsolete design, might not cause an accident 
of any kind in a machine of modern design, or even in a 
machine of ancient design but with modern modifications. 


A MATTER OF FIGURES, 

As already stated the majority of fatal accidents happen 
on Bristol Fighters and D.H.gas. But that is natural because 
there are so many more of each type still in use than there 
are of any one modern type. And so much more flying is 
done on those types, apart from their numbers. 

It is certainly a disgrace to the Air Ministry that the bulk 
of the R.A.F. flying should be done on machines which were 
designed in 1916 and sent on active service in quantities in 
1917. But as hardly any squadrons in the R.A.F. have been 
equipped with types to replace those two machines we haye 
no way of discovering whether the replacing machines are 
actually any safer to fly than are those old war veterans. 

To get at anything like an accurate estimate we should 
have to find out how many pilots have flown how many 
miles on Bristol Fighters and D.H.gas respectively and how 
many deaths had occurred on those machines in comparison 
with the number of pilots and the number of miles and the 
number of deaths on, say, Fairey Fawns. 

One remarkable fact is that there have been hardly any 
deaths on Avros. That is due to the fact primarily that the 
Avro is a school machine used largely for dual control work, 
and that when pupils have reached the stage of flying alone 
on Avros they are still thoroughly scared of their machines. 
They still treat flying with proper respect and only begin to 
take liberties or to become careless when they are sent to join 
a squadron and get into whatever machine is the standard 
equipment of that squadron. 

Also there is the fact that the Avro is comparatively slow 
and is extraordinarily controllable. In any case it is never 
loaded down to its limit of lifting capacity as are the un- 
fortunate Bristols of the Army Co-operation Squadrons and 
the general purpose D.H.gas which are supposed to be 
bombers but are really used as pantechnicons. 

Though, as one has said, anything can be proved from 
statistics, one has had some figures extracted which are of 
interest and may permit of certain deductions being made. 


MACHINES, UNITS AND RANKS. 

In all, up to the date of compilation, there have been 51 
fatal accidents since Jan. r of this year. 

These are distributed among machines as follows :—Bristols, 
15. D.H.gas, 11.  Grebes, 4; Snipe, 3.” Plycatchersyums 
Vimys, 2.. Avros, 2. Bison, 2. Fawns, 2. Fairey III Ds, 2 
Vernon, 1. Virginia, 1. Siskin, 1. Dart, 1. Gamecock, 

Taking the accidents by R.A.F, units they work out thus :— 
Service Squadrons, 31. Flying Training Schools, 6. Fleet 
Co-operation Units (Fleet Air Arm), 5. Depédts, 3. Bases 
(Seaplane), 2. Cadet College, 2. Aden Flight, 1. Experi- 
mental, 1.—The only points which arise for this are that the 
Fleet Air Arm seems to have an undue number of accidents 
in proportion to its size, and that, considering the enormous 
amount of flying done by the Training Schools, they have re- 
matrkably few accidents. Which proves definitely that our 
system of training is very good. 

Taking the accidents by the ranks of the pilots, we find 
them thus—Wing Commander 1 out of 118 officers of that 
rank in the Air Force General List. Squadron Leaders 2 out 
of 236. Flight Lieutenants 3 out of 664. Flying Officers 30 
out of 1,100. Pilot Officers, and Pilot Officers under instruc- 
tion 7 out of 419. Cadets 2 out of 200. Airmen 6 out of 146. 

Naturally Wing Commanders and Squadron. Leaders do less 
flying than do Flying Officers and Pilot Officers, so one would 
expect their percentage of crashes to be low.. But Flight 
Lieutenants do a great deal of flying, and their percentage, 
being so low, seems to show that skill and judgment, and 
safety, come with experience. 

Flying Officers certainly do the most flying of all, and many 
of them are young and reckless, so it is not surprising that 
their rate of crashing is higher than that of Pilot Officers ani 
Cadets, who are still young enough at the game to treat their 
machines with respect. And the fact that airmen-pilots should 
have the highest crash-rate of all, despite the fact that their 
small total number (146 in all) is made up of carefully picked 
men, seems to justify our depending on officer-pilots. [One 
would add that 146 is the number with Service Squadrons” 
and does not include airmen-pilots under instruction. ] 

In these 51 accidents all the pilots were killed, with the 
exception of three. 

As to the countries in which the accidents happened, we find | 
them thus :—Great Britain, 27. India, 9. Egypt, 6. Iraq, 
4. Malta, 3. Transjordan, 1. Arabia, 1.—Which is a fair 
proportion for the number of units. Of those debited to Great 
Britain, 4 were Fleet Air Arm accidents. 

THEN AND Now. 

Personally one believes that the chief reason for the exces- 
sive number of accidents on Bristols and D.H.gas is that im 
these days the machines are loaded down with gadgets and | 
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The Reed airscrew has again been used by the 
winner of the International Schneider Trophy. 


Th2 present holder, Major di Bernardi, flying a 
Macchi “39” Seaplane, completed the course at an 
average speed of 246.5 miles per hour, Thus a 
Reed metal propeller has been used by the winners 
of this Trophy for the third time in succession. 


All records for the highest speeds obtained for 
both aeroplanes and seaplanes are held by aircraft 
fitted with Reed Airscrews. 
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ALL- METAL AIRSCREW 


Sole Licensees and Manufacturers of the Reed 
Patent Metal Airscrews for the British Empire: 


THE FAIREY AVIATION CO., LTD. 
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wireless equipment and baggage and spare parts and all sorts 
of things which they were never designed to carry and were 
never asked to carry during the War 1914-18, and would never 
attempt to carry if they were used in real warfare to-day 
against a force equipped with modern aircraft. One wouid 
like to know the difference between their war-loads in 1918 
and their peace-loads to-day. 

So far as one can gather nearly all the accidents to these 
machines happen through stalling in getting off or landing. 
And the aerodynamic cause is almost always a spin when too 
near the ground. Hither machine can always be got out of 
a spin if it starts when high enough in the air. Bristol 
Fighters never behaved like that in the old days, simply be- 
cause they were flown with very much less load and were 
therefore very much more controllable. 

ONE REMEDY. 

One is told by those who have studied the trouble that 
even with its modern load a Bristol can be stopped from 
spinning merely by fitting a bigger rudder and so giving the 
pilot more control over it so that he can stop the spin as soon 
as he feels it beginning, without having to wait until the 
machine dives and gathers speed. 

The Air Ministry’s experts at the Royal Aircraft Establish- 
ment at Farnborough have been playing about with enlarged 
rudders on Bristols for several years and have, one believes, 
now enlarged their rudders to such an extent that they want 
to strengten up the fuselages to make them stand the strain of 
the enormous rudders. And, as a result, R.A.F. pilots go on 
killing themselves and their passengers while the experts 
are making up their minds what to do about it. 

In the meantime the Bristol people themselves merely fit 
adequately enlarged rudders to those machines which they 
supply to other countries or use themselves for their school 
work, and produce all the controlling effect that is required. 
So one may say quite safely that a considerable number of 
the people who have been killed on Bristol Fighters have been 
killed solely through the stupidity or obstinacy of the pseudo- 
scientists at Farnborough. Which merely shows that there 
has been as little change in the mentality of our Air Experts 
since 1916 as, there has been in our machines. 

UNPREVENTABLE ACCIDENTS. 

There have been certainly a few instances of machines of 
various makes breaking in the air, or at any rate of some- 
thing breaking in a machine which has put it out of con- 
trol. The recent Court Martial at Sealand disclosed an 
accident of this sort to a Snipe, a machine which was very 
good in its day, but is now so old that, even when re-con- 
ditioned, it has to be treated with care in the air. 

Also certain experimental machines may have broken and 
killed their pilots. Test pilots are always liable to that 
danger and their only safeguard against it is to carry out all 
their experiments at such a height that they can get away in 
a parachute if anything breaks. And even then fatal acci- 
dents will happen through parachutes getting tied up with the 
wreckage of the machine. 7 
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Also there have been collisions, as in the case of the pilot | 
on an Avro who flew into a Vimy which was being used for | 
parachute experiments, with the result that he and the) 
five occupants of the Vimy were killed. But against that we 
have had instances of collisions in which the men have got 
away safely in parachutes, as in the case of the two Fairey | 
Foxes which collided at Andover. 

ANOTHER REMEDY. 

Probably if we could get.at the causes of all the accidents 
we should find that actually the majority of them are caused 
by stalling too near the ground, either in getting off or in alight- 
ing, or merely in stunting too low down and stalling on a) 
turn. Practically all these stalling accidents could be avoided 
even on our present antiquated machines by fitting the Bram- 
son-Savage Anti-Stall Gear as standard equipment. 

On machines of the most modern type it would still be an 
advantage, for, though it is easy enough to make a machine 
which will not nose-dive if stalled when flying in a straight 
line, but will merely sink verticafly on an even keel and will 
remain under full control when so stalled, one does not 
imagine that any aeroplane could be built which would not 
drop its nose sideways and dive for some considerable dis- 
tance if stalled on a steeply-banked turn. 

Such circumstances are precisely those in which the Bram- 
son gear is most likely to prove its value even to the most 
skilful pilot. A pilot doing a stunt turn near the ground, or 
to avoid a collision, cannot keep his eyes on his instrument 
board. And it is just when his attention is so occupied by 
something outside the machine that he is most likely to 
stall. And it is just then that the Bramson gear gives the 
kick to the control stick which cannot pass unnoticed, no 
matter how busy the pilot may be. 

Of course, it does mean adding a little to the weight of 
the machine, and adding another gadget. But personally if 
one were offered the choice between carrying an air-speed 
indicator and carrying a Bramson gear, one would vote for 
the Bramson every time. 

Moreover one would insist on having it fitted to all school 
machines as well as to active service machines, for it is just 
as important to accustom a pilot to the feel of it as it is to 
accustom him to watching the revolution indicator or speedo- 
meter. But here, as in the case of the Bristol tails, and 
probably improved controls on ’gas, we are still waiting for 
the air experts to make up their minds. 

Meantime R.A.F. pilots and civilian aviators go on being 
killed just because our experts in the Air Ministry, and to a 
lamentably large extent in the Trade, keep on thinking along 
the old grooves and will not look around for new ideas. It 
is all very much as if motor-car makers insisted on sticking 
to smooth tyres and back-wheel (or propeller-shaft) brakes and 
refused to fit non-skid tyres and four-wheel brakes. ; 

Of course we shall come out on top in the end. But, as m 
all our history, we shall pay: heavily in money and blood 
before doing what we might do in a quarter of the time by 
sweating our brains a bit.—c. G. G. 
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A NEW FACTOR IN AVIATION, 

On Noy. 22 Alan Cobham Aviation Ltd. was registered as a 
‘““ private ’? company with a nominal capital of £1,000. 

The objects are “ to carry on the business of manufacturers 
of and dealers in aeroplanes, airships, aerobuses, and all other 
machines or devices for aerial navigation, or for the carrying 
in the air of passengers or goods, proprietors of aviation, 
teaching and training schools and aerodromes, etc.’’ 

The first directors, to number not less than two nor more 
than five, are :—Sir Alan John Cobham, K.B.E., A.F.C., 22, 
Frognal Lane, Hampstead, aviator (permanent). Emil Adam 
Merckel, Gallops Homestead, Ditchling, Sussex, director of 
Warwick Wright, Ltd. Lt.-Col. Warwick Wright, D.S.O., 28 
Gilbert Street, Grosvenor Square, W.1, engineer. a 

The firm’s solicitors are Kenneth Brown, Baker, Baker, 
Lennox House, Norfolk Street, Strand, W.C.2. 

[he registration of this Company is naturally of interest, 
and may be of great importance in the future. 

Colonel Warwick Wright was one of the pioneers of motor 
racing 1n its earliest days and did some excellent driving in 
classic races on the Continent. In the famous Circuit des 
lrdennes In 1907 the Minerva Team, consisting of Mr. 
Wis, Peles C. Moore-Brabazon (now Lt.-Col., M.P.), Mr. Kenelm 
Lee Guiness (now K.L.G.), and Mr. Warwick Wright, were 
first, second and third. 

Prior to that Mr. Warwick Wright had broken speed re- 
cords on the great racing Darracq, famous in the earliest days 
of Brooklands, and had put up fine performances in various 
French Grand Prix Races. In 1908 he popularised the Belgian 
Metallurgique in this country till it occupied pretty well the 
position now held by the Bentley as the sportsman’s car. 

In the earliest days of aviation he partnered his brother 
Mr. Howard Wright, who is still one of the prominent sup- 
ports of air racing, and when with him he flew the earliest 
Howard Wright monoplane on which Mr. T. O. M. Sopwith 


took his ticket in 1910. -But up to the outbreak of war m 
1914 most of his time was devoted to motor business. 

During the War he served with the R.N.A.S. and com. 
manded the repair depot at Dunkirk and afterwards at 
Duinnes. While serving at Dunkirk he had a very bad 
crash in a Sopwith two-seater piloted by another officer and 
made quite a wonderful recovery. 

When Major-General Sir Hugh Trenchard organised the 
Independent Force, R.A.F., Lt.-Col. Warwick Wright was 
sent to organise the great repair depét at Courban, where he) 
had ten thousand men under him. After the Armistice He 
was put in charge of the Aircraft Depét at Sheffield where, 
among other feats, he organised the mass production of 
coffins for victims of the influenza plague. Thereafter He 
was concerned with an enormous deal in American motor 
transport in occupied German territory, and later had to do 
with the buying up of the great Slough motor transport depot, 

One gives these notes on Colonel Wright because, although 
he was a famous figure in mechanical sport before the Wat, 
his name is not so familiar to the younger generation Of 
aviators, and it is well that they should realise that Sir Alam’) 
partner in this venture is a sportsman and a business maa, 

One is not at liberty to disclose details of the plans of 
Alan Cobham Aviation Ltd., but one can say that it em 
braces a scheme to popularise and commercialise aviation m 
a way which if successful should go a long way towards mak 
ing-this nation air-minded. Sir Alan Cobham is already im 
the States and Colonel Wright is now on his way thither t0 
investigate American designs and methods of production, 
particularly in relation to aeroplanes at low prices. 

An evening paper has said that the scheme includes the 
selling of cheap seaplanes, but actually it goes a great deal 
further than that. With Sir Alan’s enthusiasm and Colonel 
Warwick Wright’s business ability one has great hopes that 
Alan Cobham Aviation Ltd. may become a very important 
factor in the future of British Aviation.—c. G. G. 
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Already acknowledged to be the most practical 

Small vaeroplane, the “MOTH ” in its new 
form, equipped with Short-built duralumin floats 
and the Mark II “Cirrus” engine, enters a new 
sphere—that of the light seaplane. 


C. For training, club flying, patrol work or 


private touring it is in a class by itself. 


GC. With pilot and passenger it leaves the water 
after a short run, it is delightful to handle in 
the air and easy to manceuvre on the water. An 
ordinary boathouse is cufficiently large to house it 
and it costs no more to run than a small launch. 


Pte AVIELAND AIRCRAFT CO., LTD. 
STAG LANE AERODROME, 


Telegrams :—Havilland, Edgware. 


“MOTH SEAPLANE 


> 


EDGWARE, ENGLAND. 
Telephone :—Colindale 6160-3 
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The London Gazette. F 
NOU, .23. 

GENERAL Duties BRANcH.—The following Plt. Ocs. are promoted to the 
rank of Fly. Oc.:—J. W. M. Nancarrow (Oct. 14); J. H. C. Purvis 
(Oct. 17); H. A. M. Weir (Oct. 31). 

Fly. Off. G. C. A. Armstrong is seconded for service as A.D.C. to the 
Governor of South Australia (Nov. 13). 

Fly. Off. S. A. Lane is transferred to the Reserve, Class A (Nov. 22). 
The following Flg. Offs. relinquish their temp. comms. on return to 
Army duty:—H. A. Crommelin (Lt., Duke of Wellington’s R.) (Nov. 
6); E. V. H. Hudson (Lt., Middx. R.) (Nov. 20). 

StorEs BRANCH.—Flg. Off. on probation P. Alderson is confirmed in 
rank (Nov. 8); Fit. Lt. A. Latimer is dismissed the service by sentence 
of General Court-martial (Nov. 8). 

ACCOUNTANT BRANCH.—FIt. Lt. S. G. Linssen is placed on the retired 
list on account of ill-health (Nov. 24). 

MrpIcaL BRANCH.—FIt. Lt. P. A. Hall, M.B., is promoted to the rank 
of Sq. Ldr (Nov. 26); Fig. Off. J. Parry-Evans is promoted to the 
rank of Fit. Lt. (Nov. 19); temp. Capt. J. R. Williams, General List 
(Army) Dental Surgeon, is granted a temp. comm. as a iephih, = IOs, 
(Nov. 2). He will continue to receive emoluments from Army sources. 
Flt. Lt. J. S. Smith (Capt., Army Dental Corps) relinquishes his temp. 
comn. on returi to Army duty (Nov. 1). 

RESERVE OF AIR Force OrFicers.—Flg. Off. C. J. Clark ceases to be 
employed with the Regular Air Force (Nov. 31). 

The following are transferred from Class A to Class C:—FIlt. Lt. 
W. N. Cumming (Sept. 5); Fly. Off. C. Duttson (June 1g). Flg. Off. 
W. J. Hutchinson, M.B., is transferred from Class D2 to Class D1 
(Nov. 12). 

The following officers relinquish their comns. on completion of 
service :—Flg. Off. K. W. Brewster, M.C. (Aug. 28); Flt. Lt. A. Roberts, 
Fle. Off. S. L. Cannon, Flg. Off. P. A. Cockeram, M.C., Flg. Off. A. V. 
Gash, Flg. Off. B. J. Paget, Flg. Off. W. P. Woodcock (Oct. 24); Flg. 
off. M. H. McErlean, Flg. Off. H. Wisnekowitz, M.C. (Nov. IE, Slee abjabe: 
T. S. Impey (Nov. 11); Flg. Off. E. G. King (Nov. 22). 

AUXILIARY AIR ForCE.—GENERAL DutTIEs BRANCH.—NO. 600 CITY OF 
LONDON (BOMBING) SQUADRON.—Sq. Ldr. (Hon. Wing Cdr.) A. W. H. 
James, M.C., resigns his comn. (Nov. 19). 

To be Sq. Ldr.—Capt. the Right Hon F. E. Guest, PCy eC. Ey 
D.S.O., M.P., to command the squadron (Nov. 19). 

The following to be Plt. Offs.:—No. 601 CoUNTY OF LONDON (BoMmp- 
ING) SQUADRON.—K. I. Forbes-Leith (Aug. 17). No. 600 City OF LONDON 
(BOMBING) SQUADRON.—J. C Larking (Nov. 23). No. 605 COUNTY OF 
WaRWICK (BOMBING) SQUADRON.—C. L. Knox, V.CG; (GNov. 23}: 


Appointments. 
Week ending Nov. 309. 

GENERAL Duties BraNcw.—Air Commodore E. L. Gerrard, CNG, 
D.S.0., to R.A.F. Depot, Uxbridge, pending posting on transfer to 
Home HEstab., 25/10. 

Group Captains U. J. D. Bourke, C.M.G., to H.Q., Wessex Bombing 
Area, Andover, for Air Staff duties, 22/11. Hon. J. D. Boyle, C.B.E., 
D.S.O., to Station H.Q., Worthy Down, to Command, 1/12. 

Wing Commanders J. H. Herring, D.S.O., M.C., to No. 2 F.T.S., Digby, 
pending taking over command, 1/12. W. G. P. Young, O.B.E., to, Air 
Ministry (Directorate of Equipment) for duty as R.A.F. Representa- 
tive on Board of Management, N.A.A.F.I., 22/11. 

Squadron Leaders A. Lees, to R.A.F. Depot, Uxbridge, on transfer to 
Home Estab., 21/11. 3B. F. Moore, to R.A.F. Depot, Uxbridge, on 
transfer to Home Estab., 17/10. R. P. Willock, to R.A.F. Depot, 
Uxbridge, on transfer to Home Estab., 4/11. 

Flight Lieutenants M. L. Taylor, A.F.C., H. M. K. Brown, W. A. K. 
Dalzell, G. E. Wilson, H. W. Baggs, J. H. Winch, J. D. S. Denholm, 
F. G. Gibbons, D.F.C., and H. Norrington, to R.A.F. Depot, Uxbridge, 
on transfer to Home Hstab., 4/11. J. McG. Fairweather, D.F.C., to 
R.A.F. Depot, Uxbridge, on transfer to Home Estabs,.07//o:neC., Baw 
Foster, to No. 406 Flight, Donibristle, on transfer to Home Estab., 
6/10. KE. H. Bryant, to R.A.F. Training Base, Leuchars, on transfer 
to Home KEstab., 16/10. E. S. Moulton-Barrett, to R.A.F. Training 
Base, Leuchars, on transfer to Home Estab., 13/10. 

Flying Officers (Hon. Fit. Lt-) K. M. Murray, to R A.F. Depot, 
Uxbridge, on transfer to Home Estab., 28/8. J. H Caulfield, to No. 1 
F.T.S., Netheravon, 1/12. A. E. B. Bateman, to R.A.F. Station, Doni- 
bristle, on transfer to Home Estab., 6/10. I. J. E. Thornton and 
G. P. Mee, to R.A.F. Depot, Uxbridge (Non-effective Pool) on transfer 
to Home Estab., 17/10. A. E. Rogenhageu, L.. Butler GC. Eis IA. 
Fatnon and F. B. Young, to R.A.F. Depot, Uxbridge, on transfer to 
Home Estab., 17/10. R. H. Giles, to No. 503 Sqdn., Waddington, on 
transfer to Home Estab., 17/10. H. S. Dawe, to No. I School of T.T. 
(Apprentices), Halton, on transfer to Home Estab., 17/10. 1s Bale. 
Gammon, R. Tuck, J. M. Wyer, M.B.E., D.S.M., H. D. Wardle, R. R. 
Greenlaw, M.B.B., and E. E. Arnold, D.F.C., to R.A.F.” Depot, 
Uxbridge, on transfer to Home Estab., 4/11. HE. A. Hodgson and 
E. V. S. Lacey, to R.A.F. Depot, Uxbridge (Non-effective Pool) on 
transfer to Home Hstab., 4/11. 

MepicaL BRANCH.—Group Captain H. V. Wells, C.B.E., to R.A.F. 
Depot, Uxbridge, pending posting on transfer to Home Estab., 4/11. 

Squadron Leaders EK. A. Lumley, M.C., M.B., to R.A. Depot, 
Uxbridge, on transfer to Home Hstab., 17/10. EH. W. Craig, M.C., 
M.B., to H.Q., Mediterranean, 16/11. J. Kyle, to Air Ministry 
(Directorate of Medical Services), 16/11. 

Flight Lieutenants (Hon. Sq. Ldr.) W. R. Reith, M.D., A.M., to 
R.A.F. Depot, Uxbridge, 15/11. E. C. K. H. Foreman, to Station 
H.Q., Bircham Newton, 22/11.. J. D. Leahy, M.C., M.B., B.A., and 
F. W. G. Smith, M.B., B.A., to R.A.F. Depot, Uxbridge, on transfer to 
Home Estab., 17/10. L. P. McCullagh, M.B., to R.A.F. Depot, Uxbridge 
(Non-effective Pool) on transfer to Home Estab., 17/10. Flight 
Lieutenant (Dental) J. R. Williams, to H.Q., Halton, on appointment to 
a Temp. Comn., instead of to H.Q., Cranwell, as previously notified, 
2/11. 

Flying Officers H. C. Patterson, to R.A.F. Depot, Uxbridge (Non- 
effective Pool), on transfer to Home Estab., 17/10. J. O. Priestley, 
D.M.R.E., to R.A.F. Hospital, Cranwell, 24/11. 

Stores BRANCH.—Squadron Leaders P. Adams, O.B.E., and F. Grave, 
M.B.E., to R.A.F. Depot, Uxbridge, on transfer to Home Estab., 17/10. 


AIR FORCE. 


Flight Lieutenants F. J. W. Humphreys, to R.A.F. Depot, Uxbridge, 
on transfer to Home Estab., 17/10. F. J. B. Powell, M.B.E., to Station 
H.Q., Bircham Newton, on transfer to Home Estab., 4/11. 

Flying Officers R. W. Stevenson and D. W. Dean, to R.A.F. Depot, 
Uxbridge, on transfer to Home Estab., 4/11. 

ACCOUNTANT BRANCH.—Squadron Leader E. N. E. Waldron, to R.A.B. 
Depot, Uxbridge, on transfer to Home Hstab., 4/11. 

Flight Lieutenants I. L. Wincer, to R.A.F. Depot, Uxbridge, on 
transfer to Home Estab., 4/11. O. K. Griffin, to Station H.Q,, Duxford, 
25/11. 

"Flying Officers C. B. Rawlins, to R.A.F. Depot, Uxbridge, 23/11. 
J. L. Armstrong, to R.A.F. Depot, Uxbridge, on transfer to Home 
Estab., 4/11. F. R. Barton, to R.A.F. Depot, Uxbridge, on transfer 
to Home Hstab., 25/10. 

A Fatal Accident. 

The Air Ministry regrets to announce that as the result 
of an accident at Kenley, Surrey, to a D.H.ga of No. 24 
Sqdn., Kenley, on Novy. 22, Flt. Lt. Felix St. John Woollard, 
A.F.C., the pilot of the aircraft, was killed, and Fig. Off. 
Frederic Laing Collison was seriously injured and died shortly 
afterwards. 

An inquest was held at Kenley on Nov. 26. Wing Cdr, 
H. le M. Brock said that he saw the aeroplane lose flying 
speed, slip to the left, and come down in a nose dive to the 
ground, where it caught fire. In a few minutes by the use 
of extinguishers the fire was got under sufficiently to allow 
the occupants to be pulled out. 

The accident in his opinion was caused by bad flying—some 
error of judgment on the part of the pilot, who stalled in 4 
flving turn, and that caused the nose-dive. So far as he could 
see there was nothing wrong with the machine. 

The Coroner returned a verdict of Accidental Death. 

[One gathers that though Flt. Lt. Woollard was officially the 
pilot, he was in fact engaged in giving landing practice to 
Mr. Collison, a war-time pilot who had rejoined with a Short 
Service commission and that probably Mr. Collison was flying 
the machine at the time of the accident.—c. G. G.] 


No. 1 (Fighter) Squadron. 


No. 1 (Fighter) Squadron now stationed at Hinaidi, Iraq, 


was disbanded on Nov. 1, and will be reformed as a unit 
of the Air Defences of Great Britain on Jan. I. 

No. 1 Squadron, R.F.C., was originally formed in 1912, as 
an Airship and Kite Squadron. It was disbanded in January, 
1914, and reformed as an Aeroplane Squadron in May, 1914. 

No. 1 Squadron joined the B.E.F. from England in March, 
IQI5. It was attached to II Brigade and equipped with 
Morane monoplanes. 

The Squadron was again disbanded in January, 1920, after 
distinguished service in the War rgr4-18. It was re-formed 


on the following day as part of the Indian Group, and) 


stationed at Bangalore. 


In August, 1921, the Squadron was transferred to the Middle 


East Command, Mesopotamian Group, and stationed ai 
Hinaidi, near Baghdad 

No. 1 (Fighter) Squadron was the last unit in the R.A.F, 
to be equipped with Sopwith Snipe, but, in spite of the 
handicap of these obsolete aircraft, the Squadron has dis 
tinguished itself in the post-war operations in Iraq anc 
Kurdistan. 

The Sealand Court Martial. 

A Court-Martial opened at Sealand on Noy. 15 under the 
Presidency of Group Captain E. F. Briggs, D.S.0., O.B.. 
to hear the charges involving one officer and three met 
arising out of the flying accident on July i3, when L-AC 
Carr was killed: 

L-AC. Dean was acquitted on the charge of negligentl) 
causing danger in flying to the life of an airman. 

AC. J. T. Bond was found not guilty of the charge 0 
negligently inspecting an aeroplane on July 9 and thereb: 
endangering Flg. Off. Lingard. 

Sjt. W. H. Clark was found not guilty on a charge 
negligently causing danger in flight to the life of an air 
Man. 

The Court afterwards considered their sentences on anothe 
charge of failing to ensure that the aeroplane was properl 
inspected at the weekly inspection. Sentence on the latte 
charge will be promulgated in due course. 

Fit. Lt. George Birkett was charged with negligently pet 
forming his duties by allowing an aeroplane to be flown 01 
July 13 in an unserviceable condition. The defence was tha 
Fit. Lt. Birkett had done everything possible to maintain th 
efficiency of the machines although much handicappe' 
through not having sufficient riggers and fitters. 

The Judge Advocate commented upon the amount of wor 
that the accused had to do and the difficulties he had t 
contend with, owing to the general strike, when instructor 
were taken from him, and the lack of personnel in the Flight 

Fit. Lt. Birkett was found not guilty. 


An Appointment. 

The London Gazette of Nov. 23 contains the followin 
announcement :— 
Auxiliary Air Force: General Duties Branch. No. 600 Cit 
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of London (Bombing) Squadron. To be Squadron Leader, 
Captain the Rt. Hon. F. E. Guest, P.C., C.B.E., D.S.0., M.P., 
to command the Squadron. (Nov. 109.) 

Captain Guest was Secretary of State for Air im 1921-22. He was 
formerly a Captain in the 1st Life Guards. He served on the White 
Nile in 1900, in South Africa 1901-2, and in the Huropean War, 1914-16, 
and in East Africa 1916-17. He was awarded the D.S.O. in 1917 and the 
C.B,E. in 1919. 

A Correction. 

A reader writes pointing out an error in the paragraph 
referring to the retirement of Sq. Ldr. Jillings in 
THe AEROPLANE of Nov. 17. Serjeant-Major. Jillings did in 
fact qualify as a pilot of the R.F.C. at the Central Flying 
School about May, 1915, and was employed as a pilot until 
1916, when a medical board turned him down as unfit for 
flying as a result of his wound received in 1914. 

“One is glad to hear also that Sq. Ldr. Jillings has lately 
been appointed civilian Assistant-Adjutant of No. 5 Bales. 
Sealand, so that after all the R.A.F. will not lose him. 


The R.A.F. Memorial. 

The Secretary of the R.A.F. Memorial Fund points out that 
there is an error in THE AKROPLANE’S account of the Armistice 
Day ceremony at the R.A.F. Memorial. The paragraph in 
question should read :—‘‘ A wreath was laid on the Memorial 
by Air Vice-Marshal Sir Philip Game, K.C.B., D.S.O., R.A.F., 
on behalf of the R.A.F. Memorial Fund.’’ 


R.A.F. SPORTS. 
Rugby Football. 


A match’was played at Cranwell on Nov. 24 between a trial 
R.A.F. XV and the R.A.F. Cadet College. The Cadet Col- 
lege team, who put up an astonishingly good show, beat the 
representative side by 26 points to 13. 


Association Football. 

R.A.F. v. Cambridge University:—Cambridge beat the 
R.A.F. at Henlow on Nov. 27 by seven goals to nil. The first 
half was very even and most of the scoring was done in 
the second half. 

The Times report of the match savs :— 

The R.A.F. never played together as a side, but, in spite of the 
seven goals, the mistakes of their forwards were more frequent than 
those of their backs. ‘They had far more of the game than the score 
would suggest, and many chances came their way of gaining a little 
compensation for their defeat by scoring a goal themselves. 

During the first quarter of an hour neither side played particularly 
good football, and the game hovered unsatisfactorily about in mid-field. 
Morriss shot twice, but was too hemmed in to place the ball with any 
accuracy. After some clever passing between the Cambridge forwards, 
Lowe obtained possession of the ball when he was five yards or so 
from the goal. Flg. Off. G. A. Hadley had no chance of saving his 
shot, but Aircraftsman Jones, appearing from nowhere, somehow 
managed to get his shin in the way of the ball just as it was crossing 
the goal-line. The R.A.F. had quite a fair share of the play. 

— 


THE FUTURE OF THE NAVY. 


Speaking in reply to the toast of the ‘‘ Imperial Forces ”’ 
at the annual dinner of the Scottish Clans Association, on 
Nov. 27, Admiral Cuming said that,— 

only that day he had heard from one of the Lords of the Admiralty, 
‘© We want our Naval Arm still, so for heaven’s sake rub it in your 
speech to-night.” (Laughter.) Some concessions had been made during 
the past year, but the Navy was not yet satisfied with the constitu- 
tion of the Air Force. Splendid as the Air Force was, and so ready 
to provide the Navy in time of war with skilled pilots and fine aero- 
planes, the Navy said it was not good enough to put pilots who had 
been trained under military disclpline into the Navy that way. 

What the Navy wants is to train its own pilots and bring them up 
under naval discipline. If in the course of time we have our own 
pilots in the Navy Air Arm, and if there is another war, we should 
have the Admiral commanding the Fleet up in the air, and it would 
be a tremendous advantage. 

One is reminded of the small boy in Church who after 
hearing a clergyman repeat several times at the end of his 
sermon, ‘‘ What will be the future of our, Church? ’”’ said to 
his father, ‘‘ For Heaven’s sake, tell him, Daddy, and let’s 
go home.” 


THE R.A.A.F., PACIFIC FLIGHT. 

On Nov.. 24, Group Capt. Williams, D.S.O., O.B.E., Flt. Lt. 
I. B, Melntyre, Cub, AEC. sandsk-S- i rist, (RVAVAlEs,.wlo 
are returning to Melbourne from Tulage, Solomon Islands, 
arrived at Rabaul, New Britain, after calling at Gizo, Kieta 
and Soraken en route. 

On Nov. 25 they left Rabaul and arrived at Morabe. 

On Noy. 29 they arrived at Samarai, New Guinea. 


AUSTRALIAN NIGHT FLYING. 

On Nov. 27 Sq. Ldrs. Hepburn and Wrigley, R.A.A.F., 
left Richmond, Sydney, N.S.W., at 20.20 hours to attempt to 
fly to Point Cook, near Melbourne, by night. They were 
compelled to land at Violet Town, 70 miles from Melbourne, 
at 02.00 hours on Noy. 28 owing to a leak in the petrol tank. 

This was the first attempt at a long-distance night flight 
in Australia. The machine was in constant wireless com- 
munication with Melbourne and Sydney throughout the flight 
and two night-flying beacons at Goulburn and Albury were 
used for the first time, 
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ANTI-AIRCRAFT DEFENCE. 

A lecture on Anti-Aircraft Defence was delivered by Major- 
General E. B. Ashmore, C.B., C.M.G., M.V.O27 SG 3G 
T.A. Air Defence Formation, at the Royal United Service 
Institution on Noy. 24. General Sir Walter P. Braithwaite, 
K.C.B., G.O.C.-in-C., Eastern Command, was in the Chair. 

General Ashmore started with a brief survey of the history 
of air raids and the action taken to counter them. He said 
that the first principle of Air Defence was to have both 
ground and air forces under one command and that the lack 
of this co-operation was the reason why air raids over this 
country were not stopped until May, 1918. 

He said that Air Defence had two schools of thought; the 
first was based on the bombing of enemy aerodromes and 
the second relied on placing defences close round places 
liable to attack. It was an admitted fact that fighting aero- 
planes were the first and most important means of defence 
against air attack. But they must be supported by ground 
organisation and in certain places defence from the ground 
would be essential. 

General Ashmore said that the present organisation con- 

sisted of two Air Defence Brigades in London, each with 
two Brigades of Artillery, a Searchlight Battalion and a 
Signal Company. ‘The Artillery Brigades were now up to 
80-90 per cent. of their establishment. It was essential that 
these units should be maintained on war establishment as 
Anti-Aircraft units could not be trained in an emergency. 
* The function of the anti-aircraft guns was to destroy enemy 
machines. But they were also preventive, and useful in 
breaking up formations. The searchlights were used to 
illuminate targets for our own machines and guns. The 
Signal Companies were used for collecting and distributing 
intelligence in addition to their other duties. 

General Ashmore described the firing difficulties of an anti- 
aircraft gun. He said that the ranging was not done by trial 
and error but by means of a time fuse. There was still con- 
siderable difficulty in judging height from the gun station. 
He commended the Vickers predictor, which he said had un- 
fortunately been sold to a Foreign Power before its value 
was realised here. 

Describing the improvement in anti-aircraft gunnery, he 
said that in 1917 it took about 8,ooo rounds to bring down a 
machine. Karly in 1918 this was reduced to about 4,500 and 
towards the end of 1918 it only took 1,500 rounds. 

Dealing with the present time he said that practice methods 
had been greatly improved. The sleeve target was used. 
This was towed by 2,000 yards of cable and was not at all 
easy to manipulate. However the R.A.F. did it very well. 

Referring to the searchlights he said that these would only 
be used in future in co-operation with ‘guns and aircraft. 
There would be no more searchlight patrols. It was the duty 
of the searchlight companies to work out height and track 
the raiding machines. A successful searchlight camp had 
been held at Manston this year in co-operation with the 
R.A.F. and without the guns. 

General Ashmore then went on to describe the new system 
of observation posts which are being set up all over the 
country. The system was organised in collaboration with 
the County Police Forces and the G.P.O. The posts them- 
selves were manned by Special Constables at no cost to the 
country. Kent, Sussex and Essex and parts of Suffolk and 
Hampshire were already covered with these posts. The 
G.P.O. had laid down special telephone lines and there 
should be no more than half a minute’s delay between the 
observer at the post. spotting the machine and the news 
being received at Headquarters. 

One of the training difficulties lay in the fact that the 
Anti-Aircraft Defence Units were Territorials and with their 
limited training had to co-operate with the regular Units of 
the Royal Air Force. ‘Thirty or forty Service aircraft were 
needed to cover practice over all four zones. The demands 
on the R.A.F. were very heavy. They were always met. 


The following list of Air Defence Units may be of use to 

those readers of tHE AEROPLANE who are interested :— 
REGULAR ARMY. 

Aldershot Command.—1ist Air Defence Brigade (Blackdown) : 1st A.A. 
Brigade, R.A.—1st A.A. Battery, 2nd A.A. Battery, 3rd A.A. Battery; 
ist A.A. Searchlight Battalion, R.E.; 1st A.A. Signal Company, Royal 
Corps of Signals. 

TERRITORIAL ARMY. 

Fastern Command.—28th Air Defence Brigade (Tonbridge) : 55th A.A. 
Brigade, R.A.—163rd (Kent) Battery. 

London District.—26th (London) Air Defence Brigade (Duke of York’s 
Headquarters) : 51st A.A. Brigade, R.A.—i51st (London) Battery, rs2nd 
(ondon) Battery, 153rd (London) Battery; 52nd A.A. Brigade, R.A.— 
154th (london) Battery, 155th (London) Battery, 156th (Barking) Battery; 
26th A.A. Battalion, R.E.; 26th A.A. Signal Coy., Royal Corps of Signals. 
27th (London) Air Defence Brigade, Lytton Grove, Putney, S.W.15: 
53rd A.A. Brigade, R.A.—157th (City of London) Battery, 158th (City of 
London) Battery), 1s9th (Lloyds, C. of I..) Battery; s5qth A.A. Brigade, 
R.A.—160th (City of London) Battery, 16rst (City of London) Battery, 
162nd (City of London) Battery; 27th A.A. Battalion, R.E.; 27th A.A. 
Signal Coy., Royal Corps of Signals. 
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AIR AFFAIRS IN PARLIAMENT. 


CHERBOURG. 

In the House of Commons on Nov. 24, in reply to a question by 
Cou. Day, the SecRETARY OF “STATE FOR ATR said that the question of 
extending the British regular air service between Southampton and 
Guernsey to Cherbourg was primarily a matter’ for consideration by 
Imperial Airways Ltd. Occasional flights were taken to Cherbourg 
but the question of dispensing with the special permission required 
for each flight was at present under discussion with the French 
authorities. Col. Day suggested that this service would save a day 
between England and America. Sir Samuel Hoare thought it would 
certainly accelerate mails. 


R.33. 
In the House of Commons on Nov. 24, in reply to MR. Weis, the 
SECRETARY OF STATE FOR Arr said that there was no present intention 


of dismantling R.33. 
THE CAPE—CAIRO ROUTE. 

In the House of Commons on Nov. 24, in reply to a question by 
Cou. Day, the SECRETARY OF STATE FOR AIR said that an experimental 
air service between Cairo and the Cape would start early next year on 
the port of the route between Khartum and Kisumu. Further ex- 
perimental flights were to be carried out by Service aircraft on other 
parts of the route to connect with this service. The object was a 
through route on commercial lines. 

THE LIGHT AKROPLANE CLUBS. 

In the House of Commons on Nov. 24, in reply to a question by 
Lorp APpsLEY, the SECRETARY OF STATE FOR AIR said that there were 
now six subsidised light aeroplane clubs in existence with a total of 
962 members and associates. Of these 44 had qualified as pilots on 
club machines. Some of these pilots had already joined the R.A.F. 
Reserve, or the Auxiliary Air Force. 

With regard to privately-owned aeroplanes, there were 33 on the 
register on Nov. 1, and 117 persons other than R.A.F, pilots held 
pilot’s licences. 

HYDE PARK. 

In the House of Commons on Noy. 24, in reply to a question by 
LorpD ApsLEY, the SECRETARY OF STATE FOR AIR said that under present 
conditions of flying Hyde Park was not considered suitable for the 
purposes of a small aerodrome owing to the proximity of high build- 
ings and trees and the densely populated surroundings. 

R. 100. 

In the House of Commons on Nov. 24, in reply to Mr. Viant, the 
SECRETARY OF STATE FOR AIR said that the sum of £60,000 for the pur- 
chase of airships in the Air Estimates of 1926 was not earned and there- 
fore not paid in 1926. He expected that an instalment of £30,000 ‘would 
mature for payment before the end of the present financial year. 

AIR MINISTRY CONTRACTS. 

In the House of Commons on Noy. 24, in reply to a question by 
Mr. VIANT, the SECRETARY OF STATE FOR AIR said that it would not 
be in the public. interest to disclose the prices paid or received 
by the Air Ministry. 

THE BAGHDAD ACCIDENT. 

In the House of Commons on Nov. 19, in reply to a question by 
Cou. Day, the SECRETARY OF STATE FOR AIR said that inquiry had shown 
that the cause of the accident at Baghdad on July 26, which resulted in 
seven deaths, was the breaking of the starboard engine crankshaft just 
Witer the aeroplane had taken off and was at a height of 100 ft. 
Above the aerodrome. The reason why the pilot did not throttle 
back the port engine, which would have enabled the aeroplane to 
glide straight on, was apparently that he hoped to be able to reach 
some open ground on the right and to avoid obstructions immediately 
in his front. [The machine in question was’ a Vickers Vernon of 
No. 45 (Bombing) Sqdn., R.A.F.] 


LORD THOMSON ON DEMOCRATIC FLYING. 


The Lord Thomson, Secretary of State for Air in the 
Labour Government, speaking on Nov. 27, at the Morley Col- 
lege for Working Men and Women, said that there was a 
grave danger of aviation falling into the wrong hands. 
There was only one country which produced airmen com- 
parable with the British—Holland. 

The casualties in the air in the next war had been calcu- 
lated at 80 per cent. per month and any war between two 
great countries would be a war in the air and would be 
won by the country which could most readily replace 
casualties. 

While he was certain we were on the right lines we needed 
to develop the air habit and get the air sense, but we must 
see 1t was possessed by the democratic section of the people. 


POPULARISING AVIATION IN THE STATES. 


The American Nation is becoming air-minded at a great 
rate. Flying is already an integral part of the life and death 
of the nation. 

The latest development of aeronautical progress is the use 
of aircraft in a “‘ gang war”? in Williamson County, Illinois, 
or thereabouts. Truly this is democratic flying. 

The Chicago Herald and Examiner reports that “‘ the Birger 
roadhouse (Anglice, roadside inn) was bombed by Shelton 
adherents,” and says that this aerial warfare ‘‘ may bring 
action by federal authorities, . . based on the ground that 
the Government has control of the air, and that belligerent 
activities by private citizens may call for its intervention.” 

The use of the word ‘‘ may” is distinctly precious, as in- 
dicating the doubt whether in God’s own free country the 
Government has any right to interfere with the harmless 
pursuits of the animals, so to speak. Let this be a lesson to 
those revolutionaries in this effete Old England who clamour 
for the removal of Government Control of Aviation.—c. G. G. 


THE PARIS SHOW ‘“ AEROPLANE.” 

The issue of THE AEROPLANE for next week will contain a 
full illustrated description of the Aircraft in the Paris Aero 
Show. It will be the biggest issue of this paper published 
in the past five years. 

As the number of copies available will mecessarily be 
limited readers who are not regular subscribers are strongly 
recommended to order copies from their newsagents at once, 
to avoid disappointment. 


THE FATAL ACCIDENT TO COMMANDER BURG, U.S.N. 

A verdict of ‘‘ Death by misadventure ”’ was returned at 
Croydon on Noy. 23 at the inquest on Commander Robert A. 
3urg, of the American Embassy, who was killed in an aero- 
plane accident on Sept. ar. 

Major Clarence L. Tinker, who was the pilot of the machine, 
said the machine was in perfect order when he began the 
flight but 50 minutes later there was a vibration for which he 
could not account. He tried to make a forced landing, but 
could not get any response from the engine. 

Major Cooper, of the Accidents Investigation sub-commit- 
tee of the Air Ministry, said that the machine was completely 
destroyed by fire. He had come to the conclusion that the 
accident was due to engine failure. Evidence pointed to a 
defect in the ignition wiring. 

SEMI-COLON. 

On Noy. 24 two P.N.10 flying-boats (two 500 h.p. Packard 
engines each), left Hampton Roads, Norfolk, Va., in an 
attempt to fly non-stop to Colon, Canal Zone, a distance of 
2,060 miles. 

Both boats experienced considerable difficulty in getting off 
and had to taxi for nearly two miles before unsticking. 

Five surface ships of the U.S. Navy were stationed along 
the route. 

P.N.10 No. 1 was forced to alight 213 miles south of the 
Isle of Pines in the Caribbean Sea, with a broken connecting 
rod in the starboard engine, and was located by the U.S.S. 
Cincinnati after she had been down on the water for ten 
hours. 

P.N.10 No. 2 was forced to alight near Neuvagerona, Isle 
of Pines, after running out of fuel and oil. She sent a wire- 
less call for fresh supplies and intended continuing on being 
refueled. 

ZURICH—CAPE TOWN. 

On Nov. 28 Lieut. Mittelholzer, of the Swiss Army, Dr. 
Arnold Heim and M. Gouzy, left Zurich on a Dornier Mercur 
seaplane (450 h.p. B.M.W. VI engine) in an attempt to fly 
to Cape Town. He was compelled to return as a severe 
snowstorm prevented him from passing over the Alps, near 
the St. Gothard pass. 

The flight will be in the nature of a scientific and photo- 
graphic expedition and will follow the route :—Naples, 
Heliopolis, the Nile Valley, the Great Lakes of Africa, Beira 
and the East Coast to Port Elizabeth and Cape Town. Ex- 
tended exploratory flights will be made over the Kilimandjaro 
and Ruwenzori ranges, the Congo Basin, the Zambesi River 
and Lakes Nyassa, Tanganyika and Victoria. 

MARSEILLES—MADAGASCAR. 

Lieut. de Vaisseau Bernard, who left Marseilles in company 
with Lieut. de Vaisseau Guilbaud in an attempt to fly to 
Majunga, Madagascar, arrived at the latter place on Nov. 22. 

He is flying a Jupiter-engined Ljioré-et-Olivier flying-boat 
and his route was via the West Coast of Africa to Dakar, and 
thence across Africa via the Congo, Niger and Senegal rivers 
to Lake Nyassa and Quilimane, on the East Coast of Africa. 

He will attempt to return to Marseilles via the Nile Valley 
and the North Coast of Africa. 


GERMAN AIRCRAFT AND THE PARIS SHOW. 

M. André Granet, the Commissaire Général of the Tenth 
Exposition Internationale de l’Aéronautique at the Grand 
Palais, writes to say that the reason why there are no German 
exhibits is that all the disposable space in the Grand Nave 
had already been allotted befote German machines became 
qualified for exhibition in the Grand Palais. 

At the beginning of the present year the rule was made 
that no aircraft other than those built in countries which 
were members of the League of Nations, or one of the twenty- 
two Allied Powers during the War 1914-18, could be exhibited 
at the Exposition. Owing to various causes of delay, one of 
which, if one understands the affair rightly, was the objection 
of a country which had nothing whatever to do with the war, 
Germany has only recently been admitted a member of the 
League of Nations, and, as already mentioned, it was then too 
late for German machines to have space allotted to them at 
the Exposition. 

However, Germany always has the satisfaction of knowing 
that the University of Géttingen is largely responsible for 
most of the modern wing sections which will be seen at the 
Exposition. And if Germany has not actually built any of 
the machines in the Exposition, at any rate many of them 
owe their general appearance largely to German ideas. 
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THE BEST DIARY. 

“« The Royal Air Force and British Empire Air Services 
Diary, 1927.’ Published by permission ‘of the Air 
Ministry. icae and Polden Ltd., Aldershot. 1s. 6d., 
2s. and 3s. net. 

In a foreword to the 1927 edition of the R.A.F. Diary, the 
‘Secretary of State for Air says :— 

The R.A.F. and British Empire Air Services Diary is, I am sure, 
increasing its circulation and usefulness every year. As the Air Forces 
of the Empire increase it will find its way into every part of the 
world. One of its numbers I filled with notes from cover to cover 
in my recent flying visit to Iraq. Another I shall certainly take with 
me when in the winter I fly to India. No doubt many hundreds of 
Air Force Officers are finding it equally handy. In their name and 
mine I wish it success. 

A new feature in the 1927 edition of the Diary is an account 


of the Air War effort of the Dominions and a list of the 


principal events in the histories of the Dominions’ Flying 
Services. Another useful thing is a list of the outstanding 


events affecting the British and Dominion Air Forces during 


the War, 1914-18. 
The new edition also contains lists of the R.A.F. Stations 


.and an outline of the organisation of the Commands. 


A Civil Aviation section gives tables of machine flights, 
mileage, passengers, etc., a list of the flying clubs and some 
‘notes on Civil Aviation in the Dominions. 

The Sports section has been brought up to date and the 


‘whole diary is just about as good as it could be. 


A royalty of 10 per cent. of the published price of all copies 
the publishers to the R.A.F. Memorial 
Fund. A special binding has been, prepared this year, con- 


‘sisting of a dark blue leather pocket-book with a strap fasten- 


ing. This, with the diary, is 7s. 6d.—c. M. McA. 
UBIQUITOUS SIR CHARLES. 

One has much pleasure in announcing that Sir Charles 
has consented to become a Vice- 
President of the Institution of Aeronautical Engineers, the 
President of which is Lieut.-Col. J. T. C. Moore-Brabazon, 
MECC Ee: 

There will soon be hardly any activity concerned with avia- 
tion in which Sir Charles Wakefield does not take an active 
interest. And that is all to the good of aviation, for every- 
thing in which Sir Charles takes an interest is the better for 
his enthusiasm and kindliness. Like the famous Castrol 
lubricants with which his name is inseparably linked, Sir 

Charles has the gift of making things run smoothly. 

The Institution of Aeronautical Engineers, which is com- 
ing very much to the front in these days, is to be con- 


-gratulated on its latest acquisition. 


THE ROYAL AERONAUTICAL SOCIETY. 
The Royal Aeronautical Society announces with great 


-pleasure that the Wilbur Wright Memorial Lecture to be 


delivered next May, will be given by Professor Prandtl of 
Gottingen University. 


Professor Prandtl is known throughout the World’s aero- 


~-nautical communities as the great authority on aerodynamics, 


and his lecture will be one of outstanding importance. 

It will be delivered in English. 

FLYING ON ONE ENGINE. 

Referring to the statement in THE AEROPLANE of Nov. 24 
that the Supermarine Southampton is the only twin-engined 
machine which will maintain its height on one engine, a 
reader points out that the old Boulton and Paul Bourges 
actually flew about twenty-five miles across country piloted 
by Mr. Frank Courtney, with Mr. J. D. North and another 
passenger on board, with one engine completely out of action. 

The more recent Boulton and Paul Bugle, with two Bristol 
Jupiter engines, not only retains its height with full load 
with one engine dead, but is able to climb with one engine 
running and turn against that engine. 

In w riting the paragraph one had in mind at the time only 
machines in regular service in the R.A.F. and in regular 
commercial use. So one apologises to the Bugle and the 
Bourges, whose wonderful aerobatic performances in the 
hands of Sq. Ldrs. Hill, Haig and Longton, at various times, 
one has admired at R.A.F. demonstrations at Hendon, 
Andover and Croydon. 

EXPERIMENTAL FLYING. 

The Journal of the Royal Aeronautical Society for Noyvem- 
ber, 1926, contains among other interesting matter a paper 
read before the Students’ Section of the Society by Flg. Off. 
R. L. Ragg, R.A.F., describing, from the pilot’s point of 
view, the operations of making test flights—both the routine 
tests required in the case of new types of aircraft, and those 
more complicated types of test which are made particularly 


for research and development purposes. 


In the paper Flg. Off. Ragg expressly disclaims any techni- 
cal knowledge of aerodynamics, and keeps his account of 
test flying exceedingly clear and free from unnecessary com- 
plexities. It is nevertheless fairly clear that his aerodynamic 
knowledge is far from negligible, but that he has the ‘gift of 
expressing clearly, in every-day language, ideas that are only 


‘too often made unintelligible. 


THE MAKING OF THE JUPITER. 


THE AEROPLANE has just received a copy of a booklet en- 
titled ‘‘ The Bristol Jupiter Air-cooled Aero Engine (Series 
VI) and its Production,’’ which is a reprint of a series of 
articles recently published by Machinery. 

This series of articles include a general description of the 
Jupiter VI engine as an introduction, followed by a detailed 
account of a number of the processes used in the Bristol 
Works at Filton in the manufacture of this type of engine. 

There must be many aircraft engineers and mechanics who 
are familiar with the Jupiter or other types of aero-engine 
in the completed form but have little idea of the methods 
used in their manufacture to secure the extraordinary per- 
fection of material and workmanship which characterises 
British aero-engines in general, and make the Bristol Jupiter 
in particular the World’s premier air-cooled radial engine, 
To those who are directly concerned with the care and main- 
tenance of such engines the methods of their manufacture 
must be of interest, and information on this subject should be 
of very considerable value. 

It is the practice of British aero-engine manufacturers to 
issue for the guidance of users of their products exceedingly 
clear and complete handbooks dealing with the care and main- 
tenance of each particular type of engine. It is universally 
recognised that it is not possible to acquire the whole art 
of engine maintenance from a study of any handbook, how- 
ever exhaustive, without practical experience of the. ‘actual 
engines, and that for the most complete understanding of any 
mechanism of so complicated a type it is a decided advantage 
to have a fairly complete knowledge of how, and if possible 
why, its various components are made as they are made. 

It is obviously impossible for all aero-engine mechanics to 
be sent for a course of instruction to the works wherein the 
engines which they are to handle are manufactured, but in 
default of such a course, a clear and well-illustrated account 
of the workshop processes at those works should be the next 
best alternative. Certainly everyone concerned with Jupiter 
engines ought to apply for a copy of this particular, booklet. 

The processes described and illustrated are by no means 
all those that go to the making of the Jupiter VI, but they 
do include a representative selection of some of the remark- 
ably ingenious methods of manufacture which have been de- 
veloped by Mr. Roy Fedden and his very able staff at Filton. 

Generally speaking these methods are based on the exten- 
sive use of very carefully designed jigs and fixtures which 
render it possible to carry the machining processes very close 
indeed to the finished stage with the least possible risk of 
error. When this stage in manufacture has been reached 
the individual components are submitted to a final finishing 
process, in which human skill and patience are the most im- 
portant factors. 

The series of articles in Machinery, reproduced complete 
in this booklet, describe in detail a large number of these 
processes, and illustrate them both by photographs showing 
the operations in progress and by dimensioned drawings of 
some of the jigs and tools used, and gives a most interest- 
ing and lucid insight into Bristol manufacturing methods. 

Readers of THE AEROPLANE who have not the opportunity 
of seeing the Jupiter being made should certainly attempt to 
secure a copy. It is to be obtained from The Bristol Aero- 
plane Company Ltd., Filton House, Bristol.—w. H. Ss. 


THE BOOK OF THE LION. 


D. Napier and Son Ltd. have just issued a book of instruc- 
tion in the care, maintenance and overhaul of the Napier Lion 
Series V engine. This book is undoubtedly the most com- 
plete handbook for any one type of engine that has yet come 
within the writer’s notice, and it is only open to one criticism 
—namely that the description of the engine itself is limited 
to a very brief introductory outline. 

As a result the exceedingly precise and detailed instructions 
as to procedure in stripping, overhauling and replacing various 
components can only be followed with any facility in the 
presence of a sample engine or component. ‘There are, it 
is true, numerous excellent illustrations, which enable one 
with a little trouble to elucidate the instructions without any 
detailed knowledge of the engine itself, but the value of the 
book would be increased if the descriptive matter were more 
complete and more detailed. 

To the engineer or mechanic faced with an actual engine 
the book is all that can be desired as a manual, but one 
would suggest that it would be an improvement if it were 
so compiled that a reasonably intelligent reader, unfamiliar 
with the engine, but likely in the future to have occasion to 
deal with it, could gain a somewhat more definite idea of 
what he might have to do before he actually faced the job. 
This may perhaps be asking for too near an approach to per- 
fection, but the manual is so complete in every other respect 
that it seems worth while to make an effort to remedy this 
one omission. 

The book is excellently printed and bound, and is well 
worth the ros. 6d. which is asked for it.—w. H. S. 
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AN AERIAL COAST GUARD.—A Loening Amphibian (400 h.p. inverted Liberty engine), one of three purchased 


by the U.S. Coast Guard for use against smugglers and rum-runners. 


THE U.S. COAST GUARD AIR SERVICE. 

Under the new appropriations authorised by Congress at 
its last session the U.S. Coast Guard has formed an Air 
Service and in the first week of November it took delivery 
of its first aircraft. The need for a Coast Guard air unit 
has been apparent for several years, and since smugglers 
and rum-runners have taken to the air this need has grown 
more imperative. 

The air unit will not be an independent branch of the 
Coast Guard, but will act as an auxiliary to the surface 
units. The aircraft will be under the direction of the com- 
manding officer of the station to which they are attached. 

The equipment chosen by the Coast Guard are Loening 
amphibians (400 h.p. inverted Liberty engines), and except 
for divergencies in equipment are similar to those already 
supplied to the U.S. Navy, Army and Marine Corps. 

The Coast Guard equipment has a much larger wireless 
installation than is supplied as standard. In order to per- 
mit of operation in very rough water and to minimise the 
danger of injury from driftwood, an especially strong and 
thick metal hull bottom has been provided, with over three 
times the thickness than has heretofore been used. 

In addition, the wing-tip floats are protected by special 
skids, not only against possible injury from wreckage, but 
also to enable the aircraft to be brought up onto rocky 
beaches. 

Each machine is equipped with two Lewis guns. 

The aircraft will have a range of 600 miles at 100 m.p.h. 
cruising speed. The Coast Guard Air Service has adopted 
light chrome yellow with black lettering for its aircraft, as 
possessing good visibility and at the same time distinguish- 
ing it from other Service aircraft. 

After the three machines had been tested and accepted 
two were flown to Gloucester, Mass., and the third to Cape 
May, N.J. ‘The Chief Coast Guard Air Station is at Glouces- 
ter, and is commanded by Lieut.-Comm. C. C. Von Paulsen, 
Uo eG. 

Lieut.-Comm. Von. Paulsen has made experiments with a 
special type of reel and life line to be used by the aircraft 
in running a line from wrecks to the shore, where the vessel 
might be too far off shore for the effective use of the older 
mechanism. 


Sane 


SHOWING THE AMERICAN FLAG. 

With the object of showing the flag, which in this case 
means the quality and efficiency of American aircraft and 
pilots, throughout South America, the U.S. Army Air Corps 
has organised a Pan-American Flight, which will leave Kelly 
Field, San Antonio, Texas, on Dec. 15, and after flying 
through every South American Republic will return to Wash- 
ington on Apr. I. 

The flight will consist of five Loening amphibians (400 h.p, 
inverted Liberty engines) and the officer personnel will be 
Major H. A. Dargue, in command; Capts. A. R. McDaniel, 
I. C. Eaker, C. F. Woolsey; 1st Lieuts. B. S. Thompson, 
L. D. Weddington, C. McK. Robinson, M. §. Fairchild, 
E. C. Whitehead, and J. W. Benton. 

The flight will pass through the following republics and 
islands :—Mexico, Guatemala, Salvador, Honduras, Costa 
Rica, Panama, Colombia, Peru, Chili, Argentina, Paraguay, 
Brazil, Frenel: Guiana, Dutcn Guiana, British Guiana, Trini- 
dad, Venezuela, Isle of Grenada, Isle of St. Vincent, Isle of 
Martinique, Virgin Islands, Porto Rico, Dominican Repub- 
lic, Haiti, Cuba, thence to Florida and Washington. 

The total distance to be covered will be 18,524 miles, and 
the cost of the flight is estimated at $54,000. The organisa- 
tion of the flight has been undertaken with the thoroughness 
that characterised the first flight across the Atlantic by the 
U.S. Naval Air Service and the Round-the-World Flight by 
the U.S. Army Air Service. 

For this purpose the flight itinerary has been divided 
into six divisions, and an officer has been detailed to every 
division to precede the flight and to make all necessary 
ground arrangements. At each stopping place, of which 
there are seventy-one, the most suitable landing field or 
water area will be selected and provided with appropriate 
markings. Provision will be made for the supply of fuel 
and for the placing of spares parts at important bases and 
sub-bases. 

MADAGASCAR DIRECT. 

On Noy. 28, Commandant Dagnaux and Sergeant Dufort 
left Le Bourget on a Breguet XIX biplane (600 h.p. Renault 
engine), in an attempt to fly to Madagascar. They were 
forced to land at yon owing to dense fog. Since then they 
have reached Istres. 


TO SHOW THE FLAG.—One of the five Loening Amphibians (400 h.p. inverted Liberty engine) to be used on 
the ‘“‘ Pan-American Flight ’’ to be carried out by the U.S. Army Air Corps between Dec. 15, 1926, and Apr. 1, 1927. 
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*Wheels Nos. 161, 162, 163 and 211 are of stronger type than the other 
Grease gun equipment is % 


wheels for 800 X 150 tyres. 
>w a standard fitting on all wheels. 


THE PALMER TYRE LIMITED, 


Contractors to the Admiralty, the War Office, and the Air Ministry, 


+Wheel No. 169 is fitted with Ball Bearings. 


Telephone :— 
City 1477 (Two Lines). 
(365) 


CANNON STREET, LONDON,. E.C.4. 


PARIS: 31, Rue la Boétie. 
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Tyricord, Cannon, London.” 
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THE FLYING CLUBS. 
The London Aeroplane Club. 


Report for week ending Nov. 28. 

Flying during the past week was confined to Saturday and Sunday. 
Total flying time io hrs. 55 mins. ; 

The following members had instruction :—H. Spooner, Lieut.-Cdr. 
Mackintosh, D. H. P. Esler, E. J. B. King, Miss. Fletcher, T. C. 
Sharwood, J. A. Simson, L. C.. Davey, G. L. Gardner, C. E. Murrell, 
H. Solomon, G. Eady. 

The following members made solo flights:—KE. E. 
H. Petre, C. EH. Murrell, S. ©. Bradshaw, Oy J.. Tapper) G. 
A. R. Ogston, Miss O’Brien, W. Hay, A. G. D. Alderson. 

The following members had joy-rides :—G. F. Wilson, R. C. Presland, 
E. H. Saxon Mills, Miss Johnston. 

Christmas Holidays.—The Club will be closed down during the 
Christmas Holidays, from Thursday, Dec. 23, to Thursday, Dec. 30. 

The late Mr. Michie:—The accident, resulting in the death’ of the 
Ground Engineer, Mr. J. S. M. Michie, and severe injuries to S. L. F. 
St. Barbe, the pilot instructor, came as a great blow to the Club. 

The D.H. Moth G-EBNP was being tested in the ordinary way 
before being handed over to members for solo flying. At the time of 
the flight, 1.15 p.m., very few people were on the aerodrome and it is 
impossible to obtain any reliable information as to what led up to the 
crash. 

Mr. Michie has been the Ground Engineer since the inception of the 
Club. He has carried out all his duties in such a manner as to win 
the admiration of all who came in contact with him. He had the 
implicit confidence of the pilot instructors and all the members and 
his loss to the Club will be keenly felt. 

The injuries to St. Barbe are not’ quite so serious as 
at first and he is now making very good progress. 

The London Aeroplane Club wish to extend their warmest thanks 
to all the Flying Clubs and members who sent messages of sympathy. 
The esteem in which Mr. Michie was held was shown by the large 
number of messages received from all parts of England. To the 
parents of Mr. Michie we extend the deepest sympathy. In their 
great loss it must be a consolation to them to know that their son 
by his unassuming manner and his devotion to his work, was beloved 
by all. 


Stammers, 
H. Craig; 


was thought 


The Lancashire Aero Club. 


Report for week ending Nov. 27. 
The wind having dropped and the rain having stopped, the weather 
has been perfect—if only one could have seen it. Unfortunately, how- 
ever, it has been obscured by a dense fog during the greater part 
of the period. 
Total flying 


time for the weelkz 


20 (its, (55 ImIns., made wap as 

follows :— 
Dual with Messrs. Brown, Cantrill and Scholes:—Messrs. Stern 
10 mins., Blagden 1 hr., Miss Brown 


t hr. 45 mins., Twemlow 1 hr. 
55 mins., Messrs, Nelson 40 mins., Crosthwaite, Forshaw and Fray 
30 mins. each, I.eigh and Wade 25 mins. each, Slater and 
Dickinson 35 each, Moore, McNair, Meads, Gattrell, Anderson 


Keyes, 
mins. 


and Newton 20 mins. each, Davidson and Harper 15 mins. each, 
Michelson 10 mins. 
Solo :-——Messrs Costa 2 hrs. 5 mins., Iacayo rz hr. 5 mins., Good- 


fellow 40 mins., Williams 20 mins., Scholes 20 mins., Hardy 20 mins., 
Cantrill 5 mins. 

** Joy rides :—With Mr. Leeming, Mr. Brown 4o mins., Wood 20 mins. 
With Mr. Scholes, Mr. I.eeming 20 mins., Wood 315 mins. With Sir 
W. S. Brancker, Mr. H. A. Brown 15 mins. With Mr. Goodfellow, Mr. 
Bertram 10 mins., Blagden 10 mins. 

Test flights :—2, hrs. 10 mins. 

Lest Capt. Lamplugh should suspect for a moment that we have been 
flying with a visibility range of less than 500 ft., let us hasten to 
assure him that during misty weather a Scottish member, armed with 
a telescope, is placed on the aerodrome at a distance of sor ft. from 
a half-crown. If this becomes lost to sight the alarm is immediately 
raised and all flying ceases. 

We were very glad to see the Air Ministry representatives on ‘Tues- 
day, when Mr. Goodfellow so overwhelmed them with statistics that 
both the D.C.A. and A.D.C.A. had to take the air after lunch in order 
to clear their minds. 

The only sad part of the show was that Yorkshire claimed them 
for the evening, so that they were unable to stay for the Ciub supper, 
Which one feels they would have enjoyed. It was very well attended 
and completely successful, the guest of honour in the D.C.A.’s absence 
being the Sesqui-Liberian Air Attaché. This gentleman’s striking 
appearance, clad in morning coat, plus fours, dancing pumps and a 
white beaver fully justified the M.C.’s introductory statement to the 
effect that ‘the attaché, ladies and gentlemen, is a bit of a case.” 

The Newcastle-upon-Tyne Aero Club. 

Report for week ending Nov. 21. 

Another dismal report. Total flying during the 
I5 mins. 


week was 2 hrs. 


IX is still under repair and I.Y was only put on service on Satur- 
day, after engine overhaul. A little flying was done on Saturday 
and Sunday morning. Unfortunately, in taking off Mr. Mathews col- 


lided with the boundary fence, damaging the machine rather con- 
siderably 

Mr. R. N.. Thompson flew, with Mr. Wilson as passenger, Mr. 
W. Baxter Ellis with Mr. Turnbull, Mr. C. Thompson with Mrs. 


Heslop, and Mr. 
for half-an-hour. 

Reference the remarks of the Yorkshire Club in last week’s issue. 
We are glad to say that no lady member of this Club has as yet 
done anything approaching 80 hours’ instructional flying. We con- 
gratulate them on beating our ladies’ record of eight hours, which is 
the shortest time a lady has been under instruction before actually 
going solo. We wish their lady members every success, and hope that 
this week’s report confirms the hopes raised last week. 

Report for week ending Nov. 28. 

The only flying for the week was 1 hr. 25 mins., on Sunday. 

Mr. Parkinson was “launched” for 10 mins. on. LX, which has 
recently been under repair for some small details, and put up quite 


H. Eliis, the Club’s newest “A” Pilot, flew alone 


a good show. His flying was considerably better than that usually 
performed by one carrying out a first solo flight (as, of course, it 
ought to be), and he made an excellent landing. He was allowed, 
after this, to carry on instruction, the first flying he had done for 
four and a-half weeks. The members who had instruction were Mr. 
Turnbull and Mr. Rasmussen, who each flew for 30 mins. 

Mr. Irving flew for 15 mins., solo, but the weather was so bad that 
he decided not to stay up any longer, although he is very keen 
to complete the three hours necessary before he does his tests. 

Several games of Badminton and a little work on the Camel com- 
pleted the week’s work. 

There was considerable activity on the engineering side, however, 
in addition to the repairs to LX, as LY was being dismantled prior 
to being returned to its birthplace, Stag Lane, for repairs after the 
crash of last week, though the method employed was rather more 
gentle than the original operation of a week ago. An ironic touch 
is given by the receipt of an account for repairs to the damaged fence, 
but this is not quite such a serious item as that for the repairs to the 
machine will probably be, fortunately. 

The Yorkshire Aeroplane Club. 

Report for week ending Nov. 26. 

Total flying time 9 hrs. 15 mins., as follows:—Solo, 5 hrs. 5 mins.; 
Dual, 4 hrs.; and a 10 mins.’ Test. 

Sunday was quite a busy day and with both machines now in com- 
mission we managed to put in 7 hrs. 20 mins. 

The following members flew solo:—Messrs. Dawson, Lax, 
Norway and Watson. Dual instruction :—Messrs. Brown, 
Little, Mann, Swift, Wilson, and Capt. Beaumont. 

This has been a week of calling. to account and setting our house 
in order. The house, of course, was nothing like in order when the 
Air Ministry’s Committee of Inspection arrived: we are now busily 
thinking of all the things we might have said and wondering if other 
Clubs are in the same plight. : 

We wish to take this opportunity of offering our deepest sympathy 
to the London Club upon their accident.—R. oO. L. 

The Midland Aero Club Ltd. 

Report for week ending Nov. 20. 

Total flying time 2 hrs. 31 mins. 

Very high winds and heavy rain restricted flying. Mr. J. Brinton 
made two solo flights and Mr. H. Smith was given dual instruction. 
The Austin Whippet was flown twice by Mr. McDonough. 

The first Midland Aero Club Dance is being held at the Palace 
Ballroom, Erdington, on Thursday, Dec. 9, from 8 p.m. to 12 p.m. 
Tickets, price 5s. each, may be obtained from the Secretary, 22, Villa 
Road, Handsworth, or from Mr. S. H. Smith, ‘“‘ Windermere,” Orchard 
Road, Erdington, Birmingham. 

Report for week ending Nov. 27. 

Total flying time 7 hrs. 47 mins. 


d / 


Mann, 
Gratwick, 


The following were given dual instruction :—G. V. Perry, A. M. 
Glover, S. H. Smith, C. Fellowes. The following made solo flights :— 
G. V. Perry, J.. Brinton, H. J. Willis, W. Swann, A. M:. Glover, Rea 


Jackson. ‘Test flights 43 mins. 

The Austin Whippet was flown several times by H. J. Willis and 
G. V. Perry, the latter making his first flight on this machine on 
Saturday. 

With the Club Moths and Austin Whippet and the Avros and the 
D.H.9as of No. 605 Bombing Sqdn., R.A.F., in the air, Castle Bromwich 
presents quite a busy appearance. All of which should help to create 
the air sense and revive interest in Aviation. 

The Hampshire Aeroplane Club. 

Report for weck ending Nov. 25. 

Total flying time 8 hrs. Instruction flying 3 hrs. 25 mins. 
senger flying 1 hr. 20 mins. Solo flying 3 hrs. 15 mins. 

The following members had instruction :—Keeping 1 hr., Shepherd 
40 mins., Bound 25 mins., Rumble 20 mins., Nicholson 15 mins., 
Cooper 10 mins., Kerry 10 mins., and the Hon. H. R. Grosvenor 25 mins. 

The joy-riders were :—Miss Fry, Miss Hoare, and Mr. Lawrence. 

The soloists were :—Perfect 55 mins., Lieut. Graham, R.N., 30 mins., 
30wen 20 mins., Rumble 20 mins., Flg. Off. Clarkson 20 mins., Fig. 
Off. Odbert 18 mins., Fry 15 mins., Bound 12 mins., and Nicholson 
5 mins. 

Competition is very keen between several of the soloists who are 
members of the Avro staff, and during the lunch hour each day there 
is a sprint race across to the Club-house to stake claims for. Moths. 
One day last week the Publicity Secretary was disqualified for using 
a bicycle, which was promptly confiscated. He was heard muttering 
something about revenge, and it is a notable coincidence that he 
put one Moth out of action the next day by making a ‘ heayy ” 
landing with consequent damage to the axle and propeller. 

—_—_—_——_——e 


WITH BANJULELE TO BAGHDAD. 

On Nov. 23 Mr. T. N. Stack and his banjulele and Mz. 
B. S. Leete, who are attempting to fly to India on two D.H. 
Moths (80 h.p. Cirrus Mk. II engines), arrived at Marseilles 
from Paris where they had been held up by bad weather, 

They were again held up by unfavourable weather, but on 
Noy. 26 they proceeded to Pisa. The local Marseilles papers 
commented very favourably on the two Moths and also on 
the banjulele! 

On Noy. 29 they arrived at Naples and reported a very 
pleasant journey with courteous help from everyone. 

THE NEXT R.Ae.C. DINNER. 

The next monthly House Dinner of the Royal Aero Club, 
will be held at the Club on Wednesday, Dec. 8, at 7.15. p.m., 
when a discussion will be opened by Mr. C. R. Fairey. The 
Chair will be taken by Lord Thomson. 

MYSTERY AT THE S:B-A:C: 

One gathers that certain firms received a notification that 
a meeting of the S.B.A.C. would be held on Noy. 31. Pos- 
sibly this highly secret day was chosen on which to discuss 
Schneider secrets for 1928. 


Pas- 


DECEMBER 1, 1926 The Aeroplane 687 


a 
x 
%. 
e 
» 
x 
& 
= 


The Westland Widgeon. 


THE WESTLAND WIDGEON 


eee Westland Widgeon is a small Monoplane of sturdy and simple 

construction, fitted with an Armstrong-Siddeley ‘‘ Genet” Engine of a 
nominal 60 H.P., but actually giving over 70 H.P. The machine has 
therefore ample power and can be flown at a comfortable speed with the 
engine well throttled down, which gives a very much longer life to the engine. 


Some Points to Note. 


1. The Machine has a very good take off and can get out of very : . . : 
small spaces without difficulty. : Specification. : 
2. It carries pilot and passenger. The useful load apart from the : : | 
fuel and oil is 380 lbs., which is ample for passenger, pilot and : Leading Weights and Dimensions: 
luggage. : 


3. It has particularly good flying qualities and is very easy to Weight, fully loaded... 1,150 Ibs, 


handle. It can be fitted with dual control. : Weight, light, without 


4. The undercarriage has steel spring shock absorbers and friction : fuel and oil ... GAO al hs: 
dampers to absorb the recoil. : 


5. The petrol is carried in a 12-gallon streamline tank above the Fuel capacity... 12 gallons. } 
top wing, which gives a cruising flight of three hours. The oil : Useful load apart from : 
is carried in a streamline tank on the port side of the fuselage. : : we : 
i Mel; andy Olle a soa 6 rarshl) does : | 
FASTEST MACHINE in the GROSVENOR : Surface ..  .. ... 145 sq. ft. | 
CUP RACE, 1926. Average Speed, 105.5 M.P.H. = Span ee Sey este 8 ists. | 
S Widthyfolded’ .. 4.1. 9 ftY 9 im. 
WESTLAND AIRCRAFT WORKS ; Length .... eu were OUgit. An 
f Petrol consumption ... 20 Miles 
(Branch of Petters Limited) : per gallon. 


YEOVIL. Masao tonk He 4, : 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK. 

Trips per Day.—Monday, 12; Tuesday, 8; Wednesday, 13; Thursday, 
2; Friday, 5; Saturday, 9; Sunday, 6. 
IMPERIAL AIRWAYS LTD. : 

Tondon—Paris; ILondon—Ostend—Brussels—Cologne; London—Rotter- 

dam—Amsterdam : Machines 24, passengers 87, freight 9 tons. 
AIR UNION: 

Paris—London: Machines 13, passengers 17, freight 12} tons. 
K.L.M. : 

Amsterdam—Rotterdam—London: Machines 6, passengers 3, freight 

r ton. 
SABENA : 

Machines 0, passengers 0. 
DEUTSCHE LUFTHANSA AG. : 

Berlin—London: Machines 10, passengers 7. 
PRIVATE: 

Machines 2, passengers o. 

Total number of trips by British Machines, 26, carrying 87 pas: 
sengers. Foreign Machines, 29, carrying 27 passengers. 
Comparative Figures: 

Week ending Nov. 28: 

Machines, 55; Passengers, 114; Crews, 68; Total personnel, 182. 
Corresponding week, 1925: 

Machines, 36; Passengers, 79; Crews, 41; Total personnel, 120. 
Corresponding week, 1924: 

Machines, 75; Passengers, 213; Crews, 98; Total personnel, art. 
Corresponding week, 1923: 

Machines, 15; Passengers, 24; Crews, 23; Total personnel, 47. 
Corresponding week, 1922: 

Machines, 49; Passengers, 120; Crews, 94; Total personnel, 214. 
Corresponding week, 1921: 

Machines, 19; Passengers, 13; Crews, 30; Total personnel, 43. 
Corresponding week, 1920: 

Machines, 39; Passengers, 58; Crews, 45; Total personnel, 103. 


Croydon Notes. 

There is much feverish mental activity at Croydon. Passengers 
arriving by air have noticed the disturbed state of the air near the 
aerodrome. Pilots are seen wearing horn-rimmed spectacles and wet 
towels round their heads. They rush about with satchels on their 
backs as though on the way to school. And what is the cause of 
this studious university air? 

The Air Ministry has decreed that on and after Jan. 1, 1928, every 
aircraft carrying more than 10 passengers for a journey of more than 
too miles must carry a certified 2nd class navigator. 

Therefore there were two courses open to Imperial Airways Ltd. 
They could either engage 2nd class navigators to travel in each 
machine or they could make their pilots pass the necessary examina- 
tions. ‘The latter course is to be adopted. 

Presumably the reasoning was that if a pilot were flying on a 
route he knew well and the clouds were close to the ground, he would 
rather trust in his own judgment and fly by landmarks he knew below 
the clouds than go above the clouds or through them with the 
assistance of all the skilled navigators in the World. If, however, he 
himself were a skilled navigator he would not mind trusting to his 
own judgment and then he would fly above the clouds. For which, 
taking it bye and large once again, one does not blame him. 

But it is rather hard on a man who is doing a whole-time job as 
pilot to expect him to pass an examination in 15 months which often 
takes a man three or four years to pass. And one hears that the 
pilots on the Cairo—Karachi service are expected to pass in about 
six weeks! 

Hence the studious atmosphere of Croydon. One may shortly expect 
the appearance of caps and gowns, followed by the arrival of proctors 
and bull-dogs. Then perhaps Croydon may join in the Boat Race 
next year on the surface. 

A Rohrbach Roland three-engined monoplane arrived at Croydon 
last week. The engines are 230 h.p. B.M.W. This machine is a 
tabloid edition of the Beardmore Invincible now almost completed at 
Dalmuir. This machine will have three 670 h.p. Rolls-Royce Condors 
and it is hoped that it will have a speed of about 145 m.p.h. It will 
be tested in the comparatively near future at Martlesham. 

Talking of Martlesham, some months ago one was made in these 
notes to cast a reflection on the Martlesham staff. This has some- 
what naturally caused a certain amount of annoyance at Martlesham. 
One may say that one said nothing of the sort and that remark was 
interpolated in that curious process known as editing. The Martle- 
sham staff are as efficient a body as one could want. What is wrong 
with Martlesham is the Air Ministry system which causes heart- 
breaking delay with new machines. And this delay is just as heart- 
breaking to the Martlesham pilots as it is to the constructors. 

M. Delage, the well-known Air Union pilot, pulled the legs of 
Imperial Airways’ pilots recently. He walked up to his Goliath with 
a small toy airscrew which he solemnly pinned onto its nose, re- 
marking, ‘“‘ Argosy! I fly now in any weather.” 

The improvement in the aerodrome hotel now that it has passed 
into the hands of Barclay and Perkins is enormous. ‘The cooking is 
good and the food is much cheaper. Things which have been wanted 
for years are now provided. A piano has been put in the lounge and 
there is music and merriment within. There is to be a dance every 
week and a cabaret show is to be imported from London on those 
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occasions. ‘The new company is to be congratulated on attempting 
to make a success of the place, which is already getting back the 
camaraderie of the old days.—G. D, 

Cheap Air Fares to Paris. 

During the Paris Aero Show, to be held between Dec. 3 and 
19 inclusive, Imperial Airways Ltd. have decided to issue 
special rebate tickets to Paris at £8 return, to officials of 
the Air Ministry, members of the Aircraft Industry, and 
serving Officers of the Royal Air Force. 

There is a daily service to Paris which leaves Croydon 
Aerodrome at 12.00, arriving at Le Bourget Aerodrome at 
approximately 2.30 p.m. Cars in connection with this ser- 
vice leave ‘‘ Airways House,’’ Charles Street, Lower Regent 
SHE, SN oak, BNE. Ieee 

Seats must be booked in advance and applications in writ- 
ing should be made direct to the Company at Croydon Aero- 
drome. 

Aerial Triptyques. 

Customs Passes, serving the same purpose as motor-car 
triptyques, but without the triptyques’ chief disadvantage, 
have recently been introduced by the Royal Aero Club for 
the benefit of British aviators abroad and private owners of 
aircraft touring the Continent. 

With motor-car triptyques, a substantial sum of money has 
to be deposited as security before the car can leave its own 
country, but these Customs Passes for aircraft, known as 
‘“ Carnets de Passage en Douanes,” save the aerial tourist 
all this inconvenience. A ‘‘ Carnet,’? procurable from the 
Royal Aero Club at a cost of only £1 11s. 6d., serves as a 
Customs pass on foreign aerodromes, and relieves the holder 
of all troublesome formalities, including the necessity for 
making a cash deposit, as has been required hitherto. 

The ‘‘carnet ”? is in the form of a paper-covered book with 
detachable sheets and counterfoils, and is applicable to bal- 
loons, aeroplanes, seaplanes, amphibians and helicopters. It 
is officially recognised by Great Britain, Belgium, France, 
Italy, Holland, Roumania and Switzerland, and carries the 
guarantee of the Aero Clubs of 25 nations. 

A number of British private owners and taxi-pilots, includ- 
ing all the pilots of Mr. Lowenstein’s private air fleet, have 
been using these carnets for some time past and one of the 
latest applicants was Flt. Lt. Chick, who intends touring the 
South of France during his honeymoon in the Blackburn 
Bluebird. 

Aviation in Kenya. 

The Daily Express correspondent in Nairobi states :— 

Lord Carbéry, who now lives in Kenya Colony as a coffee planter 
under the name of Mr. John Evans Carbery, introduced the first 
private airplane into Kenya to-day. He arrived in Nairobi after 
flying from Nyeri by way of the Rift Valley, a distance of 200 miles, 
in two hours. 

John Evans-Freke, tenth Baron Carbery, flew a little be- 
fore the War 1914-18. He joined the R.N.A.S. early in the 
War, but broke an ankle while in Belgium, and did not fly 
again on active service. He must have taken up aviation 
again recently. 

A Visit to Hamble. 

Certain matters entirely disconnected with the doings 
of A. V. Roe and Co. Ltd. having drawn one to Southampton 
recently, the opportunity of calling upon A. V. Roe and Co. 
Ltd. at Hamble was seized. The Hamble works were found, 
as usual, full of interesting things, most of which unfor- 
tunately it is forbidden publicly to discuss. 

Among those items which presumably may be mentioned 
with impunity the most prominent was the well-known 
Aldershot which was used as a flying test bed for the Napier 
Cub. This is now being fitted with another new engine of 
very high power in order that the engine may be given pre 
liminary flying tests. 

The Avian, of Lympne fame, now equipped with wings of 
considerably reduced span, is another item of interest. It 
appears that Mr. A. V. Roe has recently: received a refresher 
course of dual instruction on this machine at the hands of 
Mr. Bert Hinkler. It is not however his attention to adopt 
this Avian as his private runabout. 

This machine will probably pass into the possession of 
Mr. Hinkler, and Mr. Roe presumably will wait until an 
Avian with an Avro engine is ready. 

Another interesting machine is a Lynx-engined 504 type 
fuselage and undercarriage fitted with a set of thick sym- 
metrical biplane wings of the R.A.F. 30 type. It is said 
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Right from the early experiments in the constructicn of aircraft we have 
been intimately associated with every stage in Aeronautical development. 

Just in the exact degree that Aeronautical Science has advanced—so 
have our Research, Testing and Manufacturing resources kept abreast 
of each new requirement In 

HIGH GRADE STEEL TUBES & TUBULAR 

COMPONENTS for AIRCRAFT CONSTRUCTION. 
A & P Tubes were employed in the earliest machines—they are to-day 
employed in the very /azest. 

All the experience gained in such practical steel-tubular service for 
Aircraft—plus our complete Laboratory and Research Department is at 
the disposal of the Aircraft Industry. 
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that this machine has been found abnormally easy and com- 
fortable to fly, particularly in bumpy weather. ‘This is pre- 
sumably due to the fact that as the wings have a stationary 
C.P. bumps produce no pitching, but merely cause the 
machine to rise and fall bodily. 


A two-seater Auto-Giro with a Viper engine is being If h 

erected and should be ready for flying shortly. you ave not 
There are numerous other aircraft of interest to be seen, 

but these are unmentionable. It is however permissible to 


say that Hamble is now equipped for the production of all- | ordered a New 


metal. aircraft, and that some very interesting examples of 
both H.T. steel and of light alloy construction are now be- 


ing produced. C a r Ee why n O t 
PERSONAL NOTICES. h | 
tet ave your old one 


MICHIE.—Killed in aeroplane accident in London, on Nov. 22, 
John Stuart Merson, eldest son of J. M. Michie, 3, Marchmont Street, 


per ee made like new. | 


CAREBY—WAKELEY.—On Nov. 25, at Jevington, Sussex, Fit. Lt. 
Denis H. Carey, R.A.F., only son of Capt. Walter Carey, C.B.E., R.N., 
and Mrs. Carey, of Melrose, Winchester, to Ferelyth, elder daughter 
of Mr. and Mrs. Seymour Wakeley, The Iimes, Rainham, Kent. 

CHICK—CHARRINGTON.—On Nov. 25, at Felixstowe, Flt. Lt. John 
Stanley Chick, M.C., A.F.C., R.A.F., and Florence Doreen, daughter 
of Mr. F. Charrington, of Felixstowe. 

FAIRWEATHER-SWEENY.—On Nov. 23, at the First Presbyterian 
Church, Londonderry, Flt. Lt. James MacGregor Fairweather, D.F.C., 
R.A.F., elder son of A. M. Fairweather and the late Mrs. Fairweather, 
of Queenstown, S. Africa, and Kathleen Isobel Sweeny, elder daughter 
of the late JT. C. Sweeny and Mrs. Sweeny, of Londonderry. 

ROSLING—ALEXANDER.—On Nov. 18, in Iondon, Edward Geoffrey 
Rosling, late R.A.F., son of Mr. Percy Rosling, of Shortlands, Kent, 
to Genesta Victoria Alexander, youngest daughter of the late Capt. 
Ranald Alexander (Black Watch) and Mrs. Alexander, of Ryde, Isle 
of Wight, and granddaughter of the late General Sir James Alexander, 
C.B., of Westerton, N.B. 

FORTHCOMING MARRIAGES. 

CHISMAN—HARRIS.—The engagement is announced between Mr. 
L. de Ville Chisman, Flg. Off., R.A.F., son of Eng. Rear-Admiral and 
Mrs. Chisman, of Brockenhurst, and Rosamund, daughter of Lieut.- 
Cdr. Harris, O.B.E., R.N.R., and Mrs. Harris, of Lymington 

BIRTHS 
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co BETT.—On Novy. 25, at Farm Hall, Godmanchester, the wife of 

ie, : P. J. Bett, R.A.F.—a son. 

oe CORY TON.—On Nov. 28, at Castle Malwood, New Forest, to Philippa | 

Al (née Hanbury), wife of Sq. Ldr. Ww. A. Coryton, M.V.O:, D.F.Ci—a | 

Md daughter. | 

i Ww McCLOUGHRY.—On Nov. 24, at Shrublands, Sydenham Avenue, | 

je Croydon, to Freda, the wife of Flt. It. EK. J. Kingston McCloughry, | 
D.S.0., D.F.C., R.A.F.—a daughter. : 

y RUSSELI,—On Nov. 22, 1926, at Iittleton, Winchester, the wife of ! 

if Fit. Lt. Arthur IL. Russell—a daughter. 


When ordering your new car take thought for 
the future. You are satisfied with its mechanical | 
worthiness, but what of its appearance? | 

If your 1927 car has the old fashioned paint and | 
varnish finish, you must expect deterioration every 

; time you clean it. | 

Why not have your new car finished so that it 
improves with every cleaning? CERRIC Cellulose 
Lacquer is the modern finish for the modern car, it 
is impervious to mud and grit, while each cleaning | 
actually serves to imorove its brilliant lustre. 


BrownBrothe: 


- Allied Companies — 
THOMSON aso BROWN BROTHERS LtID 
BROWN BROTHERS (istiano) Lt0 


= 


Many up-to-date manufacturers are standardising 
CERRIC in their 1927 models, but if your car has 
not this advantage it can be added at your request. 
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OUR CHALLENGER :—The Armstrong-Whitworth Ajax (Jaguar engine), the only British aerop'ane in the Paris 
Show. The machine is being sold to foreign powers as the Ajax, presumably as defying the lightning of otker air forces, 
but for home consumption it is called the Atlas, probably because it bears the burden of the Military world, as the 
new Army Co-operation type. 


NUMBER ELEVEN wi oerines 
UNEQUALLED FOR AERO ENGINE BEARINGS. FOR EVERY BEARING 
es ae PURPOSE. 


Hoyt Metal Co., Ltd. 


Deodar Road, Putney, 
London, S.W.,15. 
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Bar twisted and hammered cold to show toughness. ” 
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TRAINING 


Ever since Colonel Smith-Barry demonstrated so conclu- 
sively with the Avro 504J. that not only was the Avro a won- 
derful training machine, but that it was possible to train 
pupils to such a degree of proficiency that they could im- 
mediately transfer to fast single-seaters without intermediate 
training on ‘‘ step-up ’”’ types, the Avro has been acknow- 
Jedged te be the ideal military training machine. 


Perhaps no one type of aeroplane has been fitted with 
so many different engines as the Avro, but all the experience 
gained in this way has led to one conclusion—if the qualities 
essential for military training are to be retained, only radial 
or rotary engines are useful. The requirements for a train- 
ing machine are somewhat peculiar. If a pilot competent to 
fly fast scouts is to be produced, he must be trained on a 
machine which has the flying characteristics of a fast scout. 
Experience with the Avro has shown that only rotary or 
radial engines permit the close approximation of the centres 
of gravity and pressure which alone can produce many of 
these essential qualities. 


30th of the latest Avro training machines are therefore 
fitted with engines of these types. The ‘‘ Gosport’ (how 
apt is the name!) is intended for military training, and is 
fitted with the new Monosoupape engine, and the 504N. with 
the Armstrong-Siddeley Lynx is for naval training and can 
be converted easily to take a twin-float undercarriage. 


The Gosport is still at first sight the old familiar Avro, 
but at close quarters a number of modifications are visible. 
Perhaps the most important from a school flying point of 
view is the redesign of the centre section plane. The area 
has been reduced by cutting back the leading and trailing 
edges as far as the main spars, and the top main planes 
have been tapered at the root section. Both the Instructor and 
the pupil have a greatly improved view forward and over- 
head. The ailerons also have been altered. By a skilful 
redesign of the contour the ‘‘ feel’ of the lateral controls 
now corresponds perfectly with the elevators and rudder. 
Moreover, in a turn, there is appreciably less drag on the 
outside aileron than was the case with the old pattern. ‘The 


MANCHESTER and SOUTHAMPTON. 


MACHINES. 


tail skid has been connected with the rudder controls so 
that the machine can be handled on the ground more easily. 

Apart from these visible alterations, however, the machine 
has been very considerably lightened, but so carefully that 
although the weight has been reduced by about a hundred- 
weight, it is still as strong as a training machine should be. 


The Gosport is even more easily manoeuvrable than the 
old 504K.—a sweeping statement to make, but true. Actual 
performance figures are not of great importance in training, 
but the following will be of interest :— 


Topi speed "s08..5. ace cence wet queer 873 miles per hour. 
Wikterbaniven SORE cocoa oc iidense ae 35 miles per hour. 
Climb 670 feet per minute. 


Rane. ja virdcendiveaeaacee naam sn caves iaeev Onmeeder entree 2 hours. 


For naval training the seaplane version is type 5040. and 
can be converted to a landplane (type 504N.). 


The modified centre section plane and ailerons as described 
above are fitted, and in addition, tail trimming gear so that 
the incidence of the tail planes can be adjusted during flight. 
A feature of the sea undercarriage is the great strength 
of the floats, which are boat-built of a double mahogany 
skin on elm frames. The floats are of the single-step type 
with vee bottoms. No tail float is used. 


The land machine has a special Oleo undercarriage. 

This interchangeability from seaplane to landplane is a 
most important factor in naval training, and it can only be 
achieved by using an engine of relatively high power. Not 
only has the seaplane a good power reserve, but it is ad- 
mirably suited for high altitude work, while the reserve of 
power on the landplane is such that the machine can be 
flown quite satisfactorily on one-third throttle. 


The following are the performance figures :— 


Seaplane. Landplane. 
Top speed 92 m.p.h. 95 m.p.h. 
Minimum speed 42 m.p.h. 40 m.p.h. 
Cibbamley 42 2 COOwnt.) Tite 850 ft./min. 
INobaleges So .1 3 Hours. 3 hours. 


AVRO TRAINING SEAPLANE., 
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ae Vv. ROE & CO. LIMITED, 


MANCHESTER and SOUTHAMPTON. 


“AVIAN” 


THE MACHINE FOR THE PRIVATE OWNER. 


Better Performance—Lower Cost than any 
other Light Aeroplane of similar power. 


The Avro Avian is, above all, an efficient aeroplane. A 
feature which contributed towards the very considerable in- 
terest displayed in the Avian at the Light Aeroplane Com- 
petition at Lympne in 1926 was the extraordinarily large 
useful load which could be carried, and the remarkably high 
speed which could be attained while carrying this load. 


It is essentially as a private owner’s machine that the 
Avian has been standardised for production. Numerous 
modifications have been made in the design of the original 
competition machine which would not have been possible 
but for the fundamental excellence of the initial design, per- 
mitting the alteration of wing areas and the incorporation of 
numerous improvements to enhance the comfort and accessi- 
bility of the machine generally. Simplicity of design (so 
that an owner can maintain his machine and keep it air- 
worthy without possessing a great decal of skill or technical 
knowledge), accessibility of the power unit and all work- 
ing parts, robustness of construction, reliability and comfort 
are the first requirements for the private owner’s aeroplane. 
All these points have been foremost in the designer’s mind. 
Add to all these the high speed, the long range and the 
large luggage capacity, all better than in any other light 
aeroplane, and the Avian is, without question, the only aero- 
plane for the airman who flies for his own pleasure. 


The choice of two engines is offered—the Armstrong- 
Siddeley Genet as fitted to the competition machine, but with 
dual ignition, or the A.D.C. Cirrus Mark II, also with dual 
ignition. In both cases the method of installation permits 
easy access for examination and adjustments. The petrol 
system is direct gravity. The oil tank for the Genet engine 
is fitted to the side of the fuselage, where it forms part of 
the fairing. The oil for the Cirrus is contained in the en- 
gine sump. 

A fireproof bulkhead separates the power unit from the 
front cockpit. 


Complete dual controls are fitted. The control column in 
the front cockpit can be removed, and the rudder bar can 
be disconnected and used as a footrest for the passenger. 
Both cockpits are roomy and comfortable for long flights. 
The occupants are well protected from the wind. 

The Avian is easy to fly. It has a good degree of positive 
stability. It is economical. It is safe. It is efficient. 

This machine will shortly be marketed at a very attractive 
figure. 


The following are the performance figures :— 


Ahayoy Syrseal acscouaer 105 m.p.h. Cruising Speed ... 90 m.p.h. 
Tanding Speed ...... AOuMep Lin Ranger yea. caees 4 to 6 hours. 


AVRO: “ AVIAN.”’ 
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THE NAPIER LION. 


The career of the Napier Lion has been particularly long 
and brilliant, and there are as yet, no signs of its glory 
fading. As a matter of fact the year 1926 has proved for 
the Napier Company—so far as actual achievements go—the 
most remarkable in the history of the engine. 

It was in the year 1916 that this famous engine was first 
designed, although, owing to important Government work 
upon which the Company was engaged, it was not until 1918 
that the first engine was actually produced. From the first 
it was seen that the Napier Lion was no ordinary aero-engine. 
Its power for weight, far exceeded any engine of that day. 

Since those early days it has been improved and developed 
to such an extent that to-day it is regarded as the standard 
by which all aero-engines are judged. There is not another 
engine which has been used to such an extent in actual 
service—Royal Air Force, commercial and racing—as the 
Napier Lion. 

The twelve cylinders of the Napier Lion are arranged fan- 
shape in three blocks of four cylinders each. This allows 
of a particularly short crankshaft, stiff and strong, reducing 
vibration, increasing reliability and lessening wear and tear. 

The nominal horsepower is 450, but the service engine— 
5.8 to 1 compression—develops 502 horsepower at maximum 
permissible revs. This gives the engine the remarkable 
weight per horsepower of 1.89 lbs. 

So consistent has been the success of the Napier Lion that 
it is now employed in twenty countries outside Great Britain, 
so that it can rightly be said that its success has reached 
every corner of the World where aviation is known. 


THE POWER PLANT.—A three-quarter rear view of the Napier Lion engine. This power plant has been the 


Its popularity in the British Royal Air Force can be gauged 
by the fact that for the three long-distance Service flights 
carried out in 1926, Napier engines were selected. 

The first was by four Fairey machines, fitted with 450 h.p. 
Napier engines; these machines journeyed from Cairo to Cape 
Town and back to England without any mechanical trouble 
whatever, and the total engine mileage was 56,000. It was 
the first time that a flight of machines had essayed this diffi- 
cult journey. Details of the flight, which makes interesting 
reading, have just been published by the Air Ministry. The 
flight kept to schedule time throughout and had no 
mechanical difficulty. 

The second flight was that carried out by two Supermarine 
Southampton flying-boats, each fitted with two Napier Lion 
engines. These machines started from Plymouth and flew 
to Alexandria and back, a total engine mileage of 27,000. 
Again not the slightest trouble was experienced. 

The third long-distance cruise was with two Vickers Vic- 
toria troop carriers from Cairo to Aden and back, a distance 
of 18,000 engine flying miles, and the same regularity of run- 
ning in performance was achieved. 

Another recent illustration of the great reliability of the 
Napier engine was the Seaplane Competition held in Ger- 
many. ‘The purpose of this was to discover the best German 
comumnercial seaplane, and out of seventeen entrants, only 
three completed the strenuous trials. ‘The Heinkel machine, 
awarded the first prize, was fitted with the only British 
Napier Lion engine in the competition. 

Early in the year another remarkable performance was 


mainstay of the British Air Lines since 1920. 
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Connecting rods of the 450 h.p. Napier Lion engine. 


achieved. Commandante Franco, the famous Spanish air- 
man, flew a Dornier Wal machine, built in Italy and fitted 
with two Napier engines, from Spain to the Argentine, cover- 
ing the distance of 6,259 miles in 59} hours’ flying time. This 
flight was accomplished by a series of long journeys and as 
Commandante Franco said on arrival at Buenos Aires ‘‘ dur- 
ing the whole time the engines gave not the slightest 
trouble.” On this flight the South Atlantic was for the 
first time crossed with a single machine, and a non-stop 
flight of 1,440 miles was made across the open sea. 

In all these flights there was no question of special tuning 
of the engines for such strenuous journeys. In every case 
they were standard engines delivered in the usual way and 
taken from store for the particular flight. Such a series of 
‘no trouble’ flights with standard engines proves what 
high standard of consistent reliability the Napier maintains. 

On commercial service the Napier Lion engine has a wonder- 


ful record. Imperial Airways have twenty engines in use. 
These engines have covered an aggregate of over 2,000,000 
miles, and for the twelve months ending Sept. 30, 1926, a 
total mileage of 566,200 was flown. 

Such a high standard of consistent efficiency as is obtained 
with the Napier Lion is not obtained by chance. ‘Ihe reason 
the Napier Lion predominates in the aero-engine world is 
because of the absolute thoroughness and care taken in its 
construction, from the time the rough material enters the 
Works at Acton to the time the complete engine is delivered 
to the user. 

After every one of the thousands of operations that take 
place in the manufacture of the Napier Lion, it is inspected 
and checked by experienced men, so that as far as is humanly 
possible no defect can escape notice in any engine produced 
by the Napier factory. 

Even when the engine has been finally built and undergone 
a two-hour test, it is then taken down to the very last nut 
and bolt and thoroughly inspected to see how each part has 
withstood the strenuous running to which it has been sub- 
jected. The engine is then rebuilt for a final half-hour test 
before it is delivered. 

Quite apart from the thorough inspection given by the 
Napier people, British Government officials supervise the as- 
sembly of each engine. 

All through their century of existence, the Napier Company 
have been engaged upon engineering of the highest mechani- 
cal order, but there is nothing in their long career that they 
have reason to be more proud of than the production of this, 
the Napier Lion engine, which has done so much to bring 
British aviation to its present high position in the aeronautical 
world 

Below is given a brief specification of this engine :— 


Cylindersinc. 12 in three blocks of four each, one vertical, two 
at 60° 

Bore and stroke de bar cated, i RRO ee ori tae a ie ie 5a 1ns.x5} ins. 

Horse powet....... 450 at 2,000 r.p.m. (normal), b.h.p. at maxi- 


muim permissible revs., 
Specks aie ainsenewy Slat 2. t couteni ace des ccacutt auc 
Oil consumption (average) »......... 9.0235) lby per ‘b-h:p. sour. 
Starter We vctssy Petrol priming system and hand-turning gear. 
ASU AUME CONE akerunG) abaya - Oats ncrerineceneaeREcoe 940 lb. (approx.) 
Weight per horse power developed _............ Under 2 lbs. 
Length overall to centre of airscrew boss ... 4 ft 9 in.(approx.) 
Height overall 3 it, (approx.) 


502, compression ratio 5.8 to 1. 
1,320 Yr.p.m. 


Napier Lion engines after test being completely stripped and inspected. 
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THE FAIREY TYPE IIID LAND OR SEAPLANE. 


THE DEPARTURE.—The four Fairey IIIDs (Napier 
The Fairey Aviation Co. Itd., of Hayes, Middlesex, have 
earned an enviable reputation as the designers and con- 
structors of aeroplanes, seaplanes,  flying-boats and 


amphibians of all types, but of the long series of notable types , 


bearing their name, the Series III convertible land or seaplane 
is generally recognised as a machine of outstanding merit. 
First produced in 1916, this type, merely altered in the lhght 
of post-war experience and fitted with a Napier Lion engine, 
is still the standard three-seater Fleet reconnaissance sea- 
plane of the Royal Air Force; the present Service version 
being known as the type IIID. R.A.F. Units equipped with 
this type are in operation in Hngland, Malta, Hong Kong, 
etc., from shore stations or borne im aircraft carriers. 
Similarly, the Dutch East Indies Naval Air Service, the 
Portuguese Navy and the Swedish Navy possess numbers of 
Fairey II1IDs and the fact that the type is in such wide- 
spread operation under varied conditions of climate demon- 
strates the excellent all-round efficiency of the type. 

Early in 1925 the Air Ministry inaugurated a policy of 
carrying out a number of long-distance flights within the 
Empire to investigate the possibilities of Empire com- 
munication and to demonstrate the mobility of the R.A.F. 

One of the first big flights planned was one from Cairo to 
Cape Town and back to Cairo and then on to England. For 
this flight four Fairey Series IIID land and seaplanes fitted 
with 450 h.p. Napier Lion engines were chosen, to operate 
as land machines between Cairo—Cape Town—Cairo and as 
seaplanes between Cairo and England. 

Wing Commander W. H. Pulford, O.B.B., A.F.C., R.A.F., 
was chosen as the Commander of the flight, the other per- 
sonnel pene Pity tc BG sBinmett Vl Cy ai \V aun. 
Redson, Pe El Mackworth Del: Go Ela pe mens ee 
Flg. Offs. A. A. Jones, W. lL. Payne, Serjt.-Fitter Hartley and 
Serjt.-Rigger Gardiner, R.A.F. i 

This flight left Cairo on Mar. 1 and proceeded via Aswan, 
Atbara, Khartoum, Malakal, Mongala, Kisumu, ‘Tabora, 
Ndola, Broken Hill, Livingstone, Bulawayo, Palapye Roed, 
Pretoria, Johannesburg, Bloemfontein, Beaufort West to Cape 
Town, arriving at the latter place on April 12. The flight 
operated throughout as a complete unit of four machines. 


é cael 


THE ARRIVAL. 


The four Fairey II1I1Ds (Napier Lion engines) arriving at Lee-on-Solent after flying from Cairo 
to Cape Town and back to England. For the last stage, 


Lion engines) just before leaving Cairo for the Cape. 


On their arrival at Cape Town the Secretary of State for Air 
sent the following telegram to Wing Commander Pulford :— 

I congratulate you and those under your command on a most 
meritorious achievement. The arrival of four Service machines from 
Cairo marks a real advance on previous flights by single aircraft. 
I wish you all success on the return journey. The completion of your 
flight will be a convincing demonstration of the increasing mobility 
of the Air Force and the great potentialities on Imperial Defence of 
which, with adequate organisation, this mobility gives promise. 

On April 19 the flight left Cape Town on its return flight 
and on May 27 it arrived back at Cairo according to schedule. 
On May 29 the four machines flew to Aboukir to have the 
land undercarriages replaced by float undercarriages. — 

On June 9 the four machines left Aboukir and flying by 
wav of Sollum, Phaleron, Corfu, Malta, Marseilles, Bordeaux 
and Brest arrived at the R.A.F. station, Lee-on-Solent, om 
June 21. In the stage of the flight from Marseilles to 
Bordeaux the four seaplanes had to undertake an overland 
crossing of 310 miles in the course of which the only possible 
alighting places were small lakes or rivers from which it 
would have been practically impossible to take-off again even 
if a safe alighting had been made. On arrival at Lee-on- 
Solent Wing Commander Pulford received the following 
telegram from Sir Samuel Hoare :— 

I heartily congratulate you and the personnel of the Cape Flight 
under your command on their arrival in this country. The successful 
accomplishment of this flight of 14,000 miles over land and sea with- 
out a hitch by four Service machines is a most creditable achievement, 
and the regularity with which you have been able throughout to 
adhere to your time-table is a striking testimony to the high standard 
of training of the Royal Air Force and the reliability of the Fairey 
machines and Napier engines employed. There could be no more 
convincing demonstration of the desired future of aviation as a mobile 
and economical instrument of Imperial Defence and as a reliable means 
of speeding up communications between this country and the 
Dominions. 

Throughout the flight the machines and engines operated 
faultlessly. This is particularly noteworthy when it is con- 
sidered that they operated under widely differing climatic 
conditions both as land machines and seaplanes. 

Altogether the flight, which is still the longest Service 
cruise, was a triumph for Fairey aircraft. 


from Cairo to Lee-on-Solent, they were used as seaplanes. 
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ON THE TENTH FRENCH AERO SHOW. 


French Aviation is to be congratulated on the ‘Tenth 
Exposition de l’Aéronautique. The exhibits in the Grand 
Palais show a very decided improvement on those of two 
years ago. The workmanship all round is very much better. 
The machines on the whole are much cleaner. And there 
is a distinct tendency to simplify construction. 

Two years ago the Show was full of what can only be 
described as aluminium lacework. Designers seemed to be 
competing with one another in the production of complicated 
and intricate structures in duralumin, alferium and other 
substances of the aluminium alloy family. ‘lo-day, though 
the French constructor seems to be as fond as ever of what 
the late Walter Staner used to call “ electrified dirt,’’ which 
is quite natural considering that France contains large 
deposits of Bauxite and the biggest aluminium industry in 
the World, the Frenchman is at any rate using his aluminium 
products more sensibly. 

Instead of bits and pieces of aluminium channels and 
Us, and Xs, and T's, and Is, he is going more and more for 
Straight aluminium tubes with their ends flattened, or 
trapped, or merely pushed into sockets, and held together 
by nuts and bolts instead of millions of rivets. 

There is also a remarkable advance in French aero-engines. 
The amazing long-distance non-stop records put up by the 
Farman and Lorraine-Dietrich and Hispano-Suiza engines 
have proved that the French are again producing engines 
of the very first class. 

A BRITISH SUCCESS. 

At the same time, we in this country can pride ourselves 

on the fact that for all-round work the French Flying Ser- 


vices, both Military and Naval, have pinned their faith to 
the Jupiter, which seems to have established itself more 
than ever as the World’s premier high-powered radial 
engine. There are certainly more Jupiter engines in the 
Show, and in the new types for the French Services, than 
there are of any other make in the 400 h.p.-500 h.p. class. 
The Bristol Aeroplane Company deserve the thanks of the 
British Aircraft Industry for thus upholding the good name 
of British aeronautical engineering. 
LA TRIOMPHE JUPITER. 

The success of the Bristol Jupiter has evidently touched 
the French Aircraft Industry very much on the raw, for on 
Saturday, December 4, La Liberté, which claims to be 
‘““the most read of the journals of the evening,’’ devoted 
its leading article to an attack on the dominance of the 
Jupiter under the heading ‘“‘ How England controls our Avia- 
tion,’’ and referred to the position as ‘‘La Scandale 
Jupiter.” The paper demands to know whether the French 
Government should systematically encourage an English 
make of engines, whether every English motor put into a 
French avion should pay a commission to England, whether 
the French Government should pay for each of these motors 
twice as much as any foreign Government pays, and whether 
the English firm on which France confers a monopoly should 
profit by it to carry on all over the World a violent campaign 
against the French Industry—and a few other rude 
questions. 

Quite apart from the fact that anything which the Bristol 
Company draws in the way of royalties can only be a very 
small many-placed decimal of a percentage on the amount 


A GENERAL VIEW OF THE SHOW.—In the foreground is an Avimeta float and beyond it the Avimeta 
(Schneider) alferium monoplane designed ‘by Captain Lepére. 


Beside it, with military markings on dark wings, 


is M. Béchéreau’s §.R.A.P. ‘ The small pale machine beyond that is the S.I.M.B. (Bernard), with the little Fiat 


in the centre, inside a stockade, and a Levasseur on the left. 


The Armstrong Ajax had not arrived. 
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of money which the French Government has never attempted 
to pay us in the way of War Debts, there is no doubt that 
the French technical people have deliberately fixed on: the 
best engine that they could find as the result of exhaustive 
tests, and have had it made by the Gnome and Le Rhone 
firm, of which the Gnome section was responsible for the 
fact that the first French aeroplanes ever flew at all, and 
the Le Rhone section was responsible for the best rotary 
engines the World has ever seen. So if anybody ever deserved 
the support of the French Government it is the Gnome-Le 
Rhone Company. 

However, M. Lazare Weiler, the internationally famous 
banker, who is, one believes, the controlling influence in the 
Gnome-Le Rhone Company, is probably perfectly well able 
to fight all the political influences which can be brought up 
against the Jupiter engine in France. 

On the point of British Prestige one would like to draw 
attention to the fact that apart from the Bristol-built Jupiter 
Lucifer and Cherub engines, the only representative of the 
British Aircraft Industry in the Show is the Armstrong- 
Whitworth-Siddeley combination. The» famous armament 
firm is to be congratulated on its energy and initiative in 
appearing at the Grand Palais. 

Unfortunately the Armstrong-Whitworth Ajax two-seater 
was delayed for many days on the French railways, and did 
not arrive in time for the opening day. But the Armstrong- 
Siddeley Jaguar, Lynx, Mongoose and Genet engines made 
a brave show at the opening, in spite of circumstances which 
were overcome by the firm’s personnel in a highly credit- 
able manner, which will be related hereafter in its proper 
place in the description of the firm’s exhibit. 

There is also satisfaction in recording the fact that the 
Lorraine-Dietrich firm, the oldest motor firm in the World, 
shows what is distinctly a Jaguar-like engine. One does 
not pretend to know whether it has been built under license 
to the Armstrong-Siddeley firm. But one imagines that the 
Jaguar is pretty well protected by international patents, so 
perhaps we may have a ‘ Scandale Jaguar’”’ as well as a 
“ Scandale Jupiter.”’ 

AERONAUTICAL “TENDENCIES. 

From the purely aerodynamic point of view there is no 
indication of any particular progress in the Show. As one 
has said, the aeroplanes are better aeroplanes, but there is 
nothing in the way of a novelty. Nevertheless, the Show does 
indicate certain distinct tendencies either among the French 
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ERAL VIEW.—The machines in the foreground are Levasseurs, with the Villiers beyond them, 


designers or among the military and naval people on whom 
they, like our own Aircraft Industry, depend for their 
livelihood. 

The most noticeable tendency is in the direction of parasol 
monoplanes. ‘This, after all, was rather the natural outcome 
of the sesquiplan, or the biplane with the short lower plane, 
which appeared in numbers at the Show of two years ago. 
These parasol machines now range all the way from vast 
reconnaissance and bombing machines, such as the Breguet 
and Potez, in both of which the lower plane hardly counts, 
and the Mureaux and the Avimeta, without any lower plane 
at all, right away down to the little ‘‘ Type Jockey ” Nien- 
port single-seat fighter. 

‘The parasol certainly has the advantage, as a war machine, 
of giving an. absolutely. unrestricted view downwards. And 
with the wing properly placed the pilot can see upwards 
under the leading cdge and over the trailing edge, so that 
there are practically no blind spots. But one cannot believe 
that any parasol can be as manoeuvrable as either a low- 
wing monoplane or a short-span biplane. The main weights 
of the machine are slung underneath the centre of pressure, 
and so the pilot has to control a pendulum as well as the 
ordinary aerodynamic reactions. 

Also one very much doubts whether the parasol can be 
made as aerodynamically efficient as either of the other 
types, if only because of the mass of struts and bracing 
which are necessary to hold a parasol wing to the fuselage. 

The French designers seem-to get their high performance 
out of the parasol by the most careful streamlining of their 
struts, and by cleaning up the outsides of their fuselages 
and cowls and tails till they are as free from parasites as 
a Schneider Trophy winner. When one compares even their 
big grande reconnaissance machines with most of our 
machines, with our external control wires and levers and 
bloaters, and even external gun-brackets and such things, 
one begins to see how the French get their performance, 
Nevertheless one believes that in a ‘‘ dog-fight ’’ a Grebe or 
a Woodcock or a Siskin would get round twice inside the mini- 
mum. circle of most of the French high-speed fighters. 

MILITARY HXIGENCIES. 

This, of course, raises the ever-debatable question of 
whether one prefers manceuvrability to pure speed and 
climb. It is true that the highly manceuvrable machine 
can get out of the way of the high-speed machine by dodg- 
ing, and that if the speed machine does not score with its 
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That which is doing a nose-dive in the background is a Gourdou-Leseurre. 
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first shot it has to go away and begin all over again. But 
it is also true that the high speed machine can alwavs 
attack when the pilot wants to attack and can get away by 
sheer speed if the pilot wants to get away, whereas the 
manoeuvrable machine, although it may dodge, cannot attack 
if the high-speed pilot does not want to fight and cannot get 
away without fighting, even though the fate of an army mav 
depend on the pilot getting home with important inforniation. 

Consideration of the whole question, as raised by the 
French development of these new high-speed pursuit-ships, 
colvinces one more and more of the rightness of one’s 
_belief that the true solution is the development of two dis- 
tinct classes of machines, one the real pursuit-ship, purely 
for purposes of attack, and the other the highly manceuvr- 
able high-altitude fighter. ; 

In fact one is a little bit doubtful whether the high alti- 
tude fighter is really of any particular use at all. It can 
only fight if somebody else goes up to 25,000 feet or so to 
fight it. There is very little use in having a speed of 
150 m.psh. at 25,000 feet, and perhaps 170 m.p.h. at 
10,000 feet, if your enemy’s machines are doing precious 
near 200 m.p.h. at 10,000 feet and never want to go near 
20,000 feet. 

Presumably the idea of the high altitude fighter, or inter- 
ceptor as it is sometimes called, is to sit up high and inter- 
cept enemy bombing machines. But no enemy bomber is 
going to fly at much over 15,000 feet, except perhaps when 
going home in daylight after all its bombs have been 
dropped and most of its petrol has been used. 

Also, according to the French view, nobody except a 
fool Englishman would ever want to go up to 25,000 feet 
to fight, where a man is too weak to work a joy-stick or 
open a throttle without being doped with oxygen. ‘There- 
fore on the whole one believes in the high-speed pursuit- 
ship, such as the French and Americans are developing. 

After that one wants to see a real high-speed single-seat 
Scout, with a speed of at least 250 m.p.h., without any guns 
and carrying only an automatic camera. Such a machine 
will be absolutely necessary in the highly mechanicalised 
mobile war of the future in which quite big fighting forces 
may move 1oo miles or so in a day, with the result that air 
scouts will have to go out 100 miles or more to discover the 
enemy’s movements. 

Such machines ought to be able to do the out-and-home 
trip in an hour, and return with photographic records, ready 
developed, of the enemy’s troop movements. The French 
and the Americans, and the Italians by way of their 
Schneider Trophy machines, are well on the way towards 
such aircraft. We, on the other hand, are still somewhere 
about the mental attitude of 1923. 


THEORY AND PRACTICE. 

Another interesting point about the general tendency of 
French design is that they do not seem to be bothering 
themselves in the least about the long-range nighe-bomber 
type, of which we are so fond in this country. The French 
seem to intend to rely on their big single-engined two- 
seaters or three-seaters for bombardement and grande recon- 
naissance alike. Herein they show their wisdom. 

For years one has preached the doctrine of ‘‘ one man, one 
aeroplane, one bomb,” where the use of really heavy bombs is 
necessary. Obviously it is foolish to go and put half-a-dozen 
‘big bombs into one machine with half-a-dozen or more men 
to protect them with machine guns, when one lucky shot 
by a daring single-seater, or by a well-trained anti-aircraft 
gun crew, would result in the loss of six men and six bombs, 
when for the same amount of money spent in aeroplanes 
and engines one could spread the men and the bombs over 
half-a-dozen different machines which would take just six 
‘times as much destroying. 

Moreover it is particularly idiotic to put all those bombs 
and men into machines which have a cruising speed of 
about 75 m.p.h., so that if they happen to butt into a 
40 m.p.h. head wind on their way to a target 150 or 200 
mules distant, instead of reaching it at dawn, they will only 
‘reach it some time the next afternoon, even allowing that 
they are not already destroyed by defensive aircraft and 
‘guns soon after sunrise and about half-way to their objective. 
, Surely it would be far better to put the same number of 
men and the same weight of bombs into five or six times 
aS many machines, each of which would have approximately 
double the speed of our night-bombers in still air and some- 
‘thing between three and four times their speed against a 
head wind. 
| Also multiple-engined machines seem to be regarded as of 
little use, for if one engine goes dead they can neither get 
to their objective nor to get home. The best they can do is to 
‘reach a decent landing ground, and the logical Frenchman 
is not interested in bothering about that in time of war. 
His view is that it is better to crash a machine than waste 
_jengines. 


: 


THE FRENCH SCHEME. 
_| That appears to be the line along which the French Ser. 
\vice d’Aviation is working. ‘Their avions de bombardement 
. land grande reconnaissance, although they only carry a crew 
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of two, would be very nasty things to attack from the air. 
They all carry five or seven guns, namely twin guns in a 
turret aft, a single gun under the floor of that turret (a la 
Gotha) and either two or four fixed guns in front. 

Machines of such size, big as they are, can fly in close 
formation and can simply blast their way through anything 
which attacks them in front and drive off anything which 
attacks from above or behind or below. And such machines 
are every bit as suitable for night bombing as for day 
bombing. 

Personally one has never been able to fathom the mind 
or acquire the outlook of the people who committed the 
lunacy of first producing our night bomber types. The only 
thing for which one can imagine them to be of any use is 
bombing native tribes who have no way of hitting back. 
And for that job one might just as well use school Avros, 
which would be considerably cheaper. 

ADVICE TO THE AIR STAFF. 

The Royal Air Force undoubtedly has a very great deal to 
learn from the French Service d’Aviation Militaire. One 
strongly recommends that the Air Staff should make a close 
study of the French methods of training their pilots. 

One does not mean such training as is done at our Flying 
Training Schools. Nothing could improve on that. We 
train our pilots, purely as pilots, better than any country 
in the World. We give them more actual flying than does 
any other country. And we undoubtedly have better 
material than any other nation from which to make pilots. 
That is precisely what is going to save us whenever we get 
let in for a war with a first-class Power. It is after leaving 
our training schools and joining squadrons that our system 
of training goes to pieces. 

We shall never have to fight the French, and one never 
regards France as a possible hostile Power—in spite of the 
delightful articles of M. la Commandant le Pallonier in 
L°’Aero-Sports. But when we go to fight Russia and/or 
Japan we shall find ourselves up against a certain number 
of extremely good pilots who have been trained on the 
French system. And then we shall lose quite a lot of good 
men simply because, although our people are certainly better 
pilots, as pilots, they do not get the actual shooting and 
bombing practice that they ought to have, judged, at any 
rate, by French standards. 

While in Paris one had some very interesting conversa- 
tions with people of various and assorted nationalities who 
know just about as much as there is to know of the French 
system. And one has been definitely convinced that the 
French method of gétting pilots and machine gunners and 
bombers, and turning them out_as first-class skilled men at 
their various jobs is quite a distance ahead of ours. 

Therefore one strongly recommends the Air. Staff to study 
the French system and introduce into our own system such 
modifications as are so evidently desirable, based on the 
initial fact that, though our pilots do far more flying than 
the French individually, their fighting and bombing train- 
ing is nothing like so complete either in quality or 
quantity. We do not do enough of either and we do not do 
it in the right way. It is how the French are taught and 
what they are taught which we ought to copy. ; 

The types of machines which are now being evolved in 
France are the result of all this practical experience which 
our people do not get. So our designers as well as our Air 
Staff people will do well to to make a close study of every- 
thing which is to be seen at the Paris Show. 

INTERNATIONALISM. 

The Show certainly is international to a certain extent, as 
already indicated by references to the British exhibits, and 
it is typical of the peculiarly topsy-turvy methods of aviation 
that the smallest manufacturing countries should be _ better 
represented than the bigger ones. The whole of the Czecho- 
Slovak Aircraft Industry is represented and make a very brave 
show. The Aero, the Letov (or Smolik) and the Avia (late 
Milos Bondy and now predominantly Skoda) are there, all with 
machines which compare well with anything in the Show. 
The Walter engines are on view,—their engines for small 
aeroplanes are particularly tempting. Also Breitfeld and 
Danek show some good work in bigger stuff. 

Holland is represented thoroughly adequately by the Fokker 
Company with a striking three-engined passenger machine 
for the Lowenstein Navy, and a very nice two-seat fighter, 
and by our old friend Mr. Frederick Koolhoven, exhibiting 
under his own name and not under that of any firm, who shows 
a two-seat fighter with a Bristol Jupiter engine, which, like 
all his war machines, is a singularly truculent looking weapon. 

The highly successful Italian Aircraft Industry 1s repre- 
sented by one very pretty little Fiat biplane and the magni- 
ficent Fiat and Isotta-Fraschini engines. , ; 

But there is not a single American aeroplane or engine in 
the Show, and the Germans are absent because of the regu- 
lations about the Show being confined to members of the 
League of Nations, though a couple of Mercédés engines are 
shown on the Marabini stand. : 

So far as Civil Aviation is concerned there is nothing very 
exciting to be seen. ‘The three-engined Fokker is certainly 
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the best thing in the show in this direction, and the single- 
engined Farman Jabiru, nicknamed the ventre-d- terre, 1S 
about the next best. But the design of the majority of the 
French civil machines seems to be governed by their adapt- 
ability to war purposes. 

Hither they seem to have been modified from the designs 
of existing war machines or they seem to have been designed 
so that they can be turned into bombers if necessary. The 
only one which seems to offer special attractions to air tourists 
is the Levasseur limousine, which at any rate has nice big 
windows through which to behold the passing panorama. 

Tur Brest THING IN THE SHOW. 

Readers of these netes who are going to the Show during 
the following week should on no account miss the exhibits 
which are stowed away in the gallery at the back of the 
restaurant, directly facing the entrance. Unless one goes 
specially to look for it this section can quite easily be missed, 
and it is really about the best thing in the Show. 

The most important part of it consists of a demonstration 
of what French Civil Aviation is doing. There are wonder- 
ful illuminated scenic models of the country over which the 
different lines fly. There are revolving diagrams of the dis- 
tances covered by different means of transport in the same 
time, which light up photographs of the beauty spots to be 
reached in each instance. There are gorgeous aerial photo- 
graphs of the places served by the various air lines. And 
there are all kinds of attractive and.convincing arguments in 
favour of Civil Aviation 

One only hopes that members of our Department of Civil 
Aviation and of the publicity staff of Imperial Airways will 
go and study this particular exhibit. 

Another fascinationg section demonstrates how Breguet 
machines are built, all the way from the great aluminium 
works in the South of France right up to the mass-assembly 
of Breguet machines on the “ belt’? system, all shown in 
models and not in photographs. 

Then there is another section composed of models of all 
the notable French aeroplanes beginning with the Santos 
Dumont tail-first machine and the Voisin box-kite and the 
Antoinette monoplane and the Breguet ‘‘ coffee-pot ”’ up to 
the very latest things in passenger machines and fighters. 
It is a whole history of French aircraft in its most easilv 
understood form. : 

If only the Air League had the enterprise, and could get 
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the backing of the Aircraft Industry, it could do quite a lot 


in the way of making this country air-minded by ofganising 
an exhibition of precisely this kind, and housing it in one 
of the better-known galleries, such as are commonly de- 
voted to the pictures of so-called Old Masters or modern 
iconoclasts. And after a stay in London it could tour the 
Provinces. In fact it would pay our Aircraft indus to 
organise such a show on its own account. 

SOMETHING TO Copy. 

The Exhibition as.a whole is arranged on the principle of 
uniformity, so that every firm has similar signs and there is 
no competition in meretricious decoration of stands and multi- 
plication of glaring lights such as that with which the Motor 
Trade worries visitors to the Motor Show at Olympia, under 
the misguided impression that such elaboration attracts cus- 
tomers to the stands. 

At the Grand Palais, when one wants to find a certain 
stand, one merely looks up at the signs suspended from the 
roof and one is able to discover the firm one wants without 
delay or annoyance. 

This year the unsightly glass and ironwork of the roof is 
hidden by a most ingenious ceiling cloth which looks like a 
transparent marble tesselated pavement. It has worried the 
unfortunate photographers horribly but it is certainly pleasing 
to those who are not concerned with actinicity. 

The French certainly do know how to arrange a show of 
this kind and if ever we rise to the dignity of having an 
Aero Show in England one only hopes that the organisers 
of it will copy the French show as closely as possible. We 
need not make our show as pretty, but we can certainly make 
it as practical. 

Once again one congratulates French Aviation on its Tenth 
Exposition Aéronautique. It is a splendid example of that 
practical side of the French character which has pulled the 
French nation through so many difficulties ever since the 
Nordic Franks came into Gaul and made a nation out of an 
amorphous mixture of Celts and Mediterraneans. It is an- 
other example of that French quality of which Kipling has 
written :— 

‘Furious in luxury, merciless in toil, 

“Terrible with strength renewed from a tireless soil ; 

“‘ Strictest judge of her own worth, gentlest of man’s mind, 
“ First to face the Truth and last to leave old Truths behind. y 


Mes felicitations, Messieurs les organisateurs.—c. G. G. 


A REVIEW OF THE PARIS SHOW. 


AERO. 

The ‘Aero Works of Prague show their type 11—a neat two- 
seater reconnaissance machine fitted with the Breitfeld Danek 
six-cylinder water-cooled ‘‘ Perun II”’ engine of 240 h.p. 
This has N interplane struts, with cable bracing and an ex- 
treme depth of body aft which is relied upon in place of a 
fin. 

The rear seat is fitted with a gun-ring which at first sight 
would be taken for a Scarff ring. Closer inspection shows 
that although similar in essentials it is of somewhat different 
design in detail, and should be very appreciably lighter. Like 
the other Czecho-Slovakian types it is a very business- 
like looking machine. 

ARMSTRONG: WHITWORTH. 

The two-seater high-performance fighter reconnaissance 
machine fitted with the Armstrong-Siddeley Jaguar of 385/400 
h.p. known as the Ajax may be considered as a two-seater 
development of the well-known Siskin type, and has the same 
large top, and smaller bottom, wing with outwardly-raked 
interplane struts. 


The machine is fitted with a steel fuselage of the standard 
Armstrong-Whitworth type, and wings may be either of the 
all-steel or of normal timber structure. 

The pilot sits behind the wing with his eye level with the 
top centre section, and, thanks to the small chord of the lower 
wing his view in all the more important directions is ex- 
ceptionally good. The observer behind him can see every- 
thing that the pilot cannot see, and has a thoroughly good 
field of fire. 

The overall dimensions of the Ajax are remarkably small 
for a two-seater type, and very particularly so when compared 
to the average French two-seater reconnaissance machine of 
about 400 h.p. As a result the machine has remarkable 
manceuvrability. It has in addition very ample control sur- 
faces, carefully proportioned, and full control is attained right 
down to, and even past, the stall. 

The Jaguar engine is entirely uncowled, and consequently 
very accessible. 

An oleo shock absorber is fitted to the undercarriage, which 
will withstand the most severe type of landing without undue 
stresses being transmitted to the fuselage. 


ALPHABETICALLY FIRST. —The Aero Il (Walter Perun If 240 h.p.). A good Czecho-Slovak machine. 
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A POWERFUL CZECH.—The 


The standard machine has a remarkably good top speed at 
high altitudes and an excellent climb. 

If performance at heights is specially required the super- 
charged Jaguar may be fitted in place of the normal engine. 
Figures for performance when so fitted are not available, 
but must be very markedly better than those given for the 
standard engine. 

The total disposable load capacity of this machine is ap- 
proximately 1,440 lbs. Of this 550 lbs. is normally used for 
tuel, giving a range of 500 miles at cruising speed. About 
260 Ibs. extra load may be carried in emergencies, so that 
despite the small dimensions of the Ajax its load capacity is 
extraordinarily good. 

AVIA. 
The Avia B.H.11. 


This little machine which has earned for itself so excellent 
a reputation all over Europe is certainly the most satisfac- 
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Aero 30 (Lorraine-Dietrich 450 h.p.) 


tory-looking low-powered two-seater of the private owner’s type 
that one has yet met out of England. As is well known, it 
is a low-wing strut-braced monoplane—very like a large 
D.H.53—fitted with a 60 h.p. five-cylinder Walter radial. The 
machine exhibited appears to be a normal production model— 
that is it has not the ‘‘ Show finish ”’ of the majority of the 
French exhibits, but that, if anything, rather enhances the 
impression that here is a sound and robust machine made 
for service rather than for parade. 


The B.H.26. 


A two-seater fighter or reconnaissance machine of the bi- 
plane type. It is fitted with a Jupiter engine, presumably of 
Czecho-Slovakian produce. The wings are fairly heavily 
staggered, have one N-type interplane strut per side, and 
stranded cable bracing. 


Ailerons are fitted on the lower wings only and are fitted 


TWO MORE CZECHS. 


Above, the Avia B.H.26 (formerly Milos Bondy and now mostly Skoda) (Jupiter 420 
h.p.) and below the Avia B.H.11 (Walter 60 h.p.)—both a credit to Messrs. Benes and Haijn. . 
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with balancer planes carried above and ahead of the hinge 
exactly as in certain Avro machines. 

Construction is of the normal timber-framed type with steel 
fittings. These latter are mostly of simple and robust type 
though more welding is used in their production than might 
be approved by our Air Ministry. 

The machine has no fin—but a very deep body aft partly ac- 
counts for this, and the balanced rudder is of reasonable size. 
The tail as a whole looks on the small side to British eyes 
but has not the air of total inadequacy of so many Continental 
tails. 


AVIMETA. 


Avimeta is the new name for the Aircraft Section of the 
great Schneider gun works, to which pertains M. Jacques 
Schneider, the donor of the Schneider Marine Trophy. The 
machine shown is the Type AVM. A.T.8 of the kind known as 
grande reconnaissance. 

The designer is Captain Lepére, who fs famous as having 
designed the Lepére Fighter while lent to the United States 
at the end of the War. This same Lepére Fighter held the 
World’s Height Record for a number of years, though it 
was never put into production by the U.S. Army. 

The AVM. A.T.8 (which has nothing to do with Air Vice- 
Marshals, but stands for Avion Metallique, or something of 
that sort) is another of the popular parasol monoplanes. But 
in this case Capt. Lepére has made one J-shaped strut on each 
side do for his wing bracing, and all the struts of the big 
undercarriage are inside massive metal streamline trousers so 
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General Arrangement of the Aero 30. 


that the whole thing is as free from resistance as may be. 
The engine is a 500 h.p. supercharged Hispano-Suiza with 
a Levasseur-Reed airscrew. 

The whole machine is built of alferium which is an alu- 
minium alloy of the duralumin family. The wing covering 
fuselage covering and the trousers of the undercarriage are 
all of sheet alferium which looks very neat. 

The wings are of curious shape, having a very large chord 
although the main spars are quite close together. In the 
centre section the wing is cut away forward and aft of the 
spars so as to give the crew as good a view as possible. This 
cutting away cannot be good for the efficiency of the wings 
and it may have a curious effect on the tail surface if the 
machine gets into a spin. 

The fuselage is almost symmetrical in side elevation, with 
the result that the top of the fuselage curves downward to 
the tail just about as much as the bottom curves upwards. 
This, of course, brings the tail surface right into the slip- 
stream of the airscrew, but it seems to put it in a bad position 
for the down current from the wings. It strikes one that 
the machine would be better with a flat back and a curved- 
up Lottom. 

Aerodynamically the machine is very reasonably clean, and 
apart from the fact that the rudder attached to the specimen 
at the show is of ridiculously inadequate area, should fly quite 
well. 

On the same stand is an 
carrying seaplane of large size. 
Vee-bottomed type with flat tumble-home sides, and—like 
the machine above mentioned—is more noticeable for the 
excellence of the workmanship displayed than for any out- 
standing novelty in design. 


alferium float for a_ torpedo- 
This is of the single-step 


General Arrangement of the Avia B.H.26. 
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MARCEL BESSON, 

One cannot be quite sure whether M. Besson, who has 
been making flying-boats for years and years, intends his 
great three-engined exhibit to be taken seriously or not. 
The hull seems to be a seaworthy affair, though, not being a 
seafaring person, one’s opinion on that point is worthless. 
But the wing-structure is either a joke or a tragedy. 

The machine is a flying-boat with one enormous semi- 
cantilever wing high above the hull, and a couple of side- 
floats—in the place where wing-tip floats would be in a 
biplane—carried on a_ steel-tubular sub-structure. Three 
Jupiter engines are stuck out in front of the leading-edge of 
the wings. 

The wing is shown in skeleton form, presumably because 
there was no time io cover it. One cannot imagine anyone 
exposing its design wilfully. It is built on three spars of 
ply-wood, the front one being about 3 ft. deep and about 
2 in. thick. The ribs are very slim also. The whole thing 
is so unlike any known type, considered as an engineering 
structure, that one beholder of its masses of thin timber 
remarked that it looked more like an office filing system 
than an’ aeroplane wing 

The great Jupiter engines are carried on structures of thin 
steel tubing-so fragile-looking that it seems that a single 
back-fire would certainly remove the whole edifice. One 
cannot. believe that the machine will ever be asked to fly 
with such a wing. But if it should be asked to do so one 
can only foresee one of two results. Either the wing will 
fold up before it gets off the water, or it will do so imme- 
diately afterwards. The former would be preferable. 

On the ‘‘ Marine ”’ stand, M. Besson shows a small. tractor 


biplane, intended to fold up and go inside a submarine, to 
be produced and flown for scouting purposes as and when 
required... There is nothing-new about the idea. 


The Big Avimeta A.V.M.88. 
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A BLERIOT PASSENGER-CARRIER.—The Bleriot 165 (two Jupiters) to’ carry 16 passengers. 


It was invented by Mr. Pemberton-Billing, then Tjeut. 
R.N.V.R., when he put forward to the Admiralty a perfectly 
workable scheme for bombing Berlin from the Baltic late in 
1914 or early in 1915. Only the P.B. scheme was much better, 
for it included small flying-boats which folded much more 
neatly than does M. Besson’s float biplanes. Unfortunately 
the P.B. scheme was stopped by the Admiralty, on the score 
of ‘‘ humanity,’’ or submarine aeroplanes would by now be 
standard equipment in every self-respecting Navy—if there 
be such a thing. 

Anyhow, the U.S. Navy, which is surprisingly intelligent, 
for a Navy, experimented some years ago with a folding 
float-biplane which stowed in a submarine. It was success- 
ful so far as it went, but one has not heard of any recent 
developments. 


BLERIOT AERONAUTIQUE. 
The Spad 61. 

This—at present the holder of the World’s Height record 
—is a high-altitude fighter fitted with 480 h.p. Lorraine- 
Dietrich engine and a Rateau supercharger. In general form 
it is very lke previous Spad single-seaters, but has. not the 
back-swept upper wing which used to mark these designs. 

It has a beautifully streamlined monocoque fuselage, and, 
unlike many other present-day French machines, the rest 
of its lines are in keeping with those of the body. Alto- 
gether a very business-like little machine. 

The Bleriot 165. 

Of this machine there is only the fuselage to be seen. The 
Bleriot 165 is a twin Jupiter-engined passenger-carrying 
machine, intended to carry 15 passengers. ‘These are accom- 
modated in five rows of three seats abreast, in a cabin 
which is certainly not over-spacious. Perhaps it is for this 
reason that a large and elaborate warm air supply apparatus 
attached below the fuselage is made so much a feature of 
this exhibit. 


The Besson Submarine Seaplane. 
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THE HEIGHT-RECORD-BREAKER.—The Spad 61 
M. Herbemont. 


LOUIS BREGUET. 
The Type XIX. 

The Breguet stan-i is naturally dominated by the famous 
type XIX., which shevld by now be snfficiently familiar te 
need no describing. The place of honour is taken by the 
actual machine flown by Commandant Girier and Lieut. 
Costes from Paris to Jask, on the Persian Gulf, in a non- 
stop flight. 

‘his is not quite a standard XIX. The two cockpits have 
been moved further back in the fuselage, and the whole of 
the section of the body between wings is occupied by fout 
zolossal tanks. ‘Two of these are within the fuselage frame; 
the other two are saddle tanks between the frame and the 
outer fairing. Another small difference is that the space 
between the top wing and the body is completely filled in. 

When the machine took off from Le Bourget the total 
loaded weight was 4,157 kg. (9,161 Ilbs.), composed of 
machine, 1,518 kg. (3,345 lbs.); crew, food, and stores, 
Doom ows 5 elosiceriel, 2,200 koiz (4,868 ~Ibs.); and. oil, 
180 kg. (397 lbs.). The load, therefore, was approximately 
12 times the weight of the empty machine. 

Another machine of the type XEX. was exhibited mounted 
upon duralumin floats—one of them mainly uncovered to show 
the construction. These floats are of the long type, with a 
steep Vee bottom and a domed upper surface, originally 
developed by the American Navy, and show considerably 
greater promise of seaworthiness than previous Breguet 
floats. 

The construction is simple and effective. A central girder 
runs over the whole length from keel to deck. To; this 
girder are attached a number of box section formers, which 
are tied together by a number of light stringers. The 
whole is covered with rivetted-on sheet, which is stiffened 
on the upper surface by longitudinal trough section strips 
rivetted on at about six-inch intervals. 

The Type XXVI. T. 

There is also shown the type XXVI.T. This began life 
as the type XIX.T, and is really a set of type XIX. wings 
attached to a well-fattened up body, within which seats for 
six passengers are fitted. 

Apart from the enlarged fuselage the machine is prac- 
tically identical with the XIX. A Jupiter engine is fitted. 
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THE “AVION DE GRAND RAID.’’—The Breguet 


(L orraine- Dietrich 


Its record, 40,822 


480 


ft. 


h.p. 


TANK CAPACITY.—One 


supercharged) designed by 


of the four tanks in the Breguet 


XIX which was specially built to beat the World’s Non- 


Stop records and has three times flown over 2,500 miles 


without a stop. 


The shortest was from Paris to Basra. 


XIX (Hispano-Suiza 


records, Paris—Omsk and 


Paris—Jask. 


500 


h.p.) 


which set up the 


non-stop 
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THE SAVAGE-BRAMSON ANTI-STALL GEAR, 


As a result of crashes in 1926 seventy-eight deaths occurred 
in the Royal Air Force and two hundred and thirty aero- 
planes were written off charge. 

These figures were given in Parliament by the Secretary 
of State for Air on Nov. 22 of this year. 

It is a fact well known to everyone actively connected with 
flying that the exceedingly high percentage of such crashes, 
officially ascribed to “‘an error of judgment on the part of 
the pilot,’ are really caused by accidental stalls. 


It is needless here to enter into any lengthy argument 
as to whether that official expression is either accurate or 
just to the pilot. Suffice it here to remark that in most such 
cases the pilot has had no opportunity of exercising his judg- 
ment in the matter, having been given no indication what- 
ever that a stall was imminent and having had all his faculties 
concentrated on some urgent or difficult task such as, for 
instance, bringing off a forced landing or finding his way in 
a fog. 


It is, however, physically impossible for him suddenly to 
apply that extra pull without knowing that he is doing so. 
It is clear, therefore, that the warning is of such a kind that 
it cannot possibly fail to reach him; nor can it possibly be 
misunderstood. 


The construction and operation of the Savage-Bramson 
Anti-Stall Gear was fully described in ‘Hr ARROPLANE of 
Aug. 19 and 26, 1925, but, for the benefit of those who did 
not happen to read or file that description a brief outline of 
the gear is given below. 


Figure 1 shows the Stall Detector. It is an aerodynamically 
unstable wind vane held by a bracket which is attached to a 
front interplane strut, or in some other position of minimum 
turbulence. Being unstable the vane has only two possible 
positions, namely, on one or other of the stops which limit its 
angular movement. This angular movement is adjustable, and 
is normally set to about 7 degrees. Normally the vane rests 
on the bottom stop, with the air stream holding it down. 


So yg one Fo eis 


Fig. 1.—The Stall Detector, shown here, is an unstable vane facing the air stream, free 
to move through an angle of about 70°. 


No aeroplane fitted with the Savage-Bramson Anti-Stall 
Gear, which is illustrated here, can stall accidentally. Just 
before the stalling point is reached the gear applies a sudden, 
forward warning force to the joy stick. This force is equiva- 
lent to about 10 to 15 pounds at the pilot’s hand, and should 
he wish to stall the machine in spite of the warning, all he 


needs to do is to increase his pull on the stick by 10 or 15 
Jo 
pounds. 


When the angle of incidence of the wings is increased to 
such an extent that the wind just begins to blow on it from 
below, it flips up to the top stop and there remains till the 
angle of the relative wind is reduced by 7 degrees from the 
angle that moved it over. When on the top stop the de- 
tector holds open a small valve which causes the Warning 
Unit to function. 


It is clear that if the vane is set, for instance, at an angle 


}. 


Fig. 2.—The Warning Unit. 


some fixed part of the fuselage, and to the joy-stick, 
admitting air pressure to the cy 


This is a cylinder, piston and rod, hinged respectively to 


incorporating a pneumatic relay 


linder when the Detector detects an approaching stall. 
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of 14 degrees to the chord of the wings then it will flip up 
to the top stop when the angle of incidence of the 
wings is 14 degrees. If the incidence at which the 
machine stalls is 15 degrees, there will be a margin of one 
degree, and the machine will therefore be under complete 
control when the detector operates, that is, when the warning 
is given. 

Figure 2 shows the Warning Unit. It consists of a cylinder 
and piston, about four inches diameter, to which air pres- 
sure of about 15 lbs. per sq. in. is admitted by a “ pianola ” 
relay valve when the small valve on the detector is opened. 
This pressure is maintained as long as the detector valve is 
open; it is supplied by the windmill pump (shown in figure 3) 
delivering into the air reservoir (also shown). The piston 
rod is attached to the joy stick through a universal joint, 
and the cylinder 1s similarly attached to some fixed part -of 
the fuselage. 

The operation of the gear in flight can hardly be more clearly 
described than by the following extract from a recent official 
test report :— 

The operation of the device was tested in straight flight and in 
various Mmanceuvres, such as loops, steep turns and spins .... The 
device operated successfully and the indication given of an imminent 
stall, i.c., a sharp forward force on the stick, is considered a par- 
ticularly suitable one....It seemed very consistent in action, and 
the indication was positive and of a very convenient nature. At the 
same time, the force applied could be easily overcome by the pilot 
and was not enough to put the nose of the aeroplane down violently. 
It was in fact an effectual warning . In a spin the device aperated 
on the preliminary stall and stayed in operation throughout the spin 
in either direction. In taking off it operates if the aeroplane is taken 
off very tail down ... . The device operated correctly on steeply banked 
turns in either direction ....The detector would be suitable for 
operating any form of warning device, but the particular form of 
indication chosen, that of a push on the stick, is considered very 
suitable, as it starts the pilot off doing the right thing at once. 


The Savage-Bramson Anti-Stall Gear has the following dis- 
tinctive features :— 
1. It does not wait for the pilot to inquire from any instru- 
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ment, or otherwise, whether he is safe. It tells him as soon 
as he is not safe, and it conveys that message to his brain 
via his sense of touch. It does not even require a rapid reflex 
on his part to take correct action; on the contrary, it would 
require a rapid reflex not to do so. 


2. In no circumstances can the Gear interfere in the 
slightest with the pilot’s absolute control of his machine. 


3. As the Gear depends for its functioning upon the stalling 
incidence of the machine, which is a constant for any given 
machine, the same adjustment will be correct’ for all load 
variations whether static (passengers, goods, petrol), or 
dynamic (centrifugal loads in a turn, etc.). 


4. The type of warning given is identical with that em- 
ployed by most flying instructors on dual control machines— 
(a tap on the joy stick) and the presence of the Gear, 
therefore, adds materially to the confidence of pupils both on 
their first solo flights and after. 

5. Should a pilot endeavour to take off with the tail of his 
machine too low the warning will be given even before he has 
left the ground. 

6. The Gear can be installed on any existing aeroplane at 
a low cost, and involves no structural alterations whatever. 

7. The total weight of the Gear for a medium-sized machine 
is about 8 lbs. 

The Savage-Bramson Anti-Stall Gear is patented in all the 
principal countries. These patents cover not only the prin- 
ciples involved but also all important features of design. It 
is manufacture by the British Instrument Company Ltd., of 
Hendon Aerodrome, London, N.W.9, to whom application 
should be made for further particulars and demonstrations. 

In France the Gear is being manufactured under licence 
by Monsieur A. Odier, the well-known constructor and in- 
ventor of the aero-engine starter bearing his name. 

The Anti-Stall Gear is being exhibited in operation at the 
Odier stand at the Paris Aero Show. 


Fig. 3—THE SAVAGE-BRAMSON ANTI-STALL GEAR: Installation Diagram—(l) Wind-mill Air Pump. 
(2) Stall Detector. (3) Pressure Relief Valve and Gauge. (4) Air Reservoir. (5) Warning Unit. (6) Cut-out 
Control. 
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THE NEW BREGUET PASSENGER-CARRIER.—The XXVI.T., a modified XIX with Jupiter engine. It has 
the same wings as the famous Type XIX, but the body is fattened to carry six passengers: and the pilot sits in 
front of the wings as in our De Havilland 34s. 
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4 HOW THE LONG-DISTANCE RECORDS ARE MADE.—The tank arrangement of the Breguet ‘‘ de grand raid.”’ 
“ay Two tanks similar to those shown on the previous page are stowed in the middle of the fuselage, between the 
two saddle-tanks, the right-hand one of which can be seen in the photograph above. 


“PLUS CA CHANGE.’’—The C.104 G.R. Caudron, a t wo-seat fighter and grande-reconnaissance machine with 
Jupiter engine. The serrated trailing edge, familiar to all who knew the old Caudrons of 1912 or so, still persists 
and the general aspect is unmistakably Caudrons. 
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Ite Breguet XIX as a seaplane. The Caudron Fighter, type C.104. 
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CAUDRON. 

The Caudron firm exhibit one novelty—a very pretty little 
two-seater light aeroplane, fitted with the 4o h.p. nine-cylinder 
Salmson air-cooled radial engine, known as the type C.1o09. 
This machine is a parasol monoplane, with rigid strut brac- 
ing from the bottom of the fuselage. 

The one serious criticism to be made of this machine is 
that it is extremely difficult to reach the front seat. There 
are about 15 inches between the top of the fuselage and the 
wing, and the seat is immediately below the wing. It is true 
that the upper surface of the fuselage is removable, but the 
top struts of the fuselage and the back of the seat come to 
within 18 inches of the wing, and the centre section struts 
have about the same distance between their bases and meet 
on the wing centre line. The unfortunate passenger there- 
fore has to enter the pilot’s (rear) cockpit and then climb 
through this 18x 18 inch triangle to reach his place. It may 
be possible to do it, but heavens knows what will happen to 
the passenger in a crash. 

There are two other machines on the stand—all now well- 
known. These are the 39 K.T.2, a training two-seater biplane, 
with the 180 h.p. Hispano-Suiza, and the C.161, a folding- 
wing two-seater biplane intended for the private owner, fitted 
with the six-cylinder 45 h.p. Salmson engine. Both these 
machines are very sound and straightforward products but far 
from exciting. 

DESCAMPS. 

Quite an interesting biplane, or perhaps it should be called 
a sesquiplane, seeing that the lower plane is so small, is 
shown by the Descamps firm. This is the Type 17A.2, an 
observation and grand reconnaissance machine,’”’ with a 
Lorraine-Dietrich engine of 450 h.p. 

Though stowed away under the gallery, the machine strikes 
one at once as having very clean lines. It is a two-seater 
fighter designed for very much the same class of work as 
the famous Breguet XIX, and the makers claim that with 
the same engine, a 450 h.p. geared-down Lorraine, it is some 
20 kilometres an hour faster than the Breguet. 

The upper plane is back-staggered behind the lower. Prob- 
ably, as the lower plane is so small, this will not raise the 
Janding speed in the same way that a backward stagger does 
in a machine of equal span top and bottom. ‘The chief objec- 
tion to the machine that one can see is that the main plane 
is brought down almost on top of the fuselage so that the 
pilot has a bad view forwards, though he can see very well up- 
wards and downwards. 

The chief claim made for the machine is that it is con- 
structed entirely of standard material. The fuselage is of 
ordinary duralumin tubing and all the joints are plain sockets 
and clips held together by standard nuts and bolts. The 
idea is that the machine can be made a mass-production job 
sans outillage, that is to say without what the Americans call 
tooling-up a factory for it. 

This means ease and economy in construction, the pos- 
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A CLEAN FRONT.—The Descamps two-seater (Lorraine-Dietrich 450 h.p.). 


sibility of replacing any part of the machine even more easily 
than in a wooden machine, the use of unskilled, or, at any 
rate, not specially-trained labour, the entire abolition of weld- 
ing and the abolition of all bracing wires. This method of 
construction applies to the wings as much as to the fuselage. 
Certainly the construction is about the simplest thing that 
anybody could imagine. 

The machine evidently has a very good performance, as is 
shown by the official figures of the Section Technique. Witha 
load of 808 kilos, of which 288 was fuel and 520 useful load, 
the machine got off in 106 metres and landed in 182 metres. 
Its maximum speed near the ground was 230 k.p.h. and at 
5,000 metres, which was reached in just under 25 minutes, 
its speed was 196.5 k.p.h. The total weight of the machine 
is 2,045 kilogrammes in flying order. 

DYLE ET BACALAN. 

This firm show the centre section of a huge twin-engine 
machine in which the wing centre section is fattened up to 
an enormous thickness to provide cabin accommodation. 


The Farman ‘* Ventre-a-Terre ’’ or ‘‘ Jabiru.’’ 


GOOD LINES. 
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The Descamps 17A.2 (Lorraine-Dietrich 459 h.p.). 
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Essentially this is a reproduction on a large scale of the 
little De Monge 75 light aeroplane. 

There is actually very little of interest about this mock-up 
which suggests that bridge girders transmuted into dur- 
alumin have conditioned the whole design. 


FARMAN. 
The Farman 160. 
This is really our old friend Goliath equipped with two 
500 h.p. Farman engines and fitted as a night bomber. Only 
the fuselage and centre section of this machine is shown. 


The Farman F.170. 

A passenger carrier derived from the Jabiru, by fitting one 
500 h.p. Farman engine in the nose of the fuselage and re- 
moving the original engines from the lower wing roots which 
were originally provided mainly to accommodate engines. 
The machine is a high-wing monoplane which is braced 
by struts running from the aforementioned wing roots. It 
is a very ugly aeroplane but appears to fly as well as all other 
Farmans. 

FIAT. 

The famous Fiat firm show a simall all-metal single-seat 
biplane, which is as neat a job as are all Italian aeroplane 
and automobile products. The Northern Italian seems to 
preserve the pride of the artist-artisan which produced the 


The Fiat C.R.20 (Fiat A.20 400 h.p.), 


A DUTCH FIGHTER.—The Fokker C.V.D. 


(Hispano-Suiza 450 h.p.). 


renaissance. Bad 
Italy—Musso- 


Italian 
Northern 


marvellous metal-work of the 
workmanship seems impossible in 
lini or no Mussolini. 

Design is another matter, and there are points about the 
Fiat which might cive rise to argument, as, for example, 
the combining of steel and aluminium, which according to 
some authorities is liable to cause electrolytic action and 
consequent corrosion. One German humorist in fact has 
asserted in jest that when steel and aluminium surfaces in 
contact become moist they set up enough electric action to 
cause a glow in a flash-lamp bulb. 

The Fiat wing has sheet-steel box-spars of ingenious 
design. They are made up of two channel sections with the 
edges placed so that they overlap, and are rivetted together 
along the top and bottom of the spar. The bottoms of the 
channels, which thus form the webs of the spars, are punched 
out in triangular holes so that what is left forms a kind of 
Warren girder. The ribs are of aluminium alloy and the 
cross-bracing is steel cable. 

The fuselage is of steel tubing in Warren girder form. 
Over this is a lattice-work of strip duralumin, beautifully 
made, which forms the skeleton for the fabric fairing. Certain 
members of this lattice are thickened into a girder form so 
that they act as vertical struts at the apices of the Warren 
girder triangles, and where they join they are rivetted to 
sheet-steel plates. Being curved to the shape of the fairing 
they cannot have much value as struts, but probably the 
tubes are strong enough without them. The bay of the 
fuselage which forms the cockpit is strengthened by sheet- 
aluminium struts of girder section, also rivetted to steel 
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The Fokker F.VII 3M. (three Armstrong-Siddeley Lynx 
engines 200 h.p. each). 
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The whole thing is beautifully done, with thousands of 
faultless rivets. But one does not like this marrying of 
steel and aluminium, 

Two other points which call for criticism are the radiator, 
which is on top of the nose of the engine-cowling, where it 
seems likely to blanket the airscrew badly, and the _ tail- 
control cables, which after passing over sundry very small 
pulleys (which suggest constant renewal of cables) come 
out of the fuselage in front of the tail-plane where they 
form an air-jam which spoils what would otherwise be a 
very fine streamline. 

Apart from that the machine is admirable in its general 
lines, though, in order to get those lines, the four 
guns (two on top of the engine and one low down 
on either side of the fuselage) are so boxed in that the 
pilot could hardly clear a jam—even by the good old fitting- 
hammer method—and they must break an armourer’s heart 
to replace. The compiler of the American pursuit-ship 
specification would throw fits at several such details. 

Nevertheless, with her 400 h.p. Fiat engine, the machine 
pit have a fine performance, and is probably delightful to 
Vv. 

FOKKER. 
The Fokker C.V. 

The Fokker C.V., the well-known general utility two- 
seater machine, is shown fitted with the type 51 Hispano- 
Suiza (450 h.p.). The machine shown is the property of the 
Dutch Military Air Service and was lent to the Fokker firm 
for the Exhibition. It is fitted with two synchronised guns 
firing forward, and the usual Scarff ring in the observer’s 
cockpit. 

An interchangeable nose, carrying a GnoOme-Rhdéne Jupiter 
may be fitted in place of the Hispano mounting. 

The C.V. is an unequal-winged cantilever biplane, with 
the usual Fokker welded steel tube fuselage and wooden 
wings. The two wings are heavily tapered in plan, and are 
joined towards their outer extremities by V-type struts. Al- 
together the C.V. is a very workmanlike-looking job, and a 
strong contrast to many of its neighbours. 

The Fokker F.VII 3M. 


This now well-known type of machine is here shown fitted 
with three Armstrong-Whitworth Lynx engines—which, one 
understands, gives rather more power and cost rather less 
than the original Wright Whirlwinds used on this type. It 
is not easy to find much to say about this machine—which 
to all intents and purposes is the standard Fokker mono- 
plane known for its excellent service on the K.L).M. services, 
fitted with three engines instead of one. The two wing en- 
gines are suspended below the wing just outboard of the 
vertical undercarriage struts, by a welded steel tube structure, 
and oil tanks are fitted behind the engines and enclosed in a 
neatly streamlined egg. Each engine is fitted with hand 
starting gear. 

As in all Fokkers the fuselage is of welded steel tube, and 
the wing is of timber, ply-wood covered. Pilot and mechanic 
sit side-by-side, with their heads let into the leading edge 
of the wing, and are provided with a very complete system 


of wind shielding. 
HANRIOT. 
The Hanriot H.35. 

A two-seater advanced training machine of the strut-braced 
parasol monoplane type, fitted with the 180 h.p. Hispano- 
Suiza engine. The fuselage, wing spars, and bracing struts 
are of duralumin. 

Dual control, with a declutching gear for the pupil’s con- 
trol is fitted. Altogether a fairly simple and straightforward 
hut entirely unexciting machine. 


ES See 


A PIONEER’S LATEST. 
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The Hanriot H.41. 


This machine is the well-known Hanriot elementary train- 
ing biplane which has been in use with little alteration since 
the end of the War. Its most noticeable characteristic is the 
forest of struts in the undercarriage—which in the standard 
land type is of very wide track fitted with skids, over each 
of which a pair of wheels is slung on rubber shock absorbers 
in the manner usual in the pre-war Farman box-kites. 


The machine is shown both as a land machine, and fitted 
with a pair of box-type floats. In this latter type still more 
struts have been added to the undercarriage. The 80 h.p. 
and 110 h.p. Le Rhone or the 120 h.p. air-cooled Salmson may 
be fitted. 


The Hanriot H.14S. 


This is the land training machine, with the after cockpit 
removed, a long side door arranged in the body aft of the 
pilot’s seat, and fitted with slings so that a wounded man in 
a stretcher may be accommodated. 


KOOLHOVEN. 


The Koolhoven F.K.35. 

The Koolhoven F.K.35 is, one is assured, derived directly 
from the well-known F.K.31 by a process of keeping in the 
good points of the original and carefully eliminating weight in 
detail. From a general external view this derivation is not 
at first apparent. 

The F.K.35 is a low-winged monoplane with a rectangular 
fuselage, fitted with a Jupiter engine. The pilot’s seat is 
over the leading edge of the wing. The top of the fuselage 
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The Hanriot H.35 (Hispano-Suiza 180 h.p.). 
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A CZECH FIGHTER. 


slopes down fairly steeply downwards from this seat, and the 
two Vickers guns are carried above the body line covered by 
little ‘‘ bonnets ’’? which are easily removed for inspection. 
The view from this seat is amazingly good. 

The slope of the body top deck continues back past the 
pilot’s cockpit to that of the observer—who is thus well above 
everything else and can use his gun in all directions. This 
cockpit is fitted with the new Koolhoven mechanical turret— 
by which the gun-ring and gunner may be rotated to any angle 
against any wind force, by a process of winding up a fly- 
wheel by pedalling and letting in a clutch. 

The wing is built in one unit right across the body, and 
is braced by struts down from the fuselage to about one-third 
of the half-span out. The undercarriage Vees are attached 
below these struts, and meet a hinged axle running down 
from the body. The front leg of each V has compression 
tubber shock absorbers and an oleo-damper with one foot of 
travel. 

The wing is of a stable (constant C.P.) section, fitted with 
flaps over the whole span. The wing is entirely ply- 
wood covered and extremely stiff in torsion, and the flaps 
have their C.G. on the hinge axis. Consequently there is no 
likelihood of wing flutter trouble. 

The machine is so arranged that a top wing may be added 
and fittings for the upper wing bracing struts are all in 
position. By making this addition to the surface the machine 
may be made to carry reconnaissance or bombing loads. 

LETOV. 
The Smolik 16. 

The Aircraft Works ‘‘Letov’’ of Prague show two machines. 
The first the Sm.16 is a reconnaissance and day-bombing 
type, fitted with a 450 h.p. Lorraine-Dietrich. The Napier 
Lion, the 500 Hispano, the 480 Renault or the Breitfeld Danek 
500 h.p. engine may be used alternatively on detachable en- 
gine mounts. 

This machine is of metal construction. The body is of 
steel tubing not welded. Details of wing constriction are 
not available, but they are said to be mainly metallic. Ex- 
ternally these are of the equal-winged single-bay biplane type. 

An extremely complicated system of strut bracing is used 
for the wing centre section, presumably with the idea of 
keeping a clear space over the body both for purposes ot 
vision and for access to the Vickers guns. 

The Smolik 18. 
This is a two-seater training and touring biplane with the 
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The Letov (or Smolik) $.16 (Lo rraine-Dietrich 450 h.p.). 


60 h.p. Walter radial. The fuselage is of the rigidly-strutted 
ply-wood box type, with the two seats in tandem. Wings are 
of single-bay type, with N-type struts and duplicated cable 
bracing. 

Complete dual control is fitted, and as the top decking of 
the fuselage is broken over the whole length of the two cock- 
pits, a pupil in the after seat is able to see exactly what the 
pilot in front is doing. This is another very business- 
like looking machine. 


PIERRE LEVASSEUR. 
Two-seater Fighter. 

This enterprising firm exhibit three types of aircraft, all 
of very sound design, and free from freakish features, and 
having a satisfying substantial appearance. 

The smallest is a two-seater fighter fitted with a 500 h.p. 
Hispano-Suiza engine. This is a biplane with wings of nearly 
equal span, but with an upper wing of much greater chord 
than is the lower one. These wings are fitted with one single 
I strut per side and one bay of streamline wire bracing. The 
lift wires are taken from the end of the undercarriage axle. 
Spars are of duralumin. 

The fuselage is of wood, with rigid Warren truss bracing, 
entirely free from metallic fittings except at wing spar, etc., 
joints, and without wire bracing. Pilot and observer are 
both seated behind the wings. 

The undercarriage legs are built up and faired in one piece, 
and no springing, except that of extra large size tyres, is 
provided. 

The tail unit is of considerably more generous area than is 
usually found in French aircraft. 


Three-seater Naval Reconnaissance Type. 


The next largest machine is a three-seater for Naval recon- 
naissance. This is a development of a type shown at the 
last Paris Salon, and is fitted with a waterproof ply-wood 
covered fuselage, wing-tip floats, and an undercarriage which 
may be dropped, so that the machine may safely be “landed” 
on water, and remain afloat. A special airscrew-locking gear 
under the pilot’s control locks the screw in the horizontal 
position when this manceuvre is to be performed. 

The fuselage is of a similar Warren girder construction to 
that used in the two-seater machine, and the whole is ply- 
wood covered. The bottom surface is of V form to reduce 
alighting shocks. 

Folding wings are fitted to facilitate stowage on ship-board. 
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The Levasseur 6 C.2 two-seat fighter (Hispano-Suiza 500). 


The pilot is seated ahead of the wings, a navigator—who 
has also a complete dual control—sits below the centre section 
and an observer-gunner is seated well aft. The machine is 
completely equipped with receiving, transmitting, and. direc- 
tion-finding wireless. 


Six-seater Passenger Carrier. 


The third machine on the stand is a civil transport type— 
a new departure for this firm. This is a single-bay folding- 
wing biplane, having a lower wing slightly smaller than the 
upper, and a fuselage of a cross-section which is distinctly 
large relatively to the other dimensions of the machine. 

This fuselage is of the same rigidly-braced construction as 
is found in the other Levasseur “machines, and provides in 
the interior a cabin space giving very comfortable accommo- 
dation indeed for the six passengers. Incidentally this cabin 
has a larger window space than any other of its size that 
one has yet seen. 

An open cockpit for pilot and navigator is provided ahead of 
the wings, and the nose of the body ahead of the cockpit 
slopes downwards and forwards at a considerable angle, giving 
an excellent view forward. 

The engine fitted is the Gnéme-Rh6éne Jupiter. 


LIORE ET OLIVIER. 
The Le O. H.190. 


A biplane flying boat with a single Jupiter engine of a 
type regularly used on the Antibes-Ajaccio service, also by 
Lieut. Bernard on his recent flight from Etang de Berre to 
Madagascar, 

In the normal transport type six passengers are carriea 
in the extreme bows of the hull in somewhat cramped and 
by no means too well-lighted a cabin. This is apparently 
entered by a small hatch in the deck, and frankly does not 
look easy to escape from in case of a crash. 

The pilot sits right aft of the wings, and apparently can- 
not have a very good view in any direction. 

The engine is carried close up to the centre section of the 
upper wing by three struts on each side, and a further pau 
of struts supports the centre section, making altogether a 
somewhat untidy-looking mass of supports. 

The hull—of three-ply—has a very marked Vee bottom 
and a single, rather deep step. 


Apart from the centre section, the machine is quite clean 
areodynamically, and its record in service suggests that 1t 
is a soundly built affair. 


The Levasseur 7T. six-seat passenger-carrier. 


A WATER: LANDER. —The Levasseur Naval Uetenainincs machine arcana Dietrich 450 h.p.) qed grede to be 
launched from a ship and te alight on water. 
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A NEW DEPARTUE.—The Le0.21, 


The LeO.21. 

This machine, which has recently started to run on the 
Air Union London-Paris service, in some ways reminds one 
of the Farman Goliath. This resemblance is mainly due to 
the cut-off square wing tips, and to the passenger cabin 
divided in two parts by the pilot’s cockpit. 

The LeO.2r is of the normal twin-engine type, with 
engine nacelles on the lower wings. The sample exhibited 
has two Jupiter engines, but the 450 h.p. Lorraine, the 
450 h.p. Hispano-Suiza, or the 480 h.p. Renault engines are 
all interchangeable, each engine mounting being a separate 
unit which attaches to a fixed structure on the wing by four 
bolts. Oil tanks are part of the detachable unit, but fuel 
tanks are apparently on the wing behind a fireproof 
bulkhead. 

There is one undercarriage—a huge streamline trouser 
affair—under each engine. The wheel is sunk into this 
trouser, which is braced to the fuselage and out to the 
wings by streamline wires. 

The wings are of equal span and chord, unstaggered, and 
have two bays of bracing on each side beyond the engine. 
It is said on very good authority that this machine does 
fly quite comfortably with full load on one Jupiter engine. 


The LeO.H.15. 
This is represented only as a large-sized model. It is a 
decidedly taking-looking three-engined flying-boat, fitted 
with three Jupiter engines. These are arranged at the angles 
of an equilateral triangle, the apex of which is on the top- 
centre section, with the other two angles about midway up 
the gap of the wings. 
This machine is a civil transport type for 12 


LOIRE-GOURDOU-LESEURRE., 

This firm shows two pursuit-ships of the parasol type which 
is so popular in France at the moment. One is a bright yellow 
machine with a Jupiter engine and a Levasseur-Reed air- 
screw. It is placed in a position which suggests the last 
moment of a chute mortelle. One hopes that it is not an 
eyil omen. 

The other machine is a kind of khaki green with a 450 h.p. 
Renault and a wooden airscrew. 

There is nothing very remarkable about the machines in 
appearance. The wings are braced by two long streamlined 
struts on each side, one to the front and one to the back spar, 
which struts are themselves connected to one another half- 
way along their Jength by a fore and aft strut and the ends 
of these are again connected to the main spars by short 
struts at right angles to the main struts. And then the whole 
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a twelve-seat passenger-carrier (two Jupiters). 
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thing is cross-braced by wire. So there is about 
strutting in it as if it were a short-span biplane. 
and the fins are also wire braced. 

One imagines that the result is a slower machine than 
might be. The machines have long thin fuselages and com- 
paratively small tail areas which may give a very good con- 
trol but do not seem to promise manceuvrability. 

Like all the French fighters they carry two Vickers guns in 
the cowl and two Darne guns in the centre section. 
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The Gourdou-Leseurre 33 C.1 


(Renault 480 h.p.). 


A COMMERCIAL SEAPLANE., 


The Le9.H.190 (Jupiter) six-passenger flying-boat. 
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THE PIONEER OF THE PARASOL.—The Morane-Saulnier 129 E.T.2 (Hispano-Spiza 180 h.p.). An advanced 
Training machine. MM. Morane and Saulnier were the first to build parasol monoplanes,—in 1913 or so. 


MORANE SAULNIER. 
The Morane 35 E.P.2. 

This is the perpetual parasol monoplane, with piano wire 
bracing and an 80 Le Rhéne engine, which is still used for - 
elementary training in France. It differs little from the 
1914 Morane Parasol, and need not therefore be further 
described. 


The Morane 129 and 132. 


‘These two machines are identical except for their engines, 
and are both of a type suitable for instruction and touring 
purposes. ‘he 129 has an 180 h.p. Hispano-Suiza engine, 
and is used for advanced training in the French military air 
service. The 132 has the 120 h.p. air-cooled Salmson radial. 

Both are parasol monoplanes, with a fairly thick wing and 
rigid strut bracing. Tandem seats with complete dual 
control are fitted, but the user of the rear control has to rely 
on the instruments in the front cockpit. As the machine 


po? used as a single-seater would presumably be flown from the 
ba back seat, this is rather a bad point. 

hod These machines are beautifully finished in all details, as all 
ae Moranes have been from time immemorial, 

ig Their most noteworthy feature is the use of a shock 


ik absorber very similar to that of the standard 504K Avro, 
a which is completely enclosed inside the undercarriage Vee 
struts. ‘hese struts are built of duralumin affairs of the 
Gent trousered type. 
ATELIERS DES MUREAUX,. 
The Ateliers des Mureaux showed at the Grand Palais some 
years ago a Vickers Vimy. This time they have produced 
a machine of their own design, built of aluminium with fabric 
covering. It is a large two-seater parasol monoplane with 
a 500 h.p. Hispano-Suiza and a Levasseur-Reed airscrew. And 
like so many of these parasols it is a mass of struts. 
Including the two wing struts, one to each spar, it has 
| eight struts a side all of massive proportions. The other six 
| go to form a split undercarriage so as to do away with a 
cross axle between the wheels. The arrangement to carry 
the wheels consists of a pair of deep duralumin girders be- 
tween which each individual wheel is slung on rubber 
shock-absorbers. This girder arrangement and the upper half The Morane-Saulnier 132. 


ANOTHER TOURER. 


The Morane-Saulnier 132 (Salmson 120 h.p.). 
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THE LATEST FRENCH SPEED MACHINE.—The Nieuport-Delage 48 C.1 (Hispano-Suiza 400 h.p.) known as 


the ‘‘ Type Jockey,’’—the newest Pursuit Ship of the French Army. 


of the wheel is then covered by a streamline lid rather like 
an elongated dish-cover. 

Presumably by way of making up for the head resistance 
of all these struts all the controls are entirely stowed away 
inside the fuselage and wings so that the machine is ex- 
tremely clean externally. 

On the same stand as the complete machine there is a 
fuselage showing the methods of construction. The whole 
thing is built of plain duralumin tubes with the ends flat- 
tened, or trapped, as we used to call it in the bicycle-making 
trade, the trapped ends being rivetted into sheet aluminium 
lugs. The method is simple and cheap. 


NIEUPORT-ASTRA. 
The Nieuport 42 C.1. 


So far as can be seen this is identical with a machine ex- 
hibited by the same firm at the last Paris Show. It originated 
as a sesquiplan, with a small lower wing enclosing the under- 
carriage axle, and a large top wing supported by Y struts 
running up from the ends of the undercarriage winglet. To 
this has been added a further wing very much tapered in 
plan, running from the bottom of the body and out through 
the Y struts on each side. In fact of course the struts run 
through the wings. 

The fuselage is of the usual beautiful Nieuport monocoque, 
carrying a 500 h.p. Hispano-Suiza engine in the nose. Fin 
and tail plane roots are moulded into the body. 


Undercarriage and wing struts are all of duralumin, built 
up from sheets pressed to form and rivetted. Wings may be 
either of timber or duralumin construction. Fuel tanks are 
carried in the wings, and as with most French military air- 
craft are fitted with jettisoning valves so that tanks may be 
emptied rapidly in an emergency. 

The Nieuport 48 C.1. 

This is a very similar machine, without the added wing of 
the 42 type, and generally of slightly smaller dimensions, and 
fitted with the 4oo h.p. Hispano. It carries a considerably 
heavier wing loading than the 42, but weighs less, and it has 
consequently a considerably higher speed low down, but a 
distinctly inferior climb 

POTEZ. 
The Potez 25A2Z. 

A two-seater reconnaissance and medium bomber, fitted 
with the broad-arrow type 500 h.p. Hispano Suiza. It is of 
the single-bay biplane type, with a fairly heavy stagger and 
an upper wing of greater chord and slightly greater span 
than the lower. 

The machine is mainly of normal timber construction, with 
undercarriage, interplane struts and engine mountings of 
duralumin. 

The engine mounting is detachable and interchangeable 
with mountings to carry either the 450 h.p. Lorraine- 
Dietrich, the 500 h.p. Farman, the 480 h.p. Renault, or the 
inevitable 420 h.p. Jupiter. 


THE SESQUIPLAN.—The Nieuport 42 C.1 (Hispano-Suiza 500 h.p.), a single-seat fighter with better climb and 
j lower speed than the ‘ Jockey.” 
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HERCULES 


THREE ENGINED AIR LINER 
ENGINES: 450 H.P. BRISTOL JUPITERS. 
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‘The ‘HERCULES’ produced to the order 
‘of Imperial Airways Limited for the Cairo— 
Karachi Air Mail Service is an ‘air liner’ in 
every sense of the word. Maximum comfort 
for the passengers combined with really high 
performance and the embodiment of every 
safety precaution render it the finest and 


most up-to-date commercial aircraft in the 
World.’ Vide Press. 


The ‘‘ HERCULES ”’ with full load will take off and climb 
with only twolengines running and with only one engine only 
‘loses height very slowly. 


The fuselage frame is constructed entirely of steel, the 
passenger cabin being mounted internally and insulated with 
sound proof material. 


A large luggage bay is located behind the cabin. 


The cabin can be warmed or cooled by the movement of a 
small lever. 


Sufficient fuel is carried for flights up to 525 miles. 


The auxiliary starter motor is operated from the pilot’s cocxpit. 


A complete wireless transmitting and receiving set is installed. 


op Sheed ... aa 30 m.p,h. a i 
Cisne Specd™ SeRTIOE THE DE HAVILLAND AIRCRAFT 
span ia Seg PAD Gas Nome 
Saee Soe oe 66 ft Oin. GOe | eh) Be 
RET peers ae STAG LANE AERODROME, EDGWARE, 
ebanG level non “AALS MIDDLESEX. 


Telegrams ; Havilland, Edgware. 
Telephone : Collindale 6160-3. 
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POUR LES ECOLES 


EE MOTH. 


DE HAVILLAND 


Moteur: 
SerkRUS”” Mark I 27-60 H.P. 
“CIRRUS” Mark II 30-75 H.P. 


PECIALEMENT | réalisé pour 
remplir les missions de l’entraine- 
ment moderne, le ‘‘*MOTH” est 


éminemment adapté a l’instruction des 
éleves débutants. 


Ses commandes sont aisées et nettes 
et la marche de Il’appareil est telle que, 
apres avoir obtenu leur brevet sur les 
“MOTHS,” les pilotes sont qualifiés, 
avec le minimum de perfectionnement, 
pour le pilotage d’avions de chasse 
légers rapides et d’une grande mania- 
bilité, ainsi que de multimcteurs de 
bombardement ou de grands avions 
de transport. 


Au cours ces derniers dix-huit mois, 
icq MOTHS” ont ivolé plus d’un 
million de kilométres avec un degré 
de régularité et d’économie qui n’a pas 
été atteint jusqu’a présent dans le 
domaine de l’aviation. 


Pour tous renseignements sur les 
caractéristiques, performances et frais 
d’entretien, s’adresser a: 


EE DE HAVILLAND AIRGRAFT CO., 
AERODROME, 


SLAG. LANE 


Cables:—HAVILLAND, EDGWARE. 
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PARA LAS ESCUELAS 


EL “MOTH 


DE HAVILLAND 


Motor: 
STCOLRIK Use” sMarke lb 27-600 Hee, 
pelikk oo. Nark Li s0e(ol Lee, 


STUDIADO especialmente para 

corresponder a las exigencias del 
entrenamiento moderno, el ‘‘ MOTH ” 
esta eminentemente adaptado a la 
instruccion de los alumnos_ princi- 
piantes. 

Sus mandos son faciles y rectos y la 
marcha del aparato es tal que, después 
de haber obtenido sus Certificados con 
los ‘‘ MOTHS,” los pilotos se hallan 
calificados, con el minimo de _per- 
feccionamiento, para el pilotaje de 
aviones de caza lijeros rapidos de gran 
facilidad de manejo, como también de 
los multimotores de bombardeo o de 
los grandes aviones de transporte. 

Durante estos ultimos diez y ocho 
meses, los ‘‘ MOTHS” han volado mas 
de un millon de kilometros con un grado 
de regularidad y de economia no 
conseguido hasta la fecha en el dominio 
de la aviacion. 

Para detalles respecto a_ caracte- 
risticas, performances y gastos de 
entretenimiento, dirijanse a: 


ANB}. 
EDGWARE, ENGLAND. 


Telephone:—COLINDALE 6160. 
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300/335 bp N IMBUS azro ENGINES 


have been supplied to the following : 


qd. BRITISH AIR MINISTRY. 
COMMONWEALTH OF AUSTRALIA. 
UNION OF SOUTH AFRICA. 
IRISH FREE STATE. 


= 


——a aah. 


These engines have also been supplied to 
q. THE DE HAVILLAND AIRCRAFT GOS 


THE AIRCRAFT OPERATING CO,, DED: 
: (For Aerial Survey Work), 
inp ET Geese 


For particulars apply to the Manufacturers : 


A.ID.G. AIRG RAT aie eau: 


REGENT» HOUSE. 


89, KINGSWAY, LONDON, W.C.2. 
Works & Aerodro 


Telephone: 
kegent 6240 
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Aerial view of NADH OF Works, Croydon. 


{UR STOCKS OF AEROPLANES INCLUDE 


AVRO Type. DE HAVILLAND Types. | 4 
A.DC. MARTINSYDE. | 


OUR STOCKS OF ENGINES INCLUDE 


210 hip. “ VIPER.” 240 h.p. “ PUMA.” ht 
27h hips Ri-R. “FALCON,” 300 h.p. HISPANO SUIZA. Wy 
300 h.p. F.LA.T. 30Gin pk Re Ph AGL EVIE? My 
500 hip. ATLANTIC. re 
Piosn.p. LE RHONE. ro) vom Cian Gi 1 

100 h.p. MONOSOUPAPE. 200 h.p. B.R.2. 


In addition to the above we manufacture 


“CIRRUS” * AIRDISCO” “NIMBUS” 
AERO ENGINES. 


For particulars apply to: 


MN JDUC.  SEUUMCRGA IES JE IDB 


KEGEN PE VHOUSE. 
CO me GroONV ALY 3) ae ©IND) CN mee Cros 
yen, Surrey. Cables : 


“Airdisco, London.” 
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Wherever ‘‘ Bristol’? Aeroplanes are used—and they are in service in most parts of the world—their high 


standard of quality is recognised. 


Since ‘‘ Bristol ’’ aircraft were first seen in flight nearly seventeen years 


ago the question of quality has always been kept in the forefront—quality of design, quality of material, 


quality of workmanship 


and it is a rigid adherence to the slogan that ‘‘ nothing but the best is good enough 


for a‘ Bristol’? ’’ that has formed the foundation upon which the very solid reputation of the ‘ Bristol ”’ 


aeroplane is based. 


‘‘ Ship-shape and in Bristol fashion ’’ was the measure by which the old Elizabethan sea- 


dog's judged their craft ;.“‘ The * Bristol’ fashion ”’ is still the standard by which the modern pilot of the air 


adjudges quality in an aircraft. 


Experimental work on a wide basis is continually in progress and the results of these efforts are embodied 
in the ‘‘ Bristol ’’ machines. For some years past, for instance, the Bristol Company have been steadily de- 
veloping their organisation for the construction of all-metal aircraft so that to-day not only have they one of 
the best-equipped departments in the country for this class of work, but they have also developed types of 
all-metal aircraft which have proved after long flying service to be machines of exceptional efficiency. 


The ‘‘ Bristol” Boarhound. 


A good example of ‘ Bristol ’’ all-metal construction is 
the “ Bristol’? Boarhound, an efficient biplane for use as 
a two-seater fighting or reconnaissance machine or as a 
day bomber. The structure is entirely of metal with the 
exception of the fabric covering, and 95 per cent. is of 
steel. Following the general principles which have been 
developed in “‘ Bristol ’’ all-metal machines, the construction 
is such that in the event of small local damage repairs can 
be carried out rapidly by any average mechanic. ‘In the 
event of extensive damage the design is such that, for 
instance, even should a spar be buckled beyond repair, the 
member may be taken out of the wing and replaced with 
very little labour. The fuselage is also constructed of easily 
detachable components. 

Especial attention has been devoted in the “‘ Bristol ”’ 
Boarhound machine to ensuring that both pilot and gunner 
shall have a wide field of view. Dual control is provided 
with tail actuating gear and all moving parts are fitted 
with lubricators. Control surfaces are balanced to give light 
operation at all speeds and ‘“‘ Bristol ’”’-Frise type ailerons, 
which have a very small yawing effect, ‘ensure adequate 
control at stalling speed. The chassis is fitted with oleo legs 
with rubber in compression and the tail skid is of the 
quarter elliptic steel spring type with a torsion bar to pro- 
vide freedom laterally, and a replacable rubbing pad. 
Plenty of space is available for the stowage of a compre- 
hensive military load. The engine is the latest type 
‘‘ Bristol ’? Jupiter Series VI, and this is fitted with a com- 
plete exhaust ring and tail pipes in order that all exhaust 
gases are conveyed beyond the cockpit. Engine cowling 
can be detached very speedily and without the aid of tools, 
whilst a fireproof bulkhead has been fitted. The span of 
the machine is 44 ft. 9 in., length 30 ft. 7 in., and height 
tr ft., whilst the track of the wheels is 6 ft. 6 in. The 
wings have a surface of 464 sq. ft., tail plane 28 sq. ft., 
two elevators 25 sq. ft., rudder 14 sq. ft., and fin 2.2 sq. ft. 
The weights are as follows— 

Weight complete, empty, with Jupiter 
engine and tankage for 102 gallons 


of petrol and g gallons of oil 2,440 Ibs. 
Additional structure to carry all items 
of equipment tee ae 00. 5s 
Fuel and oil—77 gals. petrol ... 586 Ibs. 
7 gals. oil 70 Ibs. 
= isa), OA 
Crew aor S55 Ate ove “50 360 a 
Military Equipment (guns, ammuni- 
tion wights, camera, _ electrical 
equipment, etc.) oe Si? By AVitey 


3,994 lbs. 


As to performance, the machine has a top speed of about 
135 miles per hour and a landing speed in the neighbour- 
hood of 50 miles per hour. The machine climbs at 5,000 
ft. in 43 minutes, to 10,000 ft. in 10 minutes and to 15,000 
ft. in 18 minutes, service ceiling being 21,800 ft. and 


absolute ceiling 23,600 ft. The machine has been found 
easily manceuvrable and quickly responsive to its controls 
and from the pilot’s point of view its flying qualities have 
been very highly appreciated. Both machine and engine 
are of types which can be relied upon to give lengthy service 
without trouble. 


The ‘Bristol’ Lucifer School Machine. 


The ‘“ Bristol ’’ Lucifer School machine has established an 
enviable reputation as the most efficient type of aircraft 
which can be obtained to-day for general instructional pur- 
poses. It is, in the first place, a machine of exceptionally 
simple construction with practically nothing to require at- 
tention. The oleo spring undercarriage has proved itself 
of exceptional efficiency whilst the 120 h.p. “‘ Bristol ” 
Lucifer Series IV engine which is fitted is now very widely 
recognised as the simplest and most reliable engine of its 
power which can be obtained. 


The ‘‘ Bristol ’’ Lucifer School machine is easy to fly, but 
at the samme time it is exceedingly light on the controls and 
has very much the “ feel ”’ of a single-seater scout. As a 
result pupils who receive training on this type of aircraft 
are really turned out as efficient pilots. Experience in 
flying school work has proved that pupils qualify quite as 
quickly on this as on any other type of school machine but 
with the advantage that when moved on to more advanced 
types of fighter aircraft very little dual control instruction 
has been necessary. 


In one flying school in which “ Bristol ’’ Lucifer School 
machines have been used as standard for nearly four years 
there has never been a single forced landing from engine 
trouble nor a mishap of any kind and this despite the fact 
that approximately 600 pupils have received training. The 
machines during this period have required very little atten- 
tion and in point of fact have given service day after day 
throughout the entire period. Equally striking is the ex- 
perience of the Chilean Air Force, who have adopted 
machines of this type for training purposes. A report re- 
cently received from the technical officer in charge of these 
machines touches upon this matter as follows— 


“As far as machines and engines are concerned we 
cannot speak too highly of them. The machines are nice 
to fly, strong, easy to repair and will do everything asked 
of them. The engines seem to be the result of a life- 
time’s study on what is required for a training machine. 
Our people are simply mad over them. We have 
Lucifers working with over 70 hours’ flying without even 
changing aplug. .. Ourconsumption is very low compared 
with the rotaries for the same work. Per hour we are 
using about 20 litres of petrol (20 per cent. benzol) and 
about 2 to one litre of oil.’’ 


In the history of instructional flying it would surely be 
difficult to bring forward two examples of all-round 
efficiency, economy and safety than has been demonstrated 
in these two instances. 


THE BRISTOL AEROPLANE CO. LTD., FILTON, BRISTOL. 


Telephone :—3906 Bristol. 
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THE “ BRISTOL ” BOARHOUND. 
(fitted with the ‘* Bristol ’’ Jupiter Radial Aircooled Engine, 
Series VI). 


THE ‘“ BRISTOL” LUCIFER SCHOOL MACHINE 
(fitted with the ‘‘ Bristol’? Lucifer Aircooled Engine, 
Series IV). 
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WESTLAND 


“WIDGEON” 


This photograph was 
taken during the 
Grosvenor Cup Air 
Race when the 
Westland Wuidgeon 
achteved the fastest 
tyme for the course— 
105.5 m.p.h. and the 
fastest individual 
lap—106.8 m.p.h. 


i la lad (SE Se en 


OR eleven years we have been designing and building 
aeroplanes, and to-day the reputation of Westland 
Aircraft for safety, speed and comfort is world-wide. 


Our designs comprise all types from private single-seaters 
to large twin-engined bombing machines. 


In these days road travel is anything but pleasant. By 
owning a light aeroplane you can recapture the joys 
of travel. We intend to publish shortly particulars of 


Weight, fully loaded... 


Weight, light, without 
fuel and oil 


Fuel Capacity 


Useful load apart from 
fuel and oil 


Surface 

Span es 
Width, folded 
Length 


Petrol consumption .., 


see ee eee ees eee er cere rescns et tesssescesseesses Beeeccessees: 


SPECIFICATION. 
Leading Weights and Dimensions : 


1,150 lbs. 


640 Ibs. 


12 gallons. 


380 Ibs. 

145 sq. ft. 
30 ft. 8 ins, 
g ft. 9 ins. 
20 ft. 5 ins. 


20 Miles per 


‘“‘Widgeon III,” a light passenger Monoplane which will 
be within reach of the man of moderate means. The | 


The specification 
herewith. 


- WESTLAND AIRCRART 


WORKS 


(Branch of Petters Limited), 


YEOVIL, ENGLAND. 


machine folds, and will go 
comfortably into an ordinary 
garage. Widgeon II is illust- 
rated above and is a remark- 
ably successful example of 
modern aircraft construction. 


is given 


——_—$— —— ——— —————  SSSSeSeeSeeeSsSSSSSSSSFSese 


KINDLY MENTION “ THE AEROPLANE ’”? WHEN CORRESPONDING WITH ADVERTISERS. 


DECEMBER 8, 1926 


The Nieuport Sesquiplan 42 C.1, 


Pilot and observer sit in tandem behind the wings very 
close together, as in the majority of French military two- 
seaters, and neither of them seem to have a very good view. 
Otherwise the machine is a thoroughly businesslike affair, 


The Potez 25. 
This is almost identical with the 25A.2, but has the 
observer’s seat a little further back in the fuselage. 


The Potez 28. 

This is another machine of very similar type, form, and 
construction to the 25. It is the type of machine used on 
the non-stop flight from Paris to Basra made by the 
brothers Arrachart. It is exhibited fitted with the 500 h.p. 
Farman engine, but in the raid itself the 480 h.p. Renault 
was used. 

SCHRECK. 
F.B.A.21. H.M.T.6. 

M. Shreck, of F.B.A. fame, shows a flying-boat amphibian 

of the type which won the Grand Prix des Hydravions de 


ww 


THE GRAND RAIDE 


The Potez 25A.2. 


Transport, 1925. It is a single-engined biplane with equal 
wings and a single row of struts on each side of the hull. 

The hull is of the three-ply covered box type, with one 
deep step, and a tail which rises sharply behind the step. 
The amphibian gear is a normal V-type undercarriage hinged 
to the two spars of the lower wing and wound up or down 
by cables. In the down position the Vees lie close along- 
side the hull and are locked by a rotating locking gear pro- 
jecting througly the side of the hull. 

The engine—a 450 h.p. broad-arrow Hispano-Suiza engine— 
is carried in a very carefully streamlined egg by a multi- 
plicity of struts which rather discounts the streamlining of 
the egg. 

Passengers—to the number of four—or goods and mail, are 
carried in the bows of the hull. 

S.E.C.M. 
Amiot. 120 B.N.3. 

A single-engine night bomber, built entirely of duralumin 
except for the covering. The fuselage is of round tubes, and 
all joints are made by stamped duralumin plates, which 
embrace the tubes, and are rivetted together and to the tubes. 

The machine is a large sinyle-bay biplane, with a top 


R.—The Potez 28 (Renault 480 h.p.) used on the Paris—Basra flight, seen here with officers 
of 84 Squadron, R.A.F. 


at Basra. 
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plane of much greater chord and somewhat greater span 
than the bottom. 

The crew are seated well behind the wings, and a large 
space, presumably for bombing gear, is left vacant in the 
section of fuselage between the wings. 

The engine is a Farman of 650 h.p., fitted with flame 
dampers on the exhaust pipes. 

The Amiot Type 150. 


This machine has not yet been built. The portion exhibited 
is the fuselage and centre section in skeleton form. 

The type 150 is to be a three-engined civil monoplane, 
intended to carry fourteen passengers, crew of two, and fuel 
for a range of 1,000 km. (621 miles) at a cruising speed of 
118 m.p.h. 

The fuselage is of rectangular section, with tubular 
longerons. Over the front section the tubes are of steel, 
connected by rectangular transverse frames of pressed steel, 
which are sufficiently stiff to dispense with diagonal bulk- 
head wires, and give a free cabin space. Aft of this section 
duralumin tubes are used both for longerons and struts. 

The wing centre section mounted above the fuselage is of 
very great thickness, and the construction is reminiscent of 
the Junkers methods. There are no spars; instead six large- 
diameter duralumin tubes are arranged, three at the top 
and three at the bottom of the wing profile, and these six 
tubes are tied together, both along the span and across the 
chord by a multiplicity of smaller diameter tubes. 

This spar unit covers but about one-third of the total 
chord, instead of extending from leading to trailing edge, 
and does not inspire undue confidence in its capacity to 
resist torsional deflections. 

Ribs are Warren girders of duralumin tube, apparently 
about £ in. diameter. 

Two soo h.p. Hispano-Suiza engines are mounted in the 
leading edge near each end of the centre section, and a third 
is carried in the nose of the fuselage. 

The wing is to be a pure cantilever of something over 
20 metres span, to carry a loaded weight of over 7 tons. 

S.1.M.B. 

The initials S.I.M.B. stand for Société Industrielle des 

Métaux et du Bois. It used to be known as Ferbois, and 


produced Bernard machines designed by M. Hubert. |The 
present exhibit is a cantilever sesquiplan with a pair of 
torsion-struts joining the end of the lower bit-of-a-plane to 
the main spars. It is derived from the machine which 
holds the World’s Speed Record at 278 m.p.hr. 

It is constructed entirely of wood. The wings are built - 
up of a number of box-sparlets tied together by a three- 
ply covering. The result is pretty, but does not conyince 
one of its strength. And it must be expensive. 


S.R.A.P. 


The simple initials S.R.A.P. stand for La Société pour la 
Reproduction des Avions Prototypes. The chief of the firm 
is M. Béchereau, who, in league with Mr. Frederick Kool- 
hoven, produced the wonderful Deperdussins of 1912-13, one 
of which, in 1913, was the first vehicle in the World to cover 
120 miles in an hour. Since then M. Béchereau has been re- 
sponsible for the early Spads. The machine which is shown 
recalls both the old Deps. and the Spads, but one does not 
like it as well as either of them. 

It is a parasol monoplane with a 500 h.p. Salmson radial 
water-cooled engine with an enormous radiator in the nose, 
and a Levasseur-Reed airscrew. ‘The most remarkable thing 
about it is that, including undercarriage struts and the two 
main wing struts, one to each spar, and the cross-bracing 
struts and the centre-section struts, M. Béchereau has man- 
aged to get in twelve struts a side, making altogether twenty- 
four struts for a monoplane. Again one feels impelled to ask 
why not make a short-span biplane instead ? 

The tail plane looks inadequate, but the fin and rudder 
are almost unbelievable. M. Béchereau’s 1913 designs were 
more adequately provided in this respect. 

There is exhibited upon the stand the body of a passenger- 
carrying machine. This has a fuselage fatter and_tubbier 
than that of the Vickers Vulcan, built more or less’ on 
similar lines to that body—that is, on box rings covered 
with ply-wood—but also very abundantly braced with stream- 
line wires. This body is intended to have heavily back- 
staggered biplane wings, with a section rather reminiscent 
of the DeH.6 ‘ skyhook.”’ 


The Béchereau S.R.A.P. (left) and the Mureaux. 
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VILLIERS. 


Well over a year ago the French technical press announced 
that a firm of the name of F. Villiers, of 12, Rue de Villejust, 
Paris, was developing some aircraft for the French: Govern- 
ment. So far four types have emanated from this firm’s fac- 
tory and all have performed well. ‘Two are shown. 

In view of the neglect of marine aviation in France very 
few firms have chosen to concentrate exclusively on marine 
aircraft and that Villiers should attempt to do so so early in 
their life and that thei~ first four types should have shown 
such promise makes the establishment of the firm of con- 
siderable interest. 

Their first machine, the Villiers C.2.F. is a two-seater avion 
marin and was produced to compete in the Concours des 
Avions Marins organised by the French Navy early in 1925. 
The C.2.F. was adjudged first in this competition, and a pro- 
duction order was placed with the firm for a number of air- 
craft of this type. 

Before describing this machine it may be interesting to 
outline the regulations of the Concours des Avions Marins. 
The regulations called for a two-seater pursuit aeroplane to 
carry four machine guns, two fixed to fire forward and two on 
a movable mounting over the observer’s cockpit, sufficient 
fuel for 24 hours, a useful load of 350 kgs, and to possess a 
top speed of at least 200 km.p.h. at 500 m., a climb to 6,000 m. 
in less than 4o mins., and the manceuvrability of a single- 
seater scout. 

In addition the overall span was limited to 13 m. in order 
to allow for storage in aircraft-carriers and the aircraft were 
to be fitted with gear for deck-landing, watertight fuselages 
to permit alighting in the sea, dropable undercarriages, haul- 
ing and lifting gear, etc. 

The Villiers C.2.F. is a tractor ‘ sesquiplan.’”? The fuse- 
lage is watertight throughout its length and in cross section 
has ‘‘tumble-home ’”’ sides and a Vee bottom. ‘The frame- 
work (that is, formers, strakes, and keel) are of ash, with 
birch plywood covering. 


The engine, either the 500 h.p. Hispano-Suiza or the 450 h.p. 
Lorraine-Dietrich, is mounted on a steel-tube framework and 
the whole is completely encowled. 

The main planes are of normal wood and fabric construc- 
tion. The top plane, which is flat, is mounted on an inverted 
Vee cabane, very high above the fuselage. The bottom planes 
are fitted half-way up the sides of the fuselage along the line 
of flotation and are equipped with two small wing-tip floats 
at the tips, Long narrow ailerons are fitted to the top plane 
only. 

Two strut-type Lamblin radiators are mounted on the lead- 
ing edge of the bottom planes close in to the fuselage. 

The undercarriage consists of two steel-tube Vees, which 
are braced transversely by two further tube Vees, and the 
whole is dropable for alighting in the sea. 

The tail unit is quite normal. 

In the Concours des Avions Marins the C.2.F. put up the 
following official performances :— 

Climb to 6,000 m., 28 mins. 38 secs. with civilian pilot and 
28 mins. 49 secs. with naval test pilot; maximum speed, 214 
km.p.h, with civil pilot and 212 km.p.h. with naval pilot - 
minimum speed, 82 km.p.h.; speed range, 130 km.p.h. 

The result shown by flight-test proved that this machine 
possessed all the qualities of flight, manceuvrability and per- 
formance of the corresponding type of land machine, and 
that in cases of emergency, when fighting over the sea, the 
undercarriage can be dropped, thus giving a considerable 
gain in performance. 

The second machine known as the type V appears as a 
two-seat night fighter, but is derived from a float seaplane 
originally produced for the French Navy. 

It is a sesquiplan whose lower wing is of very respectable 
span but very small chord, with one I-type interplane strut 
on each side, a very clean oval-section body and an under- 
carriage with the Vees on each side faired into one single 
streamline. 
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A POPULAR FIGHTER.—The Wibault 7 C.1 (Jupiter). 


The body is of three-ply and the wings of normal timber 
construction, and a removable duralumin engine mounting is 
provided, presumably in order that alternative engines may 
be interchanged. 


The military equipment includes two synchronised Vickers 
guns firing forward, twin Lewis guns on a Scarff ring aft, 
lighting equipment, electric heating for crew and guns, lanc- 
ing lights, bomb gears and sending and receiving wireless— 
a total military load of over 1,000 Ibs. 


The engine normally fitted is the 450 h.p. Lorraine- 
Dietrich, cooled by Lamblin radiators attached to the lower 
surface of the body. Petrol is pumped to the carburettors 
from tanks in the bottom of the fuselage which are fitted with 
release gears so that they may be dropped bodily. 


WIBAULT. 
The type 7 C.1. 

On the stand of the Aviation Militaire there is exhibited 
a specimen of the Wibault 7C.r1 single-seat fighter, with the 
Gnéme-Rhéne Jupiter engine. Except for the use of 
this brand of Jupiter instead of the Bristol Jupiter VI, this 
machine is identical with that built by Vickers, Ltd., and 
described in THE AEROPLANE a few months back. 

It is a rigid strut-braced monoplane, built of duralumin 
except for the use of steel for struts and main fittings. Both 
body and wings are sheet duralumin covered, and in the 
case of the wings the skin is an essential stress carrying 
member. The body has a complete framing which does not 
depend entirely upon the skin, though this latter does con- 
tribute very materially to the strength of the whole. 

The undercarriage is of the oleo type (licence Vickers). 


DOMINATING THE SHOW.—The Penhoet Monoplane Flying-Boat (five Jupiters), which, except for the Fairy, 
Titania and Atalanta, is the biggest seaplane in the World. It is too big for the Grand Palais, but a photograph 
of it of ‘‘ grandeur naturelle ’’ dominates the Show from a position over the entrance. 


THE R.A.C. MONTHLY HOUSE DINNER. 

The Monthly House Dinner of the Royal Aero Club, fixed 
for Wednesday of this week, Dec. 8, has been postponed 
until next Wednesday, Dec. 15. 

The subject for discussion will be ‘‘ Airships,” opened by 
Mr. Griffith Brewer. Lord Thomson will be in the chair, 
and Admiral Murray Sueter, M.P:, Lieut.-Col. J. T. C. Moore- 
Brabazon, M.P,, Group Captain Fellowes, R.A.F., and 
Major Scott have all promised to be present. 

Members wishing to be there are asked to let the Secre- 
tary know as soon as possible, as the number of seats is 
limited to 60. 

THE AERONAUTICAL ENGINEERS. 

The next meeting of the Institution of Aeronautical 
Hngineers will take place on Thursday, Dec. 9, at 6.30 (Orgies 
at the, Junior Institution of Engineers, 39, Victoria Street, 
S.W.1. 

Captain F. Entwistle, B.Sc., who is in charge of the Avia- 
tion Department of the Meteorological Office, will read a 
paper on “‘ Wind Structure in Relation to Air Navigation,” 
and the chair will be taken by Mr. W. L.. Cowley, A.R:C.Sc., 
D.I.C., a member of the Council of the Institution, who is 
on the staff of the Aerodynamics Department of the National 
Physical Laboratory. 

Capt. Entwistle, who by his good work during the glid- 
ing meeting at Itford in 1922 earned the nickname of ‘ the 
gust-guesser,’’ is well worth hearing, so his audience should 
be large. 


THE ROYAL AERONAUTICAL SOCIETY. 


The last lecture of the first half of the Sixty-Second Session will 
be held on Thursday, Dec. 16, at 6.30 p.m., at the Royal Society of 
Arts, John Street, Adelphi, W.C.2, when Wing Cdr. C. Breese, A.F.C., 
of the Technical Training Section of the School of Technical ‘Training 
(Apprentices), at Halton, will read a paper on ‘fhe Training of 
Aircraft Apprentices.”” Col. the Master of Sempill, A.F.C., A.F.R.Ae.S., 
Chairman of the Society, will preside. 


COMMERCIAL AVIATION IN INDIA. 


The Delhi correspondent of The Morning Post in a mes- 
sage dated Nov. 30 states :— 

A memorandum of the Indian Air Board, published yesterday, urges 
a more forward policy in air navigation. ‘The Board sees a danger of 
the whole aerial transportation in India falling into the hands of 
foreign firms. The Indian Government must subsidise commercial 
air services. 

A beginning must be made with a Calcutta—Rangoon service, which 
offers the best hope of success. Companies tendering for this serf- 
vice must fulfil the conditions of being registered in India with rupee 
capital and of being prepared to afford facilities for the training and 
employment of Indians, and the Government should for its part con- 
struct a base and charge a housing fee. 


CZECHOSLOVAK AIR TRANSPORT. 
The Times of Dec. 2 states :— 
A Czechoslovak Air Transport Company has been formed in Prague 
with a capital of 8,000,000 crowns [about £50,000]. It will operate 


international air lines, the first of which will be on the route ‘Téplitz— 
Prague—Briinn—Bratislava—Zagreb—Trieste. 
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AIRCRAFT LITUCE AL 


Axccessories and Armament 


of all descriptions. 
TWO EXAMPLES OF ROYAL AIR FORCE TYPES. 


AIRCRAFT | \ICKERS'\V/1 RGINIA” 


(TWIN 450 H.PNAPIER “LION” ENGINES) | 


f Home Squadrons foe prnernt)} 


AMBULANCES. AMMUNITION. 
AMPHIBIANS. BOMBS & GEAR 
BOMBERS. CAMERA, AIR 
COMMERCIAL (EAGLE) 
CRAFT. DAVIS NAVIGATION 
FREIGHT LIGHTS. 
CARRIERS. GUNS, BELT & 
FIGHTER- a Hee eee eS DRUM FEED. 
RECONNAISSANCE Length Overall...50-7". Span(Spread)....86-6” Unladen Weight....900 Ibs, GUN CAMERAS 
TWO-SEATERS. Height Overall....17-37 Span(Folded)....44-3” Useful Load..........6,850 lbs (HYTHE MK.IL) 
pare Full Speed...1O8mph. Minimum Speed...46m. nie N 
FORESTRY PATROL | = i i liicecione. 
FRE Ficiers. | VICKERS “VICTORIA” - | oLEo-PNEuManic 
SCOUTS, (or service /n Iraq). ' | UNDERCARRIAGES 
SINGLE SEATERS, & TAIL SKIDS. 
SEAPLANES PETROL 8 OIL 
TRAINING ACCESSORIES. 
MACHINES PYROTECHNIC 
TROOP STORES. 
CARRIERS REID CONTROL 
VICKERSWIBAUILT | SEE SS} 
SYSTEM OF les : a STREAMLINE WIRES 
ALL METAL Length Overall....51-7” Span (Spread)...86-6” UnladenWeight...10,155 lbs & STEEL TIERODS. 


CONSTRUCTION. 


Height Overall ..... 17- 3° Span(Folded)...44-3” Useful Load.........7945 bs ETC. ETC.ETC 
Approx.Full Speed ..104mph. Minimum Speed. 48mph 


All Enquiries to:- 
Aviation Department: 


Yelephone VICKERS HOUSE, BROADWAY, LONDON, SM.1L Telegrams! 


VICKERS, SOWEST, LONDON, 
poo OO AIRCRAFT FACTORY, WEYBRIDGE.SURREY. 


KINDLY MENTION “ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 
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Air Survey Company Limited 


(Consulting Aeronautical Engineers to the Government of India). 


Pioneers of Air Survey and 
Civil Aviation in the Fast. 
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One of the Company ’s Seaplanes operating in the Federated Malay States. 


Estimates for Surveys in any part of the World and all 


information in respect thereof can be obtained by applying to: 


Air Survey Company Limited, 
3, Copthall Buildings, Copthall Avenue, LONDON, E.C.2. 


Telegraphic Address: ‘‘ Cervelle, London.” 
Telephone No.: London Wall 9850. 
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THE ROYAL 


The London Gazette. 
Nov. 30. 

GENERAL DUTIES BRANCH.—Flg. Off. R. S. Blucke is granted a perm. 
comn. in the rank stated (Nov. 1). 

The following Plt. Offs. are promoted to the rank of Flg. Off. :— 
PB V. Williams, Lo I: Pankhurst’ (Oct, x4); TE. “A, Walsh (Get %27)5 
T. H. Perry-Keene, H. R. Bardon, I. G. E. Dale (Oct. 31). Plt. Off, 
on probation M. A. Smyth is confirmed in rank (Oct. 20). 

Fit. Lt. R. Pyne, D.F.C., is seconded for service as Aide-de-Camp 
to the Governor of the United Provinces (Nov. 1). 

Flt. Lt. E. W. Simpson is granted permission to retain the rank 
of Sq. Ldr. on transfer to the Reserve (Oct. 24); Fig. Off. G. J. 
Stroud, M.B.E., is placed on the retired list at his own request and is 
granted permission to retain the rank of Fit. Lt. (Dec. 1). 

The following are transferred to the Reserve :—CLass A: FLG. OFFs.— 
F. S. Henderson, G. Terrell (Nov. 27); 'C. A. Goatcher ((Nov: (28). 
Crass .C: Frit Lrsi—o. LL, Nunn, D.Sicl, DRG. AL Ie Nightingale 
(Nov. 28). Flg. Off. A. R. Braybrooke (Lt., K. Shrops. L.I.) relin- 
quishes his temp. comn. on resigning his comn. in the Army (Nov. 27). 

STORES BRaNCH.—Flg. Off. R. A. Dolton resigns his §.S. comn. 
(Deco 1). 

MEDICAL BRANCH.—FIt. I.t. G. R. Hall, M.D., relinquishes his temp. 
comn. on ceasing to be emnloyed (Oct. 8). 

RESERVE OF AIR FORCE OFFICERS.—L. S. Ash is granted a comn. in 
Class A, General Duties Branch, as a Plt. Off. on probation (Nov. 30); 
Pit. Off. on probation A. F. Waghorn is confirmed in rank (Nov. 30). 

The following relinquish their comns. on completion of service :— 
Flt. Lt. A. Roberts (Oct. 24); Fle. Off. ‘C. St. 1c Parsoxu§ (Nov> 20): 

MEDICAL BRANCH.—W. G. Weston, M.B., is granted an hon. comn. as 
a Blt, ts (Nov. 30): 


Appointments. 
Week ending Dec. 6. 

GENERAL DUTIES BRANCH.—Wing Commander W. C. Hicks, A.F.C., to 
R.A.F. Depot, Uxbridge, Supernumerary, pending posting on transfer 
to Home HEstab., 25/r1o. 

Squadron Leaders B. F. Moore, to No. 5 F.T.S., Sealand, 7/12. E. B. 
Beauman, to R.A.F. Base, Malta, 23/11. C. N. Lowe, M.C., D.F.C., to 
No. 6 Arm. Car Coy., Iraq, 1/11. 

Flight Lieutenants C. J. S. Dearlove, to No. 30 Sqdn., Iraq, 1/11. 
T. S. Horry, D:E.C., to No. 7o Sadn., Iraq,* 22/10. M-. M. -reehill, 
D-F.C., to No: 55 Sadny,, Iraq, 1/it. (GueArcher, tom No. sosmodadn., 
Waddington, 23/11. JT. Henderson, M.C., A.F.C., to No. 6 Arm. Car 
Coy., Iraq, 28/10. R. E. G. Fulljames, M.C., and J. A. G. Haslain, 
M.C., D.F.C., to R.A.F. Depot, Uxbridge, on transfer to Home Estab., 
2g/xo. A. FE. James, to No. 5s EVES, Sealand, 4/12: 

Flying Officers A. E. Rogenhagen, to No. 56 Sqdn., Biggin Hill, 
7/12. FH. EB. RK. Dixon. {M,C to INo. 3 Stores “Depot, Milton, 3/12: 
S. F. Coleman, to R.A.F. Depot, Uxbridge, on transfer to Home Estab., 
25/10. C. J. A. Delany, to R.A.F. Depot, Uxbridge, on transfer to 
Home -Hstab., 25/10, “CG... A, Barnan, to “C.ES., . Wittering, 15/12, 
H. R. C. Hobson, DBC, to INo: “216 Saqdn., Bgypt, 4/11. J. R. Brown, 
D.F.C., to No. 6 Sqdn., Iraq, 17/9. D. A. Boyle, to No. 6 Sqdn., Iraq, 
r/ir., “he. 3S, Birt to INo.. 64 Sddn., wirad,) T/ate A, Ayes. Studdert, sto 
No. 30 Sadn., Iraq.) 1/12. 

Pilot Officer P. V. Williams, to No. 503 Sqdn., Waddington, 23/11. 

MEDICAL BRANCH.—Squadron Leader R. W. Ryan, M.B., to H.Q., 
Egypt, 15/tt. 

Flight Lieutenants A. E. Jenkins, to Station H.Q., Bircham Newton, 
29/11. HH. Cc K. He Boreman, (too ReA.F. Station, Langimere, ¢3)/ 72: 
T. Sheehan, to R.A.F. Training Base, Leuchars, 29/11. 

Flying Officers G. S. Strachan, M.B., to R.A.F. Station, Duxford, 
1/12. R. A. W. Kerr, M.B., and E. Thompson, to Research Laboratory 
and M.O.S. of I., for short course, on appointment to S.S. Comn., 
Pie yf & oe 

STORES BRANCH.—Squadron Teaders F. Grave, M.B.E., to H.Q., Cran- 
well, 7/12. J. S. Goggin, to H.Q., I.A., Stanmore, on transfer to Home 
Estab., 6/12. 

Flight Lieutenants C. M. Bevan, to H.Q., India, 6/11. C. H. Pownall, 
to Aircraft Depot, India, 6/11. A. G. Knight, M.B.E., to R.A.F. Depot, 
Uxbridge, on transfer to Home Estab., 25/10. T. S. James, to H.Q., 
Cranwell, 27/11. 

Flying Officers E. A. Burridge, to School of Balloon Training, Lark- 
hill, 23/11. F. W. Todd and C. W. Rugg, to R.A.F. Depot, Uxbridge, 
on transfer to Home Estab., 25/10. 

ACCOUNTANT BRANCH.—Flying Officer F.. Rigby, to No. 99 Sqdn., 
Bircham Newton, 9/12. 


A Fatal Accident. 

The Air Ministry regrets to announce that as the result 
of an accident at Kaston, near Wittering, to an Avro of the 
Central Flying School, Wittering, on Novy. 30, Fl. Off. 
Clarence Graham Crowden was killed and Plt. Off. Edward 
Blakeway Steedman, the pilot of the aircraft, was injured. 

A statement by Mr. Steedman was read at the inquest of 
Mr. Crowden at Wittering on Dec. 1. ‘The statement 
described haw they had made two practice forced landings, 
and after climbing 200 ft. Mr. Crowden took control. At 
about 1,000 ft. he put the machine into a spin. Mr. Steed- 
man shouted to warn the pilot that they were too near the 
ground, but although Mr. Crowden tried to straighten out 
it was too late. 

A verdict of accidental death was returned. 


The India G.S. Medal. 

The following communiqué has been issued by the Air 
Ministry :— ; 

The India General Service Medal, 1908, in silver, with Clasp, 
‘“ Waziristan 1925,’ will, provided that the claims aye approved 
by the Air Council, and subject to paragraphs 2 and 2 below, be 
granted to personnel of the R.A.F. who took part in the operations 
in Waziristan between Mar. 9 and May 1, 1925 (both dates inclusive), 
under the command of Wing Cdr. (now Group Capt.) R. C. M. Pink, 


AIR FORCE. 


C.B.E., R.A.F., and who were located at Tank, Miramshah, Sorarogha 
and Khirgi. 

Individuals already entitled to, or in possession of, the medal will 
receive in addition the clasp only. 

Individuals who previously qualified for the India General Service 
Medal with Clasp, ‘* Waziristan 1921-24”? (or for the Clasp, “Waziristan 
1921-24”? only), and who also took part in the operations referred to 
in paragraph 1 above, will be given the option of receiving the Clasp 
‘Waziristan 1921-24” or the Clasp “ Waziristan 1925,” but will not 
be entitled to receive both clasps to the medal. 

Officers no longer serving may obtain copies of the forms of applica- 
tion from. the Secretary, Air Ministry, Adastral House, Kingsway, 
London, W.C.2, and airmen no longer serving from the Officer in 
Charge Records, Royal Air Force, Ruislip, Uxbridge, Middlesex. The 
forms, when completed, should be forwarded to the Secretary, 
Air Ministry. 

Accountant Officers. 

The Air Ministry announces that the following candidates 
for permanent commissions in the Accountant Branch of the 
R.A.F. have been declared successful as a result of a com- 
petition held by the Civil Service Commissioners in Septem- 
ber, 1926 :— f 

Calder, W. S. (Kirkintilloch), Fuller, F. EK. (Worthing), 
Sweet, R. S. (Hanwell), Connor, H. D. (Ilford), Bakes, 
H. C. (Bradford), Gregson, J. E. (New Malden), Chadwell, 
B. (Blackburn), Yiend, D. A. K. (Forest Gate), Glenn, J. H. 
(Manchester), Johnson, C. M. (Winchester). 


R.A.F. SPORTS 


Boxing at Henlow. 

A Boxing Tournament between Kenley, the winners of the 
Junior Trophy, and Henlow, the winners of the Open Trophy, 
of the Wakefield Novices’ Competition, was held at Henlow 
on: DEeewre: ’ 

Henlow won five of the seven fights in the team events. 
In addition to these matches two six-round contests, in which 
three inter-Services Champions were engaged, were included 
in the programme. 

Group Capt. A. G. Board, C.M.G., D.S.O., acted as Referee 
and the tournament was organised by Sq. Ldr. A. E. 
Pettingell. 

Special 6-round contest at Bantam-weight.—Sjt. Haslam (Loyal Regt.), 
Inter-Services Champion and Army Champion since 1924, v. L-AC. Wil- 
liamson (Henlow), Inter-Services Fly-weight Champion, 1925, and 
R.A.F. Champion, 1924-5. Probably the best fight ever seen at Henlow 
in which both men served up clean and clever boxing. Williamson 
was more effective at close quarters and built up a small margin 
of points to get the verdict. 

Special 6-round contest at Middle-weight.—Sjt. Higgins (R.A.F.), 
Inter-Services Champion, 1922 and 1924, v. Guardsman Steele (Household 
Brigade Middle-weight Champion). Steele was quickly aggressive, but 
Higgins defended cleverly, and although slower than a year or two 
ago landed good blows with both hands and was always a little 
ahead on points. 

Fly-weight.—AC. Winslade (Henlow) beat L-AC. Morley (Kenley) on 
points. Although much the smaller man, Winslade was always aggres- 
sive and made good use of a right hook, while showing good defence 
against his opponent’s counter attacks. 

3antam-weight.—AC. Maher (Henlow) beat AC. Love (Kenley) on 
points, in one of the best fights of the evening. Love fought 
back strongly against a clever and stylish boxer, but could not keep 
pace with his opponent, who followed a lightning left with a punish- 
ing right. Maher continues to improve and must be regarded as a 
serious candidate for Service honours in the near future. 

Feather-weight.—AC. Peters (Kenley) was beaten on points by AC. 
Few (Henlow). Peters had the advantage in reach and height, while 
his unorthodox style of leading with the right makes him an awkward 
customer to deal with, but Few attacked continuously and always 
scored quickly at close quarters. 

Light-weight.—L-AC. Bailey (Kenley) beat AC. Knight (Henlow) on 
points. Bailey used a straight left to advantage in winning the first 
fight for Kenley. Knight put up a game show, and should improve 
with experience. 

Welter-weight.—AC. McGinn (Henlow) beat AC. Moss (Kenley) on 
points. This was a hammer and tongs bout, in which both men mixed 
it freely, but McGinn was the more versatile and good generalship 
won the day. 

Viddle-weight.—I,-AC. Robinson (Henlow) received a points’ decision 
over AC. Sully (Kenley) after a very close bout. Robinson slipped 
in the first round and appeared to shake himself rather badly, and 
although always a little ahead he failed to reproduce the form which 
won him the Wakefield title and Henlow the trophy. 

Light-heavy-weight,—AC. Coote (Kenley) boxed strongly against L-AC. 
Holman (Henlow) and after putting his mah down in the first minute 
won when a left to the point put his man out for the count. 

Special eliminating bout of 3 rounds.—AC. Welch and AC. Williams, 
both of Henlow, had a ding-dong battle with plenty of toe-to-toe punch- 
ing, the former receiving the verdict by a narrow margin. 


Team Boxing Championships. 

The R.A.F. Team Boxing Championships.—In the semi-finals of the 
Open Division, Netheravon is drawn against Manston* and the Home 
Aircraft Depot against Halton. ‘The first named are home teams. The 
semi-finals are to be concluded by Jan. 31. 

In the first round of the Junior Division, Kenley beat the Armament 
and Gunnery School, 11—9, Duxford beat Northolt, 12—5, Old Sarum 
beat Andover, 16—8, No. 2 F.T.S. beat the M.T. Repair Depot, ro—o, 
and the School of Balloon Training beat Upavon, 11—10. 

In the second round, No. 2 F.T.S. meets No. 5 F.T.S., the School of 
3alloon Training meets the R.A.F. Base, Gosport, Kenley meets Old 
Sarum, and Martlesham meets Duxford. The second round is to be 
concluded by Dec. 22. 
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THE IMPERIAL CONFERENCE. 


The official summary of the proceedings of the Imperial 
Conference, 1926, includes the following Resolutions on Air 
Defence and Imperial Air Communications :— 


AIR DEFENCE. 

(a.) The Conference takes note with satisfaction of the substantial pro- 
gress that has been made since 1923 in building up the Air Forces 
and resources of the several parts of the Empire. 

(b.) Recognising that the fullest mobility is essential to the effective 
and economical employment of air power, the Conference recom- 
mends, for the consideration of the several Governments, the adoption 
of the following principle :— 

The necessity for creating and maintaining an adequate chain of 
air bases and refuelling stations. 

(c.) Impressed with the desirability of still closer co-ordination in 
this as in all other spheres of common interest, and in particular 
with the advantages which should follow from a more general dis- 
semination of the experience acquired in the use of this new arm 
under the widely varying conditions which obtain in different parts 
of the Empire, the Conference recommends for consideration by the 
Governments interested the adoption in principle of a system ot 
mutual interchange of individual Officers for liaison and other duties, 
and of complete air units, so far’as local requirements and resources 
permit. 

The Conference notes with satisfaction that considerable progress in 
the direction of closer co-operation in defence matters has been 
effected by the reciprocal attachment of naval, military and air 
officers to the Staff Colleges and cther technical establishments main- 
tained in various parts of the Empire, and invites the attention of 
the Governments represented to the facilities afforded by the new 
Imperial Defence College in JI.ondon for the education of officers 
in the broadest aspects of strategy. 


IMPERIAL AIR COMMUNICATIONS. 


An interesting discussion on Imperial Air Communications took place 
at the Tenth Meeting of the Conference on Oct. 28, when statements 
were made regarding the progress achieved in civil aviation in the 
various parts of the British Empire. The Conference was deeply 
impressed with the great possibilities offered by the development of 
Imperial air communications and their importance from the political 
as well as the economic point ef view. 

The Secretary of State for Air in an opening statement outlined the 
policy which was being pursued by His Majesty’s Government in 
Great Britain for the development of civil aviation. The ultimate 
objective of this policy was to bring the most distant parts of the 
Empire within a fortnight’s journey of London, and in the first 
instance he suggested that it would be advisable to concentrate on 
two main routes, namely, from England to Australia and South Africa 
respectively, The first links in these routes were being forged by 
the Cairo—Karachi and Khartum—Kisumu services which were to 
come into operation in 1927. Sir Samuel Hoare suggested that these 
links might be extended by service flights to be undertaken by the 
Royal Air Force and the Australian and South African Air Forces 
in co-operation, whilst generally, having regard to financial limita- 
tions, the best prospect of progress appeared to lie in each of the 
countries of the Empire undertaking responsibility for developing the 
sections lying within its own territory, and so gradually building up 
(on what might be called a mosaic plan) a complete system of Imperial 
air routes. He also drew attention to the great potentialities of the 
airship as providing a safe, comfortable, and rapid means of non-stop 
transport over long distances, aeroplanes being ultimately more suit- 
able for comparatively short-distance flights. Sir Samuel Hoare 
stated that His Majesty’s Government in Great Britain would prob- 
ably be ready to undertake airship demonstration flights to the 
Dominions and India in about two years’ time, and inquired whether 
the latter would be prepared to co-operate by providing mooring masts 
and the organisation for procuring the essential meteorological in- 
formation. 

The representatives of the oversea parts of the Empire expressed 
their readiness to give immediate and sympathetic consideration to 
these suggestions; and the matter was referred to a Special Sub-Com- 
mittee under the Chairmanship cf Sir Samuel Hoare for examination 
in detail. 

This Sub-Committee, after reviewing the present state of air com- 
munications in the various parts of the Empire and considering what 
concrete steps can be taken to further the development of Imperial 
air services in the immediate future, reported their conviction that 
the development of Imperial air communications, both by airship 
and by aeroplane, is of sufficient. importance to merit the early and 
continuous attention of the Governments of the several parts of the 
Empire, and accordingly recommended that the Imperial Conference 
should place on record the following Resolutions :— 

‘“‘The Imperial Conference, being impressed with the great benefits, 
both political and commercial, to be derived from the speeding up 
of Imperial communications by air—(z.) Takes note with satisfaction— 

(a.) Of the prospective opening of a regular air service between Cairo 
and Karachi and an experimental service bétween Khartum . and 
Kisumu; 

(b.) Of the decisions of His Majesty’s Governments in Great Britain 
and in the Union of South Africa to carry out a series of experi- 
mental flights to connect so far as possible with this latter service; 
and 

(c.) Of the decision of His Majesty’s Government in the Common- 
wealth of Australia to arrange for flights by the Royal Australian Air 
Force from Australia towards Singapore to link up with similar 
flights of the Royal Air Force from Singapore towards Australia. 

(2.) Recommends that the development of other air services should 
receive the early consideration of the Governments concerned; and 
that in this connection particular attention should be paid to the 
maintenance of existing and the construction of new aerodromes so 
far as local resources permit with a view to the ultimate creation of 
a complete system of Empire air routes. 

(3.) In view of— 

(a.) The great potentialities of the airship; and 


(b.) The present lack of constructional and other facilities which 
must prove a serious obstacle to the early development of regular 
airship services—recommends that the Governments of the Dominions 
concerned and of India’ should examine the possibility of erecting 
nucleus mooring mast bases to be available for demonstration flights 
in 1928/29 by the two airships now under construction, and of in- 
stituting such preliminary meteorological investigations as may be 
necessary to facilitate these demonstration flights: and that His 
Majesty’s Government in Great Britain should consider the erection 
of a second shed at the Royal Airship Works at Cardington. 

(4.) Recommends that an Imperial Air Conference should be held 
in 1928 or 1929, the precise date to be determined later, at some suit- 
able Imperial centre, to report progress and to consider what further 
action can be taken for the development of Imperial air communica- 
tions: and takes note with appreciation of the invitation of the 
Dominion of Canada that this Conference should take place in 
Canada. 

These Resolutions were unanimously adopted by the Imperial Con- 
ference at its Fifteenth Meeting on Nov 19. 


THE R.A.F. IN PARLIAMENT. 
R.A.F. ACCIDENTS. 

In the House of Commons on Nov. 29, in reply to a question by 
Capt. W. BENN, the SECRETARY OF STaTe FOR AIR said that he appreciated 
most fully the grave undesirability of the publication of reports of 
flying accidents before the names could be stated. There were two 
obligations of humanity in this matter. One was to avoid: the painful 
anxiety which might be caused to a wide circle of relatives of many 
officers and men. But there was also that of sparing the feelings 
of the bereaved family. 

It was with the latter obligation in view that the Air Ministry 
had arranged not to issue a communiqué for 24 hours in order to 
render it reasonably certain that the relatives would have received 
the telegram notifying the casualty even if they were away from 
home at the time. There was obviously a certain conflict between the 
claims of humanity and of journalistic enterprise. 

The object of his Department could only be fully achieved by the 
newspapers withholding publication until they had received the 
official communiqué. He did not know whether, in this quite limited 
sphere, the Press could agree to a self-denying ordinance. If it were 
possible the officers and men of the Air Force and their relatives 
would, he was sure, be very grateful and the general public would, 
he thought, be content to wait a few hours for the news. 

[All the relatives of the officers and men of the R.A.F. will appreciate 
Sir Samuel Hoare’s efforts to prevent the daily Press from making 
copy out of service casualties. But they will also realise that he 
might just as well try and appeal to the better nature of a_ boa- 
constrictor. ] 


INDIANS IN THE R.A.F. 

In the House of Commons on Nov. 29, in reply to a question by 
Mr. Keuiy, the UNDER-SECRETARY OF STATE FOR INDIA said that R.A.Fj 
Units in India were in the same position as units in the British 
Army in that country, i.e., they were units of the Imperial Forces 
and not part of the Indian Army. ‘These units did not comprise en- 
listed Indian personnel, but Indians engaged as civilians for various 
duties. The number of Indians at present so employed was about 
I,000. 

RECRUITING IN THE R.A.F. 

In the House of Commons on Dec. 1, in reply to a question by 
Con. Day, the SECRETARY oF STATE FOR ATR said that the number of 
recruits in the R.A.F. for the year ending October, 1926, was 438 
and the number of Apprentices enrolled for the same period was 1,009. 


WAR-TIME MACHINES IN THE R.A.F. 


In the House of Commons on Dec. 1, in reply to a question by 
Cor. Day, the SecRETARY OF STATE FOR AIR said that during the 12 
months ending Nov. 22, 1926, there had been 54 fatal accidents in the 
R.A.F. 

Of these, 36 occurred on aircraft of types in service before the end 
of the War and 18 on types brought into service after the War, 

The number of hours flown on machines of “ War-time”’ design 
was very much greater than that flown on machines of ‘ post-War % 
design, and there was no ground for believing that the older types of 
machine still in use were more liable to accident than those of more 


modern design. 
i i iil 


AIR WARFARE. 

A lecture on Air Warfare will be delivered in the Chemical 
Lecture Theatre at the Imperial College of Science and 
Technology, Imperial Institute Road, South Kensington, of 
Dec. 9, at 17.30 hours, by Air Vice-Marshal H. R, M. Brooke- 
Popham, C.B., C.M.G., D‘S.0., A.F.C., Air Officer Command- 
ing, Fighting Area (R.A.F.), Uxbridge. 

Admission to the lecture is free and no tickets are 
required. 


THE MANCHESTER ASSOCIATION OF ENGINEERS. 


In his inaugural address on Oct. 22, the President of the 
Manchester Association of Engineers. devoted a certaiml 
amount of time to Aviation. 


He referred to the Sir Charles Wakefield Flight to Australia 
and back and discussed the historical events which have led 
up to the development of the modern aeroplane. He con 
cluded his address with a brief description of the civil avia- 
tion activities of the past few months. 

A notable omission from the presidential address, at any 
rate from the copy of it which was sent to this office, was any 
mention of the famous pioneers of aircraft construction, A. V. 
Roe and Co. Ltd. of Newton Heath, Manchester. 
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THE SCHNEIDER 


Detailed news of how Italy regained the Schneider Trophy 
for Europe is now to hand. -It appears that America lost the 
Trophy through underrating her rivals and from not taking 
sufficient care to train her pilots or to test the machines. In 
fact she lost the Trophy to Italy from very much the same 
causes as we lost it to America in 1923. Commenting on the 
Italian win Aviation (New York) says :— 

Italy won because her planes were aerodynamically faster than wert 
ours; her engines were more powerful, and her pilots, among the 
finest in her country, and her mechanics, together worked in unison 
as one body. Her team work was remarkable and had become a most 
noticeable feature to everyone who went to Norfolk for the .race 
These accumulated factors all worked together to spell success to her 
team and the Italians now prepare to carry back to Italy a trophy 
which they came over to win and which they will now undoubtedly 
guard with justifiable pride. 

This country had held the World seaplane speed honours ever since 
Lieut. Rittenhouse first captured the Schneider Cup from the British 
at Cowes, in 1923. Her challengers for these honours have not until 
now met with much success. Possibly we have been led to sink 
into the misconception that we needed no special effort on our own 
part in order to hold this trophy and that the development of our 
new engines this year would be sufficient to defeat successfully all 
challengers. But there is more to it than this. One branch of our 
air services obviously cannot be entrusted with the defence of our 
laurels in the air. J.ast year the Navy’s activities in the Schneider 
Cup Contest, quite apart from the fact that she did not win, were a 
failure. ‘his year conditions were even worse. The Navy looks upon 
the Schneider Cup contest as a means of training her personnel, as 
was characterised by the fact that two of our best racing ‘pilots, 
Navy men, stood by, while a pilot of unquestioned ability but with 
little or no racing experience was permitted to wreck one of our 
best planes and narrowly escape with his own life, To wwii im the 
future the personnel of both Army and Navy must be made available. 

All this points strongly to the fact that it is in private enterpris¢ 
that we must expect the greatest success. The Italian Air Department, 
under the direction of Premier Mussolini, ordered the three Macchi 
racers but left the development of the planes and the management and 
organisation of their national effort in the kands of private enter- 


prise. The race _organisation was entirely in the hands of the 
Macchi and Fiat concerns whose products were at stake. Their 
crews worked in unison. As already mentioned, their co-operation 


was remarked on by everyone. Italy won -the Schneider Cup because 
of the keen determination of private enterprise. The Italian Goverii- 
ment has bought with its money the international prestige in the air 
which it gained on Saturday when its subjects put up so remarkable 
a performance. 

Here is a lesson for us in Great Britain to learn. *We must 
let our best pilots fly our machines in 1928 (if they should }« 
finished by then), irrespective of whether they be civilians o+ 
of the special ‘‘ High Speed Flight ” at Felixstowe. 

Under perfect weather conditions and assisted by a crowd 
estimated at 30,000 people the contest took place on Nov. 13. 
The race itself was without untoward incident except for the 
fact that one American machine and one Italian retired from 
the race. Captain Arturo Ferrarin, flying No. 5, was forced 
to alight owing to a breakage in an oil pipe. Until then he 


THE ViCTOR.—Major de Bernardi on his Macchi, 


TROPHY CONTEST. 


had made an average speed of 238.358 m.p.h. over the hundred 
kilometres which he had completed. This would probably 
have given him second place had he continued. 

Lieut. George Cuddihy, flying R3C-4 Curtiss with a Curtiss 
V-1550 engine was also forced to retire from the race when 
he was about to finish the last leg of the seventh and last 
lap owing to his petrol supply failing through the pump 
which brought petrol up from. the tank in the floats failing to 
work. Apart from this his engine ran perfectly throughout 
the entire 300 kilometres. It was on this machine that 
America had centred her hopes of retaining the Trophy. 

Shortly before 2.30 p.m., the official start of the race, a 
naval H.S.2-l,. Service flying-boat set out to patrol the middle 
of the course so as to be able to give help, where necessary. 
he machine was fully equipped with fire-fighting apparatus 
and had already demonstrated its use earlier in the week when 
Captain Ferrarin’s engine caught fire during a test flight and 
the boat dashed to his assistance with a fire extinguisher. 

Lieut. Bacula was the first off and was let down the slip- 
way at 2.35 p.m. He taxied rapidly across the starting line 
which according to the rules must be passed on the water. 
His actual take-off lasted about 20 to 30 seconds which was 
about the time taken by all the three Italian machines. The 
Americans took slightly longer. It was also noticeable that 
the Italian machines raised very much less spray than did the 
American. It is of-further interest to note that the floats of 
the Italian machines were almost identical with floats de- 
signed by Short Brothers for the Gloster last year and in fact 
one believes that they were actually copied from them. 

The second machine off was the Curtiss Hawk, which Lieut. 
‘Yomlinson flew in place of the R3C-3 which he had wrecked 
before the race through misjudging his height when alight- 
ing. ‘This machine was entered in case all the three Italian 
and the other two American machines were forced to alight. 

The next plane to leave, under the schedule of one machine 
starting every five minutes, was No. 3 piloted by Captain 
Verrarin, who appeared to be having trouble in warming up 
his engine. ‘There was some delay in getting him off and so 
Lieut. Cuddihy in No. 4, the Curtiss R3C-4, started off, and 
one minute after him Ferrarin left. 

By this time Lieut. Bacula had finished his first lap at am 
eyerage speed of 209.584 m.p.-h. This caused some surprise, 
hut it was afterwards ascertained that Lieut. Bacula had been 
told to fly with his engine throttled down in case the other 
two Macchis were forced out of the race. This is the good 
old Italian car-racing tactic. One driver drives for reliability, 


one for the fastest lap, and one for highest possible full- 
distance speed. 

Major de Bernardi, Captain of the Italian team, took off at 
about 3 p.m., and was followed a minute later by» Lieut. 
Schilt of the U.S. Marine Corps, flying last year’s winner, 
the R3C-2. 


Almost at the same time Captain Ferrarin re- 


* 


coming ashore after winning the Schneider Troph/ 


DecemBeEr 8, 1926 The Aeroplane 749 


SGD, HEY ce Se en ee ea ed 


Vv 
The S.16 (450 h.p. Lorraine Dietrich engine). 


Constructors of “S” Aircraft. 


The LETOV Company has equal experience in the design and construction 
of metal, wood and mixed metal and wood aircraft. 


iy: “a 
The §.16 of Steel and Duralumin construction is now being exhibited 
at the Paris Salon de I’ Aéronautique. 


% 
The §.18 of wooden construction has been produced in series for the 
Czecho-Slovakian and Bulgarian Governments, 


Vv * = 
The §.20 of mixed construction has been delivered in quantity to, the 
Czecho-Slovakian and Lithuanian Governments. 


The type letter ‘‘ S’’ signifies excellence of construction and performance. 


Vv s A . 
The $.18 (60 h.p. Walter engine). The S.20 (300 h.p. Skoda-Hispano-Suiza engine). 
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turned from lis second lap and it was seen that his speed was 
238.748 miles an hour, which was the first indication to the 
Americans that they were likely to lose the Trophy, for 
Lieut. Cuddihy’s machine over its second lap was shown to 
be doing only 236.18c m.p.h, 

The first real intimation, however, that the Trophy would 
leave America was given when Major de Bernardi completed 
his first lap at a speed of 239.443 m.p-h. In the meantime 
Lieut. Cuddihy was increasing his speed average by about 
one mile per hour on each lap and Lieut. Schilt was doing 
230 m.p.-h. When Captain Ferrarin had completed the third 
lap and had done 238.358 m.p.h. over three laps (he had covered 
the second lap at 243.012 m.p.h.) it was seen that he was 
having trouble with his engine and consequently he alighted, 
his trouble being a broken oil pipe. 

Meanwhile Major de Bernardi had completed his third lap 
which averaged 244.946 m.p.h., and the retirement of Capt. 
Ferrarin left Lieut. Cuddihy flying second, and the American 
supporters presumably were wishing that the Italian leader’s 
engine would stop. 

It was noticeable That the Italians were taking the pylons 
wide, in some cases fiying 200 yards or so away from the turn- 
ing point. It may be that they gained by this because a lot 
is lost in acceleration and deceleration. One remembers that 
in 1923 at Cowes the Americans turned their corners very 
wide though last year Lieut. Doolittle took his corners very 
close indeed. 

Lieut. Bacula was the first to finish, his average being 
218.006 m.p.h. Lieut. Schilt was coming round regularly 
bringing his average up to 231.173. Lieut. Cuddihy failed to 
return at the end of his seventh lap and search parties went 
out and found him floating about with a dead engine. On 
Major de Bernardi’s sixth lap it was noticed that he was 
flying considerably higher than he had done previously. It 
was afterwards found that his oil had overheated and he rose 
to about 600 feet to try to lower the oil temperature. He 
came down low again on his last lap and shot across the 
finishing line at 247.207 m.p.h. 

Lieut. Schilt came in third to the finish and a whole lap 
behind came Lieut. ‘Tomlinson on the Hawk. 

According to Aviation, the Italians won as the result of 
superiority in design over the American machines and excel- 
lent team work. 

The postponement of the race was due to the decision of the 
Contest Committee after a joint meeting on Nov. 10 with the 
pilots of both teams, who agreed that the weather conditions 
were such as to entail serious risk to the pilots during the 
manoeuvrability test. The general consensus of opinion was 
that it was better to have the race on Saturday, which was 
a half-holiday, and also have all the six machines entered, 
than to hurry it off on Friday with Italy and America only 
partially represented. This seems to have been an eminently 
sensible decision, though some F.A.I. people hold that com- 
petitors must not monkey with dates. 

The only incidents in the elimination trials were the fact 
that the motor launch which took Major de Bernardi in tow 
after he had completed his navigability tests bumped a float 
and damaged it. In view of the fact that the accident was 
due to carelessness of a party outside the race the Contest 
Committee declared that the float could be repaired, and the 
seaworthiness tests be completed on the following morning. 

The only dissatisfaction seemed to exist in the American 
camp where no final decision had been reached the night be- 
fore the contest as to who was to fly the star R3C-4. , Which 
after all is very much like the way we do things in England. 

Taking it bye and large the conduct and operation of the 
contest seems to have been highly successful and four finishers 
must be a reeord for the event. The Italian Macchis certainly 
seem to be what the Fokker Bulletin calls ‘‘ magic comets.”’ 


ITALY’S VICTORY. 

The following exchange of telegrams is interesting :— 

To H.E. Mussolini, Rome :—‘ Your orders to win at all cost have 
been obeyed. We have won at a speed never before attained.— 
Major De BERNARDI.” 

To Major De Bernardi, Rome :—‘‘ To you, to your fellow aviators, 
to all the personnel who have collaborated on the conquest of the 
dearly sought prize, Italy sends her greatest applause for the superb 
victory. This Italy, who has followed you and guided you in this 
perilous and difficult test, is to-day proud of the men who by their 
genius have created such powerful machines, and is enthusiastic of 
you, magnificent pilots, who have brought them to triumph.— 
MUSSOLINI.”’ ; 

[Which again shows the difference between a Mussolind 
and an Air Ministry.—ED.] 

SCHNEIDER TROPHY HOPES. 

At least Great Britain can claim some small share in the 
Italian win in the Schneider Trophy contest. The crank- 
shaft of the Fiat engine was built by Vickers Ltd. in Eng- 
land. It is a great tribute to British workmanship that the 
Italians, who are such splendid engineers, should have been 
obliged to come to England for this important part. 

One gathers that there is already considerable activity in 
the Air Ministry about the 1928 contest. ‘Those in authority 
are said to consider the contest to be quite important, and 
the fact that the Italians were able to achieve their success 
in seven months has been noted—and filed for reference. 

It is alleged that the Air Ministry has issued an ultimatum 
to the constructors to have the three racing machines ready 
for flying by Dec. 31, and as a result night shifts are working 
in some cases on the racers. 

One would suggest that the Air Ministry should promise 
any firm which builds a racer good enough to compete in 
the Schneider Trophy Contest, that they shall have a sub- 
stantial order for R.A.F, machines based on the racer. Such 
a firm might be promised an order fur a number of machines 
yearly for five years providing that during that time the 
racer was still developed. 

This might induce those firms to compete who say that 
they prefer to go on building standard machines for the 
Air Force. it would certainly improve the breed. 

Meanwhile what seems to be needed is a 12-cvlinder in- 
verted V air-cooled engine. If we had that we might be 
able to build a still quicker racer. The Americans and the 
Italians are already well away on that line of development. 

SCHNEIDER SECRETS. 

Last year it may be remembered that the Air Ministry indulged in 
an absolute orgy of secrecy about Schneider Trophy machines. It 
may be recalled that so great was their passion for Schneider secrets 
that they announced that they would not enter for the event at all 
this year in case someone got to know about it. 

An irresponsible Scotsman, however, tells one that the Air Ministry 
were wilier and secreter than one supposed. He tells me that we 
did compete in the Contest after all and what is more we won it, or 
at any rate’ Scotland did. 

Most people were under the impression that the machines were 
built by an Italian named Macchi. As a matter of fact one’s’ in- 
formant says that they were built by a Scotsman named MacChi. 
He further tells one that Mr. MacChi is one of the earliest pioneers 
of aviation. One of his earlier successes is alluded to in a song of 
190o7_ vintage. It ran as follows :— 

* All the girls began to cry, 

Hie, Hie, Hie, Mr. MacChi, 

Take us with you when you fly 

Back to the Isle of Skye. Hoch, Aye.” 

In later editions of the song Mr. MacChi is spelt Mr. Mackie, but it 
is actually the same man. It is probable that the name was changed 
out of deference to the wishes of whoever was then running the Secrecy 
Department. 3 , 

Mr. MacChi appears again in one of the recent songs of Sir Harry 
Lauder. It begins thus :— 

“When I mreet MacChi and MacChi meets me, 
I treat MacChi and then MacChi treats me.” 
All this definitely proves that Scotland still stands where it did— 


wherever that may be.—G. D. | 


AT THE POST. 
Virginia. The number of cars seems to indicate a condition of air-mindedness. 


A part of the crowd watching one of the Curtiss machines at the turning point at Norfolk, 
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The Aircraft Operating Co. Ltd. 


Aeronautical Engineers and Consultants. 


Contractors for Air Surveys and Aircraft Operations in any part of the World. 


Directors: 
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Subsidiary Company : ALAN 8. RUTLER (Charman’. 8, New Square, 
Major H. HEMMING, A F.C., A.F.R.Ae.S, (Managing Director) 2 ’ 
AEROFILMS LTD. ; Lincoln’s Inn, 
THOMAS P. MILL?. 
AERIAL HOUSE, Major R H. MAYO, O.B.E., M.A., Assoc. M.Inst.C.E., FR Ae.S. LON DON A W : Gr 
THE HYDE, HENDON. Co’. H. L, CROSTHWAIT, CLE, B.A, BE. RE. (Rtd.), 
(Late Superintendent Survey of India), Telephone—HOLBORN 0726. x 
Major C. K, COCHRAN PATRICK, D.3,0., M.C., A.F.R.Ae.S. Telegrams—' Airations, Holb, London 
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The Company is represen.ative of considerable experience in all branches of 
Military and Civil Aviation. Its personnel have taken part in Air Survey and 
Air Transport Operations in widely scattered parts of the world, both in the 
tropics and the arctic regions, and have thus acquired unique experience. 


The Company is now applying this cxperience to the scientific development of 
Air Surveying, and is recognised and officially approved for carrying out 
this work. 


Section of Aerial Photographic Map of London (showing Aldwych and the Strand), which is being undertaken by 


Aerofilms Ltd., Scale—25 ins. to the mile (1 :2500). 
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THE FLYING CLUBS. 


The London Aeroplane Club. 

Report for week ending Dec. 5. 

Total flying time 17 hrs. 5 mins. 

The following members were given flying instruction:—H. M. 
Samuelson, Miss Fletcher, E. J. B. King, H. Spooner, W. L. McCleod, 
D. P. H. Esler, G. C. Bonner, J. A. Simson, A. J. Richardson, J. J. 
Hofer, M. P. Susman, Miss O’Brien, J.ady Bailey, H. Richardson, 
E. A. Lingard, R. Malcolm. 

The following made solo flights:—O. J. Tapper, C. E. Murrell, 
G. Terrell, A. R’ Ogston, S. O. Bradshaw, W. L. McCleod, N. Jones, 
D. P. H. Esler, E. S. Brough, N. J. Hulbert, W. Hay, H. Spooner. 

The following were given joy-rides:—N. H. M. Watkins, B. Waugh, 
Mrs. Skinner, Miss Spooner, E. S. Brough, Col. O’Meara, Mrs. 
O’Meara, S. O. Bradshaw. 

The late J. S. M. Michie—In deference to wishes expressed by a 
large number of the members, it has been decided to raise a fund 
to erect a stone over the grave of the late J. S. M. Michie at Kingsbury 
Church. Members wishing to subscribe are asked to give their dona- 
tions to Capt. F. G. M. Sparks at Stag Lane Aerodrome, or send them 
to the Secretary, at 3, Clifford Street, Iondon, W.1. Donations are 
limited to tos. 

Christmas Holidavs.—The Club will be closed down during the 
Christmas Holidays, from Thursday, Dec. 22, to Thursday, Dec. 30. 

The total flying for the month of November was 71 hrs. 45 mins., 
made up as follows:—‘‘ A” Licence Soloists, 52 flights, 20 members, 
18 hrs. 15 mins. Dual Instruction, 83 flights, 37 members, 36 hrs. 
30 mins. Joy-rides, 24 flights, 22 members, 9 hrs. 25 niins. Practice 
Soloists, 2 flights, 2 members, 30 mins. ‘Tests, 43 flights, 7 hrs. 5 mins. 
Total: 71 hrs. 45 mins. 

Mr. S. L. F. St. Barbe is continuing to make satisfactory progress. 
During his absence the De Havilland Aircraft Company Ltd. are 
kindly allowing their Pilot Instructors, Messrs. A. S. White, C. D. 
Barnard and R. W. Reeve to help the Club. 

The Air Ministry and the Club.—The Inspection of the Club by the 
Air Ministry Committee under the Chairmanship of Air Vice-Marshal 
Sir Sefton Brancker took place on Wednesday last. ‘The Club was 
represented by Major R, H. Mayo, Col. The Master of Sempill, Capt. 
Cc. B. Wilson, and Wing Cdr. T. O’B. Hubbard, members of the 
Committee, and Mr: H. F. Perrin, Secretary. A full discussion took 
place in the morning on the various statistics as to running costs, 
etc., and in the afternoon the Committee visited Stag J.ane Aerodrome. 


The Lancashire Aero Club. 

Report for week ending Dec. 4 

Total flying time 13 hrs. 50 mins., made up as follows :— 

Dual with Messrs. Brown and Scholes:—Messrs. Costa 1 hr. 10 
mins., Twemlow 1 hr., Moore 45 mins., Nelson 4o mins., Miss Brown 
40 mins., Messrs. Stern and Blagden 35 mins. each, Miss Emery 30 
mins., Messrs. Harper and Fray 25 mins. each, Messrs. Dickinson, 
Newton and Meads 20 mins. each, Dobson 15 mins., Anderson and 
Fallon 10 mins. each. 

Solo:—Messrs. Costa 1 hr. 15 mins., Ieeming 25 mins., Lacayo, 
Michelson, IT'wemlow, Blagden and Cantrill 20 mins. each. 

Joy-rides :—With Mr. J.acayo—Miss Mitchell 25 mins.; with Mr. 
Leeming—Miss Jones 20 mins.; with Mr. Goodfellow—Mrs. Goodfellow 
Io mins., Miss Montgomery 10 mins. 

Test flights :—55 mins. 

Excellent first solos were made during the week by Messrs. Blagden 
and Twemlow, while in addition Mr. Costa joined the select ranks 
of those who aviate on the Renault-Avro. 

This correspondent has momentarily run out of printable comments 
on the weather. He had been relying on our Mr. Brown for a 
few choice remarks in Spanish, but apparently they don’t have this 
kind of weather in Spain and there are no Snanish expletives to 
meet it. 

A total of 77 hrs. 20 mins.’ flying has been wrested out of the 
November weather and even this modest total has taken a lot of 
doing. 

It will be remembered that two of our members have already 
pushed off in search of the sun and have reached Malta, where they 
are at present detained by (we hope) the hospitality of the inhabitants. 

Another member, Mr. J*hn F*shw*ck L**m*ng, frenzied by our 
grey skies, is also pushing off in the near future. Having offered a 
prize to members of the Club for a height contest, he is about to 
set a good example by seeking out the highest convenient mountain 
and making a three point landing on too of same. Presumably he 
hopes to find the summit bathed in sunshine somewhere above the 
clouds, and we hope he is right. 


The Yorkshire Aeroplane Club. 

Report for week ending Dec. 3. 

Flying only took place on two days, when 2 hrs. 30 mins. was 
flown in seven flights, made up as follows :— 

Solo, 1 hr. 50 mins.; dual, 15 mins.; test, 5 mins.; and a joy-ride 
of 20 mins. given by Mr. Carter. 

Messrs. Lax, Mann and Watson flew solo. Mr. Mann also received 
I5 mins.’ advanced dual. 

The official examiner, Mr. Loton, came over from Brough on 
Sunday in the hone of being able to pass out the members ready 
to take their “A” Ticence, but our hopes were again damped by 
the dense fog, so the tests had to be postponed. 

The Committee is at present considering the purchase of a third 
machine for the use of solo members. Our choice rests between the 
Bristol Brownie, Beardmore Wee Bee, Parnall Pixie, or the D.H.53, 
the Air Ministry having six of the latter type for disposal by auction. 

The Club has already been promised £200 towards the purchase of a 
third machine provided we are able to find the balance. Further 
contributions from anyone interested in the Club will therefore be 
most gratefully received by the Secretary. 

The Hampshire Aeroplane Club. 

Report for week ‘ending Dec. 2. r 

G-EBOH is still waiting for its new airscrew,. but G-EBOI has been 
putting in good work and in spite of fogs the week’s flying time was 
practically eight hours 
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Instruction flying 5 hrs. Solo flying 2 hrs. 45 mins. Passenger fly- 
ing 15 mins. Total 8 hrs. 

The following members had instruction :—Cooper 45 mins., Lieut. 
Heinemann, R.N., 40 mins., Kerry 35 mins., Dickson 25 mins., 
Shepherd 25 mins., Southcliffe 25 mins., Moloney 15 mins., Perfect 
io mins., Langley 10 mins., Bound 1o mins., and Keeping 50 mins, 
Mr. Keeping was successfully sent off solo and shows promise of 
becoming as good a pilot as he is a footballer. 

The soloists were:—Rumble 37 mins., Fry 35 mins., Simmonds 25 
mins., Perfect 18 mins., Lieut. Graham, R.N., 35 mins., Keeping 
Io mins., Bowen 5 mins. 

On Sunday, Mr. O. E. Simmonds passed the qualifying tests for 
ag SeAL2? | Tacence: 

The Club held its first Annual Dinner at the South Western Hotel, 
Southampton, on Thursday, Dec. 2. The event »was a great success. 
Among the large company present were the Mayor and Mayoress 
(Alderman and Mrs. P. V. Bowyer), Lord Apsley, D.S.O., M.P., Col. 
E. K. Perkins, C.B.E., M.P:, and Mrs: Perkins, Mr. /O2 B: Simmonds, 
M.A. (Chairman of the Club), Mr. R. V. Perfect (Hon: Secretary), 
Mr. A. V. Roe, O.B.E., the Rev. E. Bruce Cornford, M:A., the Sheriff 
of Southampton (Councillor Mrs. Foster Welch), the Deputy Mayor 
(Councillor J. E. Silverman and Mrs. Silverman,, Mr. R. J. Parrott, 
Sq. Cdr. J. Bird, O.B.E., R.N., Capt. F. J. Bailey, Col. Crichton, Capt. 
Wilson, Capt. G. I. Thomson, D.F.C. (chief pilot instructor to the 
Club, Dr. Butler, Mr. A. N. Clifton, and many others. 

The compliments of the Club were conveyed to Alderman P. V. 
3owvyer on his election: to the office of Chief Magistrate by Mr. R. 
Bishop, who proposed the toast cf the Mayor and Corporation. The 
Mayor, besides being Chief Magistrate, was Admiral of the Port, and 
it might be conceivable that in the future he might also become 
Air Marshal. 

The Mayor, in reply, said it was the third official function in con- 
nection with aviation in some form or other that he had attended since 
he came into office. He first bade bon voyage to Sir Alan Cobham 
on his departure to America, and a few days later he had the 
pleasure of inspecting the Supermarine Aviation Works at Woolston. 
He would like to call special. attention to the wonderful aviation 
works at Southampton. Over 800 people were employed there build- 
ing flying-boats, and he believed few people in Southampton knew of 
the excellent work being produced there. He only wished the ship- 
yards, not only of the country generally, but at Southampton in 
particular, were as busy as were the Supermarine Works at Woolston. 

The Sheriff (Mrs. Foster Welch), who also responded to the toast, 
said the Corporation were keenly interested in everything in con- 
nection with the commerce of the port, and aviation was very largely 
one of the town’s commercial assets. At any rate they honed it 
would be, and the wonderful aviation works at Woolston would help 
in this respect. She hoped that Southampton would be a_ base 
of the commercial and passenger air services of the future. 

Lord Iouis Mountbatten proposed the toast of ‘‘ Our Guests,’? but 
he confessed if was difficult to know who to include. Lord Apsley, 
he observed” lightly, was there under false pretences, as he was a 
member of the Club, and Air Vice-Marshal Sir Sefton Brancker, though 
a guest, had professed that he would sooner hear himself speak than 
listen to other people. He considered that the Hampshire Club 
was of national importance. 

Lord Apsley, replying, said it was agreed that everything must 
be done to encourage aviation in this country. Pilots got all the 
fun they wanted, but so far as the non-piloting member was con- 
cerned, aviation as a sport was not likely to make great strides. It 
could not be compared with hunting, polo, or even pillion-riding. 
There was the aspect of usefulness, but this was entirely a question 
of conveying people rapidly from one place to another. Air taxies, 
of which there had been services dur:ng the war, had, on the whole, 
been used only by a fairly limited class of people—diplomats, 
politicians, financiers, run-away couples, criminals, and others. The 
only people who used them for pleasure were American tourists. 

He believed the light aeroplane clubs could do a great. deal 
towards popularising flying for pleasure. At no distant date almost 
everyone who could afford it would have the light aeroplane with 
chauffeur pilot. The work of the Hampshire and the other clubs 
was educational. 

Col. E. K. Perkins submitted the toast of ‘‘ Civil Aviation.” 

Air Vice-Marshal Sir Sefton Brancker, in reply, said he had had 
the opportunity of inspecting the Hampshire Club, and he congratulated 
the members most heartily. ‘They formed the youngest of six clubs, 
and in their period of 114 days’ work their progress compared most 
favourably with anything that anyone else had done in this country. 
He had recently visited the five other clubs, and he felt that the very 
small amount of money the Government had put into the business had 
been extremely well expended. He could almost say it was the 
cheapest thing the Government had done in aviation since the war, 
and he was not sure that it was not the biggest. 

Proceeding, Sir Sefton said his trouble was future finance. The 
Treasury were difficult to deal with. They quite realised they would 
have to contribute their help to the clubs in some way, but he 
desired to impress upon them the doctrine of self-help. He pointed 
out that the people of Hampshire should now carry on the honour 
of the country and see the club through to a certain extent. Govern- 
ment assistance must be confined to the flying operational side. 

The Government realised flying was expensive, and their policy was 
to assess the cost of flying to ascertain just how much the young 
man could afford to pay for it, and to fill the gan between the two. 
The Secretary of State, the Under-Secretary, and the Chief of the 
Air Staff were out to help the movement. 

The Germans were enterprising people. It might be that the Treaty 
of Versailles had prevented them spending money on the military 
side, but in all the big German cities there were aerodromes, not pro- 
duced by Government subsidy, but by the local municipalities. 

The Rev. Bruce Cornford, who proposed the health of ‘“ The Club,” 
suggested that his qualification for so doing was that he had been 
a ‘sky pilot’? longer than anyone in the room! 

Mr. Simmonds, in reply; discoursed interestingly on the Club’s 
activities.. Its membership, to date was 154, which was almost one- 
sixth of the total membership of the six subsidised clubs, although 
it had been in existence .only one-third.of the -time.- Since the club 
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In the development of long-distance flying, the provision 
of reliable wireless apparatus for communication over greater 
distances than are normally covered at present by this form 
of apparatus is of the utmost importance. 

In anticipation of coming needs, the Marconi Company has 
developed a newand powerful long-range telephone-telegraph 
aircraft wireless transmitter, type AD.8. This set has been 
specially designed with all the latest improvements that, so far as 
can be foreseen at present, are likely to be of use to the aircraft 
of the future. It will fulfil the requirements of airships, large 
aeroplanes, and flying boats as adequately as the well-known 
Marconi AD.6 set meets the needs of medium-sized machines. 
In combination with an aircraft direction finder, the AD.8 
set represents the very latest development in modern wireless 
practice in connection with the larger types of aircraft for 
civil, naval and military operations. 

The Marconi Company is in the unique position of being 
able to undertake the fitting of wireless direction-finding 
equipment on all-metal aircraft. 

Marconi aerodrome ground stations are known and used 


PHE MARCONI AD‘8 SET throughout the world. 


MARCON?DS WIRELESS TELEGRAPH 


COMPANY LIMITED 
Marconi House, Strand, London, W.C.2. 
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The “CYCLONE” 
Beardmore (six Cylinder Direct Drive) Aero Engine. 
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950 | | 1,350 rpm. 
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Low Fi uel | Consumption, 
Consumption, i] 01 lbs. per B.H.P. hour. 


48 lbs. per B.H.P. hour. 


Particulars of the ‘‘ Cyclone’ 
i and other B ardmore Aero 
i Engines gladly discussed with 
responsible executives. 


The Beardmore ‘‘Cyclone” Aero | 
Engine macks a distinct forward q 
step in designe lhe combin- 
ation of direct drive and low 
head resistance and slow moving 

propeller makes for great aero- 
dynamic ef. iciency. 


Enquiries can be directed for 
Til convenience to Aero Engine 
Depr., William Beardmore & 
Co., Ltd., 36, Victoria Street, 
London, S.W.1. 


Simplicity in design ensures low a 
maintenance costs. 


36, Victoria Street. 
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Aero Engine apna 
Worke ~ T LONDON, S.W.1. 
’Phone: Vict. 8305. 
epunead, Telegram:: “Beardmore, 
GLASGOW. Sowest, London.” 


GOMPA MEE ; LIMITED 
Manufacturers of All-Metal Aircraft. 
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started flying operations 114 days ago it had put in 210 hours in the 
air. This comprised 680 flights, many of which included five or six 
landings, and 120 of these flights were “solos.” He thought they 
should congratulate their inspector on the fact that already seven 
members of the club were flying “solo,” although three months ayo 
they had scarcely had their hands on the “ joy-stick.” Three of these 
members went ‘solo” in only six hours’ “dual,” which meant that 
the total cost to themselves of learning to fly was £13 16s. No 
fewer than 682 members had flown with the instructor as day members. 

Sq. Cdr. Bird, proposing the health of “Our President,” sug- 
gested, in view of the inadequacy of its premises that a fund should 
for the equipment of the club-house. 

In responding, the President offered to open the list with a sub- 
scription of £50, and several others present followed his sporting 
lead with generous offers. 

A very enjoyable evening was concluded by a humorous debate 
which was opened by Mr. A. V. Roe placing before the gathering 
a motion ‘‘ That Flying should be abolished.” This motion was 
opposed by Mr. Thomson, representing the Royal Aero Club, and a 
lively debate ensued, which produced some delightful speeches. 

Air Vice-Marshal Sir Sefton Brancker was all in favour of abolish- 
ing aviation of the Service type, but considered that Civil Aviation 
had its commendable points; as he said, it does provide a few people 
with a living wage!!! 

Flg. Off. Clarkson made a telling reply to Sir Sefton’s speech, 
and proceeded to explain why ‘fan F/O’s lot is not an ’appy one.’’ 
He considered it a bit hard therefore that we should complain that 
night-bombing squadrons keep us awake at night: we should think 
of the poor pilots who have to get into a nasty cold aeroplane and 
take it up at nine or ten o’clock pip emma, just when they would 
otherwise be in bed. [Do pilots go to bed at 21.00 or 22.00 hrs. ?—ED. ] 

Mrs. Eliott Inn was entirely in agreement with Mr. Roe. She 
pointed out that flying is such a delightful sport that it grows on 
one, and after all, too much pleasure is bad for us. 

Many other arguments for and against flying were submitted and 
to prevent trouble Mr. A. V. Roe decided to withdraw his motion. 

Towards the end of the evening the Toast-Master excelled himself 
by calling for silence for Air Vice-Admiral Sir Sefton Brancker, who 
immediately announced that it had always given him great pleasure 
to be associated with the Senior Service; and subsequently the 
T.M. craved silence for the Rt. Hon. the Lord Louis Manhattan. 
One supposes that he could not switch his mind off the subject of 
cocktails. 

Altogether a 


be opened to provide 


highly successful evening. 
The Australian Aero Club. 

New SoutH WALES SECTION. 

Report for week ending Oct. 16. 

Total flying, 24 hrs. 35 mins. Number of flights, 84. Dual instruc- 
tion, 7 hrs. 25 mins. Pupils’ solo flying, 9 hrs. Pilot members’ fly- 
ing, 8 hrs. 5 mins. Pupils under instruction, 14. Pilot members, 8. 

Dual for week: E. B. Wilshire 5 mins., R. H. Mitchell 315 mins., 
C. W. Perry 1 hr., M. Rosenfeld 25 mins., W. J. Pennell 50 mins., 
L. G. Carrick 50 mins., P. Penrose 10 mins., H. V. Chedgey 2 hr- 
20 mins., D. Onslow 20 mins., J. T. Reid 4o mins., J. R. Palmer 
30 mins. 

Solos: S. Auroussean 35 mins., HE. B. Wilshiré 15 mins., R. H. 
Mitchell 55 mins., C. W. Perry 30 mins., M. Rosenfeld 1 hr. 30 mins., 
W. J. Pennell 5) mins.,-L. G. Carnck 2 hr. 10 mins, M. C: Kent 
1 hr., 40 mins., N. F. Stewart 1 hr. 15 mins., D. Onslow 5 mins., 
Jy. Do Revder pas 

Pilot members flying: G. F. Hughes 35 mins., R. M. King 2 hrs. 
25 mins., H. W. Ross 1 hr. 30 mins., R. W. Reid 1 hr. 5 mins., H. Ham- 
mond 30 mins., J. R. Gordon 35 mins., H. Royden 30 mins., S. L. 
Tyler 50 mins. 

Report for week ending Oct. 23. 

Total flying, 22 hrs. 45 mins. Number of flights 76. 
tion, 5 hrs. 5 mins. Pupils solo flying, 9 hrs. 5 mins. 
flying, 7 hrs. 55 mins. Pupils under instruction, 12. Pilot members, 6. 
Dual for week: E. B. Wilshire 4o mins., C. W. Perry 5 mins., 
M. Rosenfeld 15 mins., H. V. Chedgey 1 hr., D. Onslow 25 mins., 
J. R Palmer 2 hrs. 20 mins. 

Solos: S. Aurousseau 25 mins., E. B. Wilshire 20 mins., R. H. 
Mitchell 50 mins., M. Rosenfeld 1 hr., L. G. Carrick 1 hr. 40 mins., 
M. C. Kent 1 hr: 20 mins, Nw F. Stewart 2 hrs, zosmins Je 0: 
Reid x hr. 10 mins. 

Pilot members flying: H. Hammond 2 hrs. 50 mins., R. W. Reid 
1 hr. 30 mins., P. M. King 1 hr. 15 mins., R. H. Boyden 50 mins., 
S, LL. Tyler 50 mins., J. R: Gordon 4o mins: 

Our Instructor is still keeping up his average of one pupil going 
solo per week. Mr. C. W. Perry did a most successful first solo 
flight after 8 hrs. 20 mins.’ dual instruction, and Mr. J. R. Palmer 
did an excellent first solo flight this morning. His dual instruction 
was 6 hrs. 30 mins. This makes 13 pupils flying solo in a little 
over 12 weeks. 

During the last two or three weeks the frequent strong winds 
have interfered with solo flying, but it is hoped that during this 
week & pupils will be put through their tests for “ A’ Licences. 

The Controller of Civil Aviation has notified the Committee that 
he will be coming to Sydney during the week to put these pupils 
through their tests. 

Our First “A” Licence—We congratulate Mr. G. McC. Littlejohn 
on being the first pupil trained by the Club to obtain his “A” 
Licence, and also on being the first Club-trained pilot in Australia. 
His licence, No. 38, is dated Oct. 13, 1926. 
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Pilot members, 


Phone: Clissold 3680 (3 lines). 


COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 


ANALYSIS OF FIGURES FOR THE PAST WEEK. 
Trips per Day.—Monday, 12; Tuesday, 12; Wednesday, 11; Thursday, 

7; Friday, 12; Saturday, 14; Sunday, 1. 

IMPERIAL AIRWAYS LTD. : : 
London—Paris; London—Ostend—Brussels—Cologne; I,ondon—Rotter- 
dam—Amsterdam : Machines 29, passengers 96, freight 9 tons. 

AIR UNION: 
Paris—London : 

IM: 
Amsterdam—Rotterdam—l,ondon : 
2 tons. 

SABENA : 

Machines 0, passengers 0. 

DEUTSCHE I.UFTHANSA AG. ? 
Berlin—I,ondon: Machines 12, passengers 7. 

PRIVATE : 

Machines 3, passengers 3. 
Total number of trips by 

sengers. Foreign Machines, 40, carrying 41 

Comparative Figures : 

Week ending Dec .5: 
Machines, 69; Passengers, 

Corresponding week, 1925: 
Machines, 42; Passengers, 91; 

Corresponding week, 1924: 
Machines, 69; Passengers, 168; Crews, 85; Total personnel, 253. 

Corresponding week, 1923: 
Machines, 19; Passengers, 38; 

Corresponding week, 1922: 
Machines, 60; Passengers, 130; Crews, 116; Total personnel, 246. 

Corresponding week, 1921: 
Machines, 29; Passengers, 

Corresponding week, 1920: 
Machines, 22; Passengers, 33; Crews, 


Croydon Notes. 


The attention of the Great Ones of Imperial Airways Ltd. is now 
centred on the Cairo—Karachi route. The General Manager, and the 
Assistant General Manager, left for Cairo on Nov. 24 and they will 
be away for about two months; Mr. Dismore, the Secretary, is O.C. 
Imperial Airways until the return of the G.M. 

The examination for second class navigators’ certificates took place 
in I.ondon this week and pilots of Imperial Airways were to be seen 
in the Royal Aero Club in the intervals between sessions lapping up 


Machines 18, passengers 27, freight 13 tons. 
> 


Machines 10, passengers 7, freight 


British Machines, 29, carrying 99 pas- 
passengers. 


140; Crews, 87; Total personnel, 227. , 


Crews, 53; Total personnel, 144. 


Crews, 27; Total personnel, 65. 


36; Crews, 49; Total personnel, §5. 


28; Total personnel, 61. 


iced water, carrying little grey books, and muttering strange oaths 
concerning cosines and isobars. Some of them are sitting for the 
exam. with less than a month’s work, which, as one of them re- 


marked, ‘‘ Taking it bye and large, is a bit ’ard.” But they have 
hopes. 

Once again this year the Sunday services have been cancelled until 
the end of Winter time. ‘The reason for this is said to be that the 
number of people who travel by air on Sunday in the Winter is not 
enough to fill one small machine. 

One has not heard of any tremendous rush on the part of those 
concerned with the Aircraft Industry to avail themselves of Imperial 
Airways’ offer to take them to Paris and back for the Aero Show for 
£8 8s. After all, three people can go to Paris and back by surface 
transport for less than £8 8s. third class, and get there for certain, 
even with French Railways, or one person can do it for £6 by train 
and boat de luxe. Imperial Airways might have persuaded more 
aircraft people to aviate if they had offered to take the Aircraft In- 
dustry at first class boat and train fares. 

There would certainly have been room, for on Wednesday the 
Argosy had 12 vacant seats, on Thursday the Hampstead had 6 vacant 
seats, on Friday the Argosy had 8 vacant seats, and on Saturday 
the Hampstead had 6 vacant seats. ‘There were 17 vacant seats back 
from Paris on both Friday and Saturday. 

But aircraft people, being still unwealthy, went by train. So 
Imperial Airways were unable to convince the most Sceptical section 
of the British Public that air travel is a good thing. Also potential 
constructors lost a chance of getting a first hand knowledge of the 
comforts or otherwise of air travel. 

Flt. I.t. J. S. Chick and Mrs. Chick 
Wednesday on the Blackburne Bluebird 
bound for the South of France on their honeymoon. 
the best of luck. 

Incidentally, in reference to this 
says that the Bluebird is driven by an Armstrong-Siddeley ‘ Gent.” 
This conjures up visions of Mr. Proctor in the pilot’s seat complete 
with top hat, morning coat, and white spats. 

The hotel under the Barclay and Perkins régime continues to improve 
and there is now a sound of revelry by night. Incidentally, an in- 
vitation to a Barclay and Perkins’ party at Croydon reminds one of 
the interesting fact that Mr. A. F. Part, formerly of Trust Houses 
Ltd., is mainly responsible for B. and P. taking a lively interest in 
the aerodrome and its doings.—G. D. 


THE AIR MINISTER AND THE PELICAN. 
As he was unable, owing to illness, to attend the ceremony 
on Nov. 15, of launching the seaplane Pelican, with which 
Mr. Gladstone is to run the experimental Khartoum— 


passed through Croydon on 
(Armstrong-Siddeley Genet) 
One wishes them 


flight, one of the daily papers 


STRONGER AND MORE DURABLE THAN METAL 


For AERO and SEAPLANES manufactured to the 


BRITISH AIR MINISTRY SPECIFICATION 2.V3 by the 


AERONAUTICAL & PANEL PLYWOOD CO., LTD. 
218-226, Kingsland Road, London, E.2. 


Grams : VICPLY, KINLAND, LONDON. 
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The victory of 
Wired-Typeé Tyre Equipment 


“i 


WIRED - TYPE TYRES AND WELL-BASE RIMS 
are standardised by nearly all British car manufacturers. 


They are being fitted to more and more motor cycles—after their 
convincing performance in the 1926 T.T. Races, 


And—they are now conquering in the fie!d of aircraft construction. 
Leading aeroplane manufacturers are selecting Dunlop Wired equipment— 
and they demand above all things safety. 


The moral is obvious—Dunlop  wired-type equipment on well-base 
rims is the ideal. 


fit Dunlop and be satisfied 


DUNLOP RUBBER COMPANY LIMITED, FORT DUNLOP, ERDINGTON, BIRMINGHAM. 
And Branches throughout the World. 
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EAST COWES, ISLE OF WIGHT. 


Boats, Amphibians, Hulls and Floats, etc., has 
proved to be lighter and stronger than any other. 


\YE have built flying boat hulls up to 50-ft. long, 
complete skin in five pieces and floats complete 
in two pieces. Consider the advantages of this over 


any other known construction. 


UR Marine Craft hold the World’s record for speed 
O and durability, this year beating CANADIAN, 


FRENCH, AMERICAN and GERMAN boats. 


5 rs’ experience sisning and constructing all types of light craft. 
Why not make use of our 96 years’ experience of designing an & ypes of lig 


AUNDERS’ special form of construction for Flying 
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Kisumu route, Sir Samuel Hoare, Secretary of State for Air, 
sent the following letter to the Honourable William Ormsby- 
Gores Vie — 

I am sorry indeed that severe indisposition should have precluded 
my presence at the launching ceremony of the hydroplane which is 
to be used on the experimental service between Khartoum and Kisumu. 

I am very glad that you have been able to perform the ceremony 
in my place, since this project is one which seems to me to be of 
the most far-reaching importance alike to the Air Ministry and the 
Colonial Office. 

From the broad aspect of Imperial air communications, this service 
is the first link in what will ultimately be one of the most important 
routes in the Empire, viz., that from Cairo to the Cape, a _ route 
which should be of first-class strategic as well as commercial im- 
portance; whilst I am sure that the Colonial Office will welcome a 
scheme which will effect a radical improvement in _ existing 
means of communication between such important areas of the British 
Empire in East Africa. 

Will you be good enough to convey to Captain Gladstone and those 
associated with him my best wishes for the success of his most 
important enterprise ? 


THE COLOMBIAN AIR MAIL. 


The Postmaster-General announces that by arrangement with the Air 
Company concerned (Scadta), the present system under which letters 
and other packets intended for outward transmission by the abovye- 
mentioned service can be posted under cover addressed to the, Office 
of that Company in Colombia, and prepaid in Colombian Air Mail 
stamps, will cease on Dec. 6; and, beginning on that date, official 
facilities for such letters will be provided. Under the new system, air 
postage must be prepaid in British postage stamps at the rate shown 
below, and the letter or packet must bear in the upper -left-hand 
corner a British official blue ‘ Air Mail’ label, or be plainly marked 
in manuscript * Air Mail.” 

Correspondence posted under the new arrangement cannot. for 
the present be registered. The amount of the air postage payable (in 
addition to ordinary foreign postage at the rate applicable to the 
class of packet concerned) will be as follows :—On letters and post- 
ecards 1s. per 4 oz. (or fraction thereof), on printed and commercial 
papers, samples, etc., 6d. per } oz. (or fraction thereof). Corre- 
spondence which is not fully prepaid with ordinary and air postage 
will be excluded from Air Mail transmission. 


CIVIL AIR AFFAIRS IN PARLIAMENT. 
AIR SERVICES IN THE WEST INDIES. 


In the House of Commons on Nov. °29, in*renly to a question by 
Str H. BRITTAIN, the SECRETARY OF STATE FOR AIR said that an Inter- 
Departmental Committee had been recently appointed to explore the 
epportunities which might exist for all the operation of civil air trans- 
port in the West Indies and their Report was now being studied. 


Wakefield CASTROL ts the one oil 
equal to every demand of the modern 
high-efficiency engine. 


There is a@°CASTROL grade 
Spectally suited to your needs. 


Let us quote you ! 


C. C. WAKEFIELD & CO., LTD., 


All-British Firm, 
Spectalists in Motor Lubrication, 
Wakefield House, Cheapside, London, E.C.2, 


maintenance costs 
transport, this line will use— 
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IMPERIAT, AIRWAYS. 

In the House of Commons on: Dec. 1, in reply to a question by 
SIR H. BRITTAIN, the UNDER-SECRETARY OF STATE FOR AIR said that the 
number of passengers carried by Imperial Airways Ltd. during the 
year ended Oct. 31, was 16,635. He had no information in regard to the 
number of passengers carried by German civil air services during 
the corresponding period. 

[And if he had the figures would be of no value. Comparing Imperial 
Airways traffic with Gérman traffic is like comparing the traffic out of 
Penzance railway station with that out of, say, Manchester. ] 


MR. COBHAM’S PETROL. 

In the House of Commons on Dec. 1, Mr. J. Hupson asked the 
SECRETARY OF STATE FOR AIR whether he was aware that Sir Alan 
Cobham was prevented from using the petrol which the Australian 
Commonwealth public refineries at Sir Alan’s request had deposited 
at the necessary landing points of the flight through Australia by a 
notification from the oil companies that if Australian oil was used 
they would refuse to let him have the petrol he would need on the 
return flight to London. And whether in the interests of civil aviation 
he proposed to take any action with these oil companies when further 
contracts for the supply of oil to the British Government were being 
considered. , 

Str SAMUEL Hoare said that he had no official information on the 
subject. 


PERSONAL NOTICES. 


DEATHS. 

CROWDEN.—On Nov. 30, at Colly Weston, Lincolnshire, as the re- 
sult of a flying accident, Clarence Graham Crowden, Flg. Off., No. 19 
Sqdn., -R.A.F. ; 

Mr. Crowden joined the R.A.F. with a S.S. comn. in July, 1924, 
and was posted to No. 2 F.T.S., Digby, for a’course- of flying instruc- 
tion. He was posted to No. 19 (Fighter) Sqdn. in June, 1925. He was 
promoted to the rank of Flg. Off. last April. 

EATON.—On Nov. 8, James Eaton, Plt. Off., No. 7 (Bombing) Sqdn., 
R.A.F., Bircham Newton, Norfolk. 

GILMORE.—On Nov. 1, at Aden, of typhoid, Flt. Lt. Sydney George 
Gilmore, R.A.F. Medical Service, Basrah Combined Hospital. 

LANGRIDGE.—On Nov. 12, Sq. Ldr. Arthur Bracy Langridge, R.A.F. 

Sq. Ldr. Iangridge was one of the Air Force Assistants in the 
Department of the Judge Advocate-General. 


BIRTHS. 

EKINS.—On Oct. 3, at Melbourne, Australia, to the wife of J. H. 
Ekins, Chief of the “Aircraft Inspection “Branch, Department of De- 
fence, the Commonwealth of Australia, and late of the Air Ministry— 
a daughter. 

HARKER.—On Nov 28, at Chester, to Edith (née Ivimey), wife of 
Mark Adamson Harker (late R.N.A.S.)—twin son and daughter. 
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Khartoum—Kisumu Air Line. 


HE photograph shows the 

launching of the “‘Pelican,” 
a De Havilland 50 fitted with 
Short floats, and a Bristol 
Jupiter VI engine, on Novem- 
ber 15th, 1926. 


This aeroplane is destined to 
inaugurate an air line between 
Khartoum and Kisumu, Uganda 
—the first air line to be organ- 
ised-by civilian enterprise in 
the Empire overseas. 
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To ensure the absolute reliability and minimum 
essential to passenger alr- 
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THE SUPERMARINE SOUTHAMPTON. 


SUCCESS.—The first flight of the first 

The Southampton Flying-boat, fitted with two 470 h.p. 
Napier Lion engines, is one of the well-known products of the 
Supermarine Aviation Works Ltd. 

This aircraft was designed by Mr. R. J. Mitchell, the firm’s 
Chief Engineer, to satisfy the requirements of the British 
Air Ministry for a flying-boat to supersede the “ F” type 
flying-boats then being used by the Naval Co-operation 
Flights of the Royal Air Force. At this time the British Air 
Ministry had very little faith in the flying-boat, due to the 
unsatisfactory results obtained from their service types, and 
there was every possibility that the flying-boat would not be 
further developed. 

Work was begun in August, 1924, on the design and con- 
struction of the new Southampton flying-boat, and the first 
aircraft was flying on Mar. 14, 1925. ‘The machine was an 
immediate and outstanding success. No modifications what- 
ever were found to be necessary and the machine was de- 
livered by air to the R.A.F. Experimental Station at Felix- 
stowe on the following day. -This feat of completely design- 
ing and constructing a large twin-engine flying-boat in a 
period of only seven and a-half months has been admitted on 
all sides to be a remarkable achievement. 

The machine then went through its type trials at Felix- 
stowe. Everything went ‘‘ without a hitch,” with the result 
that the trials were completed in record time and the 
Southampton was given a wonderful report. 

The Southampton from this time was adopted as the 
standard Twin-Engine Reconnaissance Flying-boat of the 
Royal Air Force. By now a large number of Southamptons 
has been delivered, and many more are still on order. 

Hardly had a flight of these machines been handed over 
to the Service than it was announced that they would under- 
take an extended cruise in conjunction with the Fleet around 
the British Isles. This cruise, which commenced on Sept. 3, 
1925, was accomplished without incident and the success from 
the Service standpoint was such that on Oct. 8, 1925, the Air 
Ministry issued a special communiqué eulogising the boats. 
Among the many points brought out by this Report the fol- 
lowing are worthy of special mention :— 

During a gale on 15th September the three flying-boats landed 
safely at Campbeltown on completion of an exercise and refuelled 
from H.M.S. Calliope without any difficulty while the gale was still 
at its height. All flying-boats handled well on the water and rode 
well at their moorings. 

The cruises have shown that under conditions of weather which 
must throughout be considered distinctly bad, the Southampton flying- 
boats are capable of keeping the air and carrying out such observa- 
tions as visibility will permit. What is more important, it demon- 
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ON SERVICE. 


permarine Southamptons (Napier 


Supermarine Southampton (two 470 h.p. Napier Lion engines). 


strates that a programme once having been drawn up, it can be 

adhered to practically independent of the weather. Refuelling at 

sea was carried out on all occasions without qa hitch, and provided 

a certain amount of shelter is available when the flying-boats are not 

flying, it has been demonstrated that they can function successfully 

quite separately and independently of their land bases. 

After this cruise of some 10,000 miles in very bad weather 
the Southampton came to be recognised as a real and depend- 
able aerial auxiliary to the Fleet. 

On July 1, 1926, began the first lorg distance foreign cruise 
by R.A.F. flying-boats to Egypt and back. 

The complete success of this cruise was announced by the 
Air Ministry on Aug.-2, 1926. Two Southamptons each flew 
7,000 miles from Plymouth to Aboukir and back and the pre- 
viously arranged programme was completely adhered to with 
one exception that owing to a northerly gale at Marseilles it 
was considered advisable to postpone the departure thence 
for Plymouth until the following day. No trouble whatso- 
ever was experienced, either with the aircraft or with the 
Napier Lion engines. A special feature of the cruise was 
that constant wireless communication was maintained 
throughout with R.A.F. and other wireless stations. 

In summarising the results obtained from this flight the 
Official Report concludes with the following significant state- 
ments :— 

The result of this cruise clearly demonstrates the feasibility of 
composing a time-table and programme, and adhering to it through- 
out without being impeded by conditions of weather, etc. 

Further, it once more proves that these flying-boats are perfectly 
capable of long distance flights independently of their bases or of a 
parent ship. 

The reliability of the communications throughout shows also that 
while the aircraft are in the air they can be in touch the whole 
time under normal conditions with shore stations. 

To appreciate both these cruises it must be remembered 
that they were ordinary Service exercises with standard Air 
Force machines carrying throughout a crew of four and full 
Service load. 

Thus the Southampton has been thoroughly and exhaus- 
tively tested out under stringent Service conditions. They 
have flown many thousands of miles, have been operated 
during exceptionally rough weather, and have been treated 
to the rough useage which must unavoidably be given to 
machines operated from Service stations and under Service 
conditions. The Southampton has now undergone its develop- 
ment troubles, and can be safely regarded as the most 


efficient and reliable flying-boat in the world. 
For a description of the constructional features of the 
Southampton, see THE AEROPLANE for Nov. 24, 1926. 
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Lion engines) picking up their moorings 


engaged on a Service cruise round Great Britain. 
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British Made 


Some 
B.T.H. Magneto 
Achievements 
in 1926, 


King’s Cup Aeroplane Race. 
Grosvenor Challenge Cup. 


Shels'ey Walsh 
3 Prem.er Awerds 


200 Mile Car Race 
Ist 2nd 
Brooklands 1926, 


90 m.p.h, Short 
Handicap. Ist. 


90 m.p.h. Long 
Handicap. 3rd. 


100 m.p.h. Long 
Handicap. 2nd. 


he Trou 


i Enfield Trials. 


1500 c.c. class 
o 2000 cc. class 


Ist 
Ist 


Isle of Man Motor Cycle T.T. 
Lightweight Race. 
— 2nd— 


Ist 


3rd. 
Grand Prix (Belgium) Ist. 
pre South African T.T. Is*. 


Scottish Six Days, 
Team Prize. 


HAN Brooklands. 


8 World’s Records, Class A, 
pk 5 World's Records, Class C. 
Ah 6 World's Records, Class D. 
' 10 World's Records, Class F. 


t 8 
‘ ave run withou 
His London-Capetowa ® Your two magnetoe Mit aon-Capet orn 
"Kl ani ® the slightest fau F 
London - Australia 8 flight. 


) Alan Cobhame 
Flights. 


(signed 


The British Thomson-Houston Co., Ltd. 


EDIE CAT Rakc AL ESN GiPNGe RS AND MANUFACTURERS, 


Alma Street —— —_——Coventry England. 


Works: Rugby, Birmingham, Willesden, Coventry and Chesterfield. 
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THE CIERVA AUTOGIRO COMPANY, LIMITED. 


The Cierva Autogiro Company was formed early this 
year to develop the now well-known invention of Senor 
de la Cierva, the Spanish Engineer. The Company has 
established offices at Bush House, Aldwych, London. 

The object of this invention was to eliminate the 
principal defects and dangers of the ordinary aeroplane. 
The great majority of aeroplane accidents are due to 
what is known as “ stalling.”’ When an aeroplane stalls 
it loses, practically speaking, all its supporting power 
and its control. Moreover, this characteristic of stalling 
and its results lead to the necessity for such skill in 
flying, and such large spaces for landing and take-off, 
that the elimination of stalling can be said to be a com- 
plete revolution in flying. 

A further defect with the ordinary aeroplane is the 
lack of natural stability and the consequent difficulty 
and complication of controls. 

In various demonstrations in Spain, England, France 
and Germany the experimental Autogiro machine has 
demonstrated that it overcomes, beyond any question, 
these main defects of the heavier-than-air aircraft. 

The work of the Cierva Autogiro Company has, in 
effect, been divided into two parts. The first was to 
prove publicly beyond all question that the Autogiro, 
as a principle, performed all that was claimed for it. 

The second part of the Company’s work was to pro- 
ceed with the developments necessary to apply these 


principles to more practical flying machines, for it must 
be emphasised that the Autogiros which have, so far, 
been flying in public were merely primitive apparatus 
to demonstrate the principle. 

The first part cf this work has been accomplished 
satisfactorily, and it is generally recognised throughout 
the aeronautical world that this invention represents 
the most important event in flying since the Wright 
Brothers first flew. 

The Company is now, therefore, engaged in carrying 
out an extensive series of experiments on the aero. 
dynamical and mechanical problems which the new 
features of this system present. Apart from machines 
being built by or for different Governments the Com- 
pany is constructing several experimental machines of 
its own. A great deal of information has already been 
collected and on completion of the experiments now 
being made it will be possible to give much more 
definite data for the construction of machines, of all 
classes, which will be able :— 

1. To take-off and to land with little or no run, 

2. To be incapable of stalling or of getting out of 
control, 

3. To be extremely easy to fly and to handle, 


4. To be simple and easy to construct. 


The information on which these experiments are based 
is, to a large extent, complete: so that it will be only 
a very short time before a greatly perfected set ; 
aircraft can be built on this systein, 


we. O 


A two-seater demonstration Autogiro. 
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MISCELLANEOUS ADVERTISEMENTS. 


PATENT NC. 159079—‘‘ AN IMPROVED AIRCRAFT.” 

The owner of the above patent is desirous of atranging by 
license or otherwise on reasonable terms for the manufac- 
ture and commercial development of the invention. For 
particulars, address :—Herbert Haddon and Co., Chartered 
Patent Agents, 31 and 32, Bedford Street, Strand, London, 
Wie: 

FOR SALE. 
FOR SALE.—Avro 504K, suitable for private owner or joy- 
riding concern. Excellent condition and with C, of A, Trial 
by appointment. What offers?—Box No. 5301, THE AERO- 
PLANE, 14, Bream’s Buildings, E.C.4. 
MODEL PETROLMOTOR CASTINGS.—Half horse-power. | 
Cylinders bored free. 9s. 9d. set. List 3d. Butler’s Stores, | 
Littleover, Derbv. 
SITUATIONS VACANT. 

WANTED IMMEDIATELY.—Ground Engineer, licenced 
“A? and “C,’—Box No. 5365, THE AEROPLANE, 14 Bream’s 
Buildings, E.C.4. | 


Brimisy AVIATION 
INSURANCE GROUP 


THE WHITE CROSS AVIATION INSURANCE A@ 


Subscribed by underwriters at Lloyd's. 


UNION INSURANCE SOCIETY of CANTON, LTD. 


INCORPORATED IN HONG KONG. ESTABLISHED 19335 


UNION BUILDING 


78:79-80, CORNHILL, 
LONDON -E-C-3- | 
elepone '—— Avenue 8662¢4lins) | 


Jelegrams & Cables:- Untoreist london 


of 
| THE OLDEST- Nit 


r& & ONLY OFFICE 4 
DEVOTED ENTIRELY 
TOAVIATION RISKS 


CLaims P4AIDTO — 
DATE EXCEED 


£250,000 


NPERIA 


PASSENGERS AND FREIGHT. 
DAILY SERVICES * 


SG RE, RE RET PREIS 4 pe ET 


The only British Airline to the Continent. 


TO AND FROM THE CONTINENT. 


Required one or two good Aircraft Draughtsmen.—Apply in 
writing, stating experience, age and salary required to 
Handley Page Ltd., Cricklewood, N.W.2. 


MISCELLANEOUS. 
Aeronautical Employers and those seeking Aircraft Employ- 
ment should communicate with Capt. F. Warren-Merriam, 
A.F.C., A.F.R.Ae.S., at 64, Victoria Street, S.W.T. ’Phone, 
Victoria 8428. Special Register for Pilots and Ground En- 
gineers. 


Anything in Rope, Wire, Canvas or Fabric Work. 


FLOTATION <REE- AIR BAGS 


COMPANY 
17, Stcke Road, Guildford, Surrey. 


AVIATION 


The Oldest American Aeronautical Magazine. 


Published Weekly by 
The Gardner Publishing Co. Inc., 


225 Fourth Avenue, 
New ‘York, U.S.A. 


LESTER. .D. .GARDNER, 


President. 


Subscription Rates for England $6 a year. 


C‘If one wants to know exactly what is doing in American 
aviation, one reads ‘‘Aviation.”—C. G. G.] 


THE FIRST GERMAN AERO- JOURNAL 


“LUFTFAHRT” 


DEUTSCHE LUFTFAHRER ZEITSCHRIFT. 
Official Organ of the German Luftfahrt-Verband (Aviators’ 
. Association). 
A journal devoted to aeronautical interest, sport and science. 
. FOUNDED 1895 By H. W. I. MOEDEBECK. 
Published Semi-monthly. Subscription Price, M18 a year. 


FREE SPECIMEN COPY. 
VERLAG KLASING & CO, G.mb.H., Berlin W.9, Linkstrasse 38, Germany. 


‘LP AERONAUTIQUE,”’ 
THE LEADING FRENCH AERONAUTICAL PAPER. 


ANNUAL SUBSCRIPTION (for Great Britain) £1. 
8th Year of Issue. 


Monthly publication of 80 large pages, including the supplement 
L, Aeronautique Marchande,” and “1 Aerotechnique.” 


55, QUAI DES GRANDS AUGUSTINS, PARIS. 


A Specimen Copy will be sent on receipt of 2 Francs in French stamps 
(or the equivalent in foreign money). 


ARWAYD 


LIMITED. 


Air Port of London, 
CROYDON. 


’Phone :—CROYDON 2046 (Six Lines). 
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“DAS WANDERN.’—(Schubert). 


[ Registered at the G.P.O. 


Vol. XXXI. No. 24. SIXPENCE WEEKLY. Ve as a Newspaper 


‘IN SEARCH OF THE SUN.” Mr. Neville Stack and Mr. Bernard Leete, of the Lancashire Aero Club, at 
the K.A.F. Aerodrome, Malta, filling up with petrol. They are flying towards the East on De Havilland Moths 
Cirrus Mk.II engines). They have been detained at Malta for some days by severe storms. The route which they are using 


is that which will be followed by the D.H. Hercules quintet bound for Cairo. 


Palmer wheels and tyres were fitted to every British Aeroplane which left England duviing 
War, they have been the standard equibment on British Acroplanes ever since 
of twenty sizes, from 375 xX 55 to 1750 xX. 390, covering tive requirements 


as, 


NO 


Telephones : TITANINE-EMAILLITE, LTD., Telegrams : 


° Tetrafree, Piccy, London 
rectal es am Empire House, 175, Piccadilly, London, W.1. aera A’ B.C,, sth Edn. 
; Works:—London and New York. and Bentleys. 


See page 792 for detatls 
of every type of wiachine, 


(A.D.C. 
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Ps The Avro “Bison” 


Gunnery Spotting and Fleet 
Neo Reconnaissance Aircraft. 


This aeroplane has been expressly designed for fleet co- 
operation, particularly in tegard to gunnery spotting and re- 
connaissance generally. 

A particular feature of its design is that it can be landed 
a on the deck of an aircraft carrier and it is, in fact, one of the 
safest aeroplanes for deck landing which have yet been 
ed constructed. 
a The pilot is seated below the leading edge of the top main 
44] plane and from this position he has an excellent view for 

landing. Behind him is the top rear cabin with large windows 
} on each side to facilitate observation. Behind this cabin on 
i a raised platform is the gunner’s position from which he may 
; communicate directly with the cabin. In order that observa- 
a tion may be carried out in close co-operation with the pilot, 

a sliding hatch is arranged in the roof of the cabin be- 
' hind the pilot’s cockpit. 

1 The engine mounting is a separate unit and 
inl sible to remove it completely from the machine with the 
engine, when the mounting can serve as a bench on which 
: to stand the engine on the floor of a workshop. 
\ The pilot’s cockpit is an entirely separate unit, and is 
i mounted directly on the top forward longerons of the fuse- 
lage. 

The main planes are built up on spruce spars with warren 
girder ribs and tubular steel drag struts. They are arranged 
to fold in order to minimise housing space on the deck of an 
aircraft carrier. 


The interplane struts are of tubular steel with wooden 
fairings. 
The main planes are of a special high-lift type, and this 
feature combined with the remarkably powerful and accurate 
‘ontrols produce in a marked degree the qualities neces- 
sary for deck landing, 
The undercarriage is of the Oleo and compression rubber 
type, specially developed to withstand the heavy shocks 
which are inseparable from deck landing. 
The rear portion of the fuselage contains flotation bags and 


an emergency signalling apparatus is carried in a suitable 
locker in the tail plane. 


The following are the performance figures : 
Top Speed ...:.,... 108 m.p-h. Landing Speed 
Climb ... 600 ft. per minute. Range ie eocccun. 4s 
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4 AVRO “ BISON.” 


‘Aldershot ” 


Engined Bomber. 


The Avro type 549 has ‘been expressly designed for long- 
distance bombing. Its exceptional stability makes it particu- 
larly suitable for night operation, and it has in fact been 


Avro 
Single 


extensively used in England for night flying with very good 
results. 


The fuselage is large and affords ample space not only for 
the stowage of military equipment, but permits the careful 
arrangement of the bombing position. 


It has also been possible to arrange for very complete de- 


fensive armament in order to minimise the necessity for a 
fighting escort. 


In view of its large size, the fuselage is built in sections, 
in order to facilitate transport and repair. All the crew are 


situated behind the main planes and their positions are such 
that parachutes may be used readily. 


The fuselage is built with a double deck, the lower deck 
forming the bombing position and the wireless and naviga- 
tion cabin, while the upper deck accommodates the pilot 
and navigator at the forward end and the rear gunner at 
the after end. All members of the crew can move freely 
about from one deck to another. 


The main planes are built on spruce spars with Warren 
girder ribs and steel drag struts. The outer planes are 
arranged to fold back in order to reduce storage space. 


If desired, all-metal wings can be supplied. The wing 
fittings, however, are of special design so that in case of 
shrinkage of the wooden spars in a hot climate, they can 
be easily tightened up. 

The tail plane is mounted well above the fuselage, in order 
to obstruct the rear gunner’s view as little as possible. Com- 


plete tail controls are fitted, and the tail plane incidence can 
be adjusted during flight. 


The aileron control is operated on the differential principle 
whieh minimises any tendency to jaw. 


All these factors combine to produce the large degree of 
stability which is necessary for precision bombing. 
The following are the performance figures : 


Top Speed ......... IIo m.p.h. Landing Speed ... 50 m.p.h. 
Climb 500 ft. per minute. Rane 4.00), ~.- © hours. 
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LIMITED, 


“Andover ” 
Troop 


Avro 


Ambulance, Carrier 
or Freight Machine. 


The Avro Andover may be equipped alternatively as an 
Ambulance, as a Freight-carrier or for Passenger Transport. 

The cabin is of large dimensions (6.69 metres long and 1.42 
metres wide with 1.8 metres clear head room). In addition 
a baggage compartment and a lavatory are provided at the 
rear end of the cabin. It is possible to arrange the cabin to 
accommodate twelve passengers, or if desired, fewer pas- 
sengers and a corresponding load of freight can be carried. 
Large windows along each side of the cabin allow a good 
view for the passengers, and the door, owing to the method 
adopted for the construction of the fuselage, can be made in 
a variety of sizes and shapes to suit the particular purpose of 
the machine. 

In flight the Andover is stable and steady, and is light 
and easy to handle on all controls, so that the pilot does not 
become unduly fatigued during long flights. 

The pilot’s cockpit is situated just below the leading edge 
of the top centre section plane, and he has an ‘excellent view 
in all directions, particularly for landing. The navigator's 
station is alongside the pilot’s seat, but at a lower level, with 
direct access to the main cabin by means of a door in the 
sound-proof bulkhead which separates the cabin from the nose 
of the fuselage. 

The engine mounting is bolted to the front of the fuselage 
and the engine is isolated from the pilot’s cockpit by a fire- 
proof bulkhead. Efficient engine silencers are fitted, and 


these, combined with the soundproof construction of the cabin, 
as it possible for the passengers to converse without difii- 
culty. 

The main planes are of mixed wood and metal construction, 
and a special feature is the method of attachment of the tubu- 
lar steel drag struts to the wooden main spars. The attach- 
ment fitting is so made that it can be tightened up in the 
event of shrinkage of the spars in a tropical climate. The 
planes are arranged to fold in order to economise housing 
space. All covering is of linen, doped. 

The petrol system is entirely gravity. The petrol tanks are 
two in number and are carried one under each top main plane. 

The undercarriage is of a specially developed Oleo type, in- 
corporating rubber in compression. This type of alighting 
gear has been proved to.be most efficient, and heavy land- 
ings can be made without inconvenience to the passengers. 
The tail skid is sprung by means of rubber in compression. 

The following are the performance figures : 
Tope Speed. f...2.-, 110 m.p-h. Landing Speed 


2 m.p-h. 
Climb 540 ft. per minute. Range 


See enacts et cae 6 hours. 


Avro “Ava” & “Avenger.” 


Two Avro machines about which little can be said at the 
moment are the Ava and the Avenger. The former is a multi- 
seater twin-engined night bomber and coastal torpedo de- 
fence landplane fitted with two 670 h.p. Rolls-Royce Condor 
III engines. The latter is a single-seater fighting scout fitted 
with a direct-drive 525 h.p. Napier Lion VIII engine. This 
machine has a remarkable turn of speed. 


eal 


AVRO “ AVENGER.” 
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This photograph was 
taken during the 
Grosvenor Cup Air 
Race when the 
Westland Widgeon 
achieved the fastest 
time for the course— 
105.5 m.p.h. and the 
fastest individual 
_ Mi Aes ae & m.p.h. 
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| T he 
WESTLAND 
“WIDGEON” 


Fok eleven years we have been designing and building 
aeroplanes, and to-day the reputation of Westland 
Aircraft for safety, speed and comfort is world-wide. 


Our designs comprise all types from private single-seaters 
to large twin-engined bombing machines. 


In these days road travel is anything but pleasant. By 

owning a light aeroplane you can recapture the joys 

| of travel. We intend to publish shortly particulars of 

‘Widgeon III,” a light passenger Monoplane which will 

be within reach of the man of moderate means. The 

A | |e ce hstnt sed ch yaar Re . machine folds, and will go 
: comfortably into an ordinary 
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yt SPECIFICATION. 


Fuel Capacity 


Useful load apart from 


Seca et tees sceccecs tee rece ess sesettSeces sess Ge eesreesereeaes 


Leading Weights and Dimensions: 


Weight, fully loaded... 1,150 lbs. 

As See ; ably successful example of 
Weight, light, without 

fosl-ded off boite modern aircraft construction. 


12 gallons. 


; fuel and oil 380 lbs. : 
. Surface 145 sq. ft. : 3 
Span ... 30 ft. 8 ins. : WESTLAN 1) AIRCRAF T 
| Width, folded gft.gins. =: WORKS 
Length 20 ft. 5 ins. (Branch of Petters Limited), 
; } Petrol consumption ... 20 Miles per 
th tin | YEOVIL, ENGLAND. 
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The specification, is given 
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ON THE ATTACKS ON THE AIR MINISTRY. 


Misdirected attacks on the Air Ministry are so common 
that we could afford to ignore them but for the fact that 
occasionally they take such a form that they are likely to 
affect the moral of the personnel of the R.A.F. The veteran 
pilots and air mechanics of the War 1914-18 are left cold by 
most of these attacks, with the exception of a few dis- 
gruntled officers and men with Bolshevistic tendencies who 
use such attacks deliberately with the intention of upsetting 
the loyalty or discipline of their fellows. But there are 
young officers and young mechanics and apprentices who 
read these attacks and because of their own ignorance are 
influenced by them, consciously or unconsciously. Also the 
parents and other relatives of the personnel of the Air Force 
are liable to be put into a panic by such attacks. 

Therefore it seems well worth while to return once more 
to the question of accidents in the R.A.F. when a paper of 
the importance of the London Daily Express comes out, as 
it did on Wednesday last, December 8, with a heading right 
across the front page— 

ANOTHER ROYAL AIR FORCE TRAGEDY, 
and heads its first double-width columns thus :— 
DEMAND FOR AIR INQUIRY 
DEATH ROLL MOUNTING WEEK By WEEK 
SERIOUS CHARGES 
CRITICISMS OF OFFICIAL Mrrnops. 


These double-column headings convey in a few seconds to 
any moderately intelligent but ill-informed person certain 
definite ideas. 

The first suggests that a number of people of social, poli- 
tical and commercial importance are banded together with 
a determination to force on the Government an air inquiry 
similar to that which was held in 1g16. 


The second suggests that the number of fatalities in the 
Air Force is greater than it should be in proportion to the 
number of people in the R.A.F. who fly and in proportion to 
the amount of flying which they do. 

The third suggests that charges of incompetence, or actual 
malfeasance of trust, or at any rate dereliction of duty, are 
made against some person or persons unnamed. 

The fourth suggests that several people, whose competence 
to judge aeronautical matters is above question, have actu- 
ally criticised something or other in the official methods ot 
handling R.A.F. personnel and matériel and are prepared 
to show that those methods are responsible for the number 
of accidents. 

THE DANGER OF CRITICISM. 

One does not for a moment wish to imply that it was the 
intention of the responsible editor of The Daily Express to 
make such suggestions. One merely says that those are 
the ideas which reading those headlines put into one’s own 
mind and that therefore other people have probably obtained 
similar ideas from them. And one does definitely believe 
that such ideas, if they take hold of the personnel of the 
Royal Air Force, are subversive of discipline and destructive 


of moral. 


~ One acknowledges freely that on various occasions articles 
which have appeared in THE AKFROPLANE attacking certain 
departments or certain methods in the Royal Naval Air Ser- 
vice, and in the Royal Flying Corps, during the War 1914-18 
have laid one open to precisely such charges oneself. But 
those articles in THE AEROPLANE were written with a full 
knowledge of the facts And the reforms which followed 
those attacks on official mal-administration or stupidity 
proved that one’s criticism was justified. 


In this particular instance the attacks by The Daily 


CRANWELL CADETS.—Air Chief Marshal Sir Hugh Trenchard, G.C.B., D.S.O., Chief of the Air Staff, inspect- 
ing the passing-out term of Flight Cadets at the R.A.F. Cadet College, Cranwell, on Dec. 10. 


Immediately be- 


i i i ¥ ri Honour, and in the middle of the 
hind Sir Hugh Trenchard is Flight Cadet J. Clarke, the winner of the Sword of 7 I 1 
group of acipe officers is Air Commodore F. C. Halahan, C.M.G.,'C.B:E., D.S.O., M.V.O., Air Officer Commanding 


R.A.F. Cranwell, and Commandant, 


Cadet College. 
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Express, and by various other newspaper critics of the Air 
Ministry, are not justified. 

Nobody, least of all the High Command of the R.A.F., is 
going to pretend that everything in, the Air Force is per- 
fect. There is always room for. improvement’ in every 
human organisation. Everybody, most: of all the Aiur 
Council, would like to see the R.A.F. free from all acci- 
dents. But accidents must happen now and them. 

Some of the accidents which have happened during the 
past twelve months could have been avoided if the technical 
departments in the Air, Ministry had been more intelligent, 
or if they had set to work promptly to make improvements 
in certain directions instead of waiting and waiting in the 
hope of achieving what they imagine will be perfection. 
But there is a world of difference between hustling the 
technical people into doing their jobs more quickly and 
making sweeping charges, as The Daily Express has done, 
against the whole administration of the Royal Air Force. 

The Daily Express is perhaps the most influential of the 
lower priced daily papers. And one believes that it has a 
bigger circulation in the London area than any other news- 
paper. In one’s own estimation it is by far the most enter- 
taining and best written of the penny papers. And as it is 
not given to stunts it is bound to carry more weight than 
papers which are so inclined. 

Also, one has a great respect for The Daily Express because 
in the earliest days of aviation it dealt largely and sanely 
with aeronautical subjects, and throughout the War 1914-18 
and since the War it has given a large amount of attention 
in a properly informed and vet eminently readable way to 
the progress of aviation. 

Therefore one is the more sorry to see it adopting this par- 
ticular attitude towards the Air Ministry. And one feels 
that whichever member of the editorial organisation is re- 
sponsible for this attack has been misled by people who have 
not so much axes to grind as axes to use against the Air 
Ministry or against senior officers of the R.A.F. 

WHY SOME AKFROPLANES BREAK. 

The accident which is made the spear-point of the attack 
is the death of Flying Officer G. V. Wheatley at the Aero- 
plane and Armament Experimental Establishment at 
Martlesham Heath, when the wings caine off a Gloster Game- 
cock. 

Naturally the wings should not fall off an aeroplane under 
any ordinary Service conditions. But it is well to remem- 
ber that it is practically impossible to make an aeroplane 
which will not break under extraordinary conditions. And 
it is for the purpose of testing aeroplanes under extraordi- 
nary conditions that the Experimental Station at Martlesham 
exists. 

One of the problems which has been troubling aircraft 
designers of all nations since 1918, during which erga 


speeds have increased so enormously, is what is known as. 
‘“wing-flutter.”’ An aeroplane may behave perfectly cor= 
rectly under norinal conditions, but when its nose is put 
down and it is made to dive at very high speeds the wings. 
may begin to flutter and if they do so “they will eventually 
break away. 

Many pilots have been killed through this cause. After 
some had been killed and others had had narrow escapes, 
several American Army test pilots at McCook Field, greatly 
daring and full of faith in their parachutes, made experi- 
ments to find out precisely what happened when wings flut- 
tered and broke in this way, and deliberately dived. their 
machines till the wings broke. 

All of them escaped with their lives, thanks to their para- 
chutes, and as a result American designers have acquired 
such knowledge that wing-flutter has apparently been 
entirely eliminated from the American high-speed pursuit- 
ships and fighters. 

Certain British aircraft have of late years developed wing- 
flutter, and though in the majority of cases pilots have man- 
aged to land before their wings have broken, or have re- 
gained control of the fluttering wings, they have had very un- 
pleasant experiences when the wings jhave taken charge 
and pulled the control stick out.of their hands. 

The problem is comparatively new and is, in this respect, 
and in its effect, not at all unlike the problems of ‘“ tramp- 
ing’? and ‘ gold-fishing ’”’ in relation to the steering of cars 
at high speeds, caused by the fitting of balloon tyres, which 
problems are still puzzling automobile designers in the "United 
States and in this country, and causing a great number of 
deaths among motorists,—which deaths have passed un- 
noticed merely because people are accustomed to being killed 
in motor-cars. 

Our test pilots of the R.A.F. at Martlesham and Farn- 
borough and elsewhere, have, like the Americans, deliberately 
risked their lives by diving their machines to breaking point— 
to discover various facts about design and construction. In 
this particular instance Mr. Wheatley was apparently un- 
able to get out of the machine and use his parachute and so 
he was killed, like the late Flt. Lt. Junor, with his para- 
chute unused. 

As a result of these dangerous experiments in this country,, 
and others, a certain number of our more intelligent aircraft 
designers believe that they have learned how this fatal wing- 
flutter may be stopped in future designs. And if their claims 
are justified it means that the brave men who have made 
the tests from which these facts have been learned will have 
saved the lives of hundreds of pilots in the next air war, 
besides saving the lives of future pilots, who in carrying 
out tests for other reasons altogether, or merely in fighting 
practice, may reach speeds and get into attitudes which would 
otherwise cause wing-flutter and fatal accidents. 


AN INSPECTION A 


CRANWELL.—Sir Hugh Trenchard inspecting the Airmen at Cranwell. Air Commodore 
Halahan, A.O.C. Cranwell, is seen on the right. 
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One has set forth all these details merely to show that 
here was a case in which nobody was to blame for the acci- 
dent except aerodynamic scientists in general, who have no 
excuse for being so ignorant about their own science, 

To use such an accident as an excuse for an attack on the 
Air Ministry was entirely unjustifiable. It would be equally 
just to attack the Ministry of Health because certain brave 
doctors experimenting with X-rays have died of dermatitis. 

THE SUBSTANCE OF ATTACK. 

Having said so much we may now proceed to the substance 
of the attack in The Daily Express. It begins thus :— 

No reputations must stand in the way of truth. 

There must be no official protection of incompetent officers, 
no maticr how high their rank. 

There must be no interposition of red tape. 

The entire administration of the Royal Air Force must be 
subjected to an investigation that is fearless, either of de- 
partments or of personalities. 

With the plain conditions stated one is entirely in agree- 
ment. Nobody’s reputation should stand in the way of truth 
and there should be no official protection of incompetent 
officers. But anybody who knows the Members of the Air 
Council, namely the Chief of the Air Staff, the Air Member 
for Personnel, and the Air Member for Supply and Research, 
Knows perfectly well that such injunctions are an implied in- 
sult to them. 

They would be the last persons in the World to stand in 
the way of a full and complete inquiry if such an inquiry 
were necessary. In fact if there were any kind of a genuine 
demand for an inquiry they could only oppose it on the 
grounds that such an inquiry would be sheer waste of money 
and would take up a lot of the time of officers who would be 
very much better employed in attending to their jobs in the 
Air Force. 

After the lines just quoted comes the following passage :— 

A distinguished flying officer made serious charges last night to 
The Daily Express. 

“There is far too much red tape about the R.A.F.,” he stated, 
“and far too little of the real flying spirit in the high command. 
Squadron commanders are worried to exasperation by regulations 
and headquarters’ chits. It is much worse than at sny time in the 
war or in any other service. <A squadron commander’s full energies 
are taken up with administrative routine, when flying should be 
his constant concern. 


“Although the latest accident appears to have been the fault of 
the machine, this is not usually the case, nor is it the mechanical 
inspection which is necessarily the trouble. The fact is that the 
new types of flying machines are much faster than the old, and no 
pilot should be sent up in them without at least too hours’ solo flying 
in a safe, training type. That has been the cause of most of the 
other crashes this year.’ 

A REPLY TO THE ATTACK. 

Now this is precisely the kind of thing which does so much 
harm not only among the general public but among the in- 
experienced officers and men of the R.A.F. They take it for 
granted that the man quoted is in fact a distinguished flying 
officer whereas to anybody who knows the Ait Horce it 1S 
evident that the man is both a fool and untruthful. He may 
have been distinguished for his flying, but he can never be 

' distinguished for his intelligence or his accuracy of state- 
ment. 
i) Possibly. there. may be a little too much red tape in the 
UR.A.F., but that is inevitable in any small service which has 
to carry the overhead charges of a Staff organisation de- 
)Signed to administer a force about ten times as large. The 
Air Force is in fact in the position of, say, a motor-car fac- 
)itory with an output of one car a day which is carrying the 
mass-production organisation of a factory which is intended 
‘some day to expand to an output of a car an hour. So-neces- 
‘sarily there is a certain amount of paper work which would 
pfot be necessary if the R.A.F. were intended to remain al- 
s Ways, as at present, of a size such that the Air Marshal com- 
)manding could remember the Christian names of every pilot 
officer in the Force. 
# To say that there is too little of the real flying spirit in 
“the High Command is just a plain unmitigated lie. If one 
vtakes the list of Air Vice-Marshals who hold the higher com- 
)mands one finds that not only are almost all of them quite 
| eee flyers as passengers but that several of them are 
»ictually among the best pilots in the R.A.F. in spite of their 
“age and seniority. 
_ If they do not in these daysdo much piloting it is not for lack 
of inclination, but simply because they have too much work 
to do, and piloting is not part of their job. Even the most 
‘nthusiastic car-driver, if he happens to control a big busi- 
Jess, is rather apt to employ a chauffeur so that he may 
onserve his nervous energy for the conduct of that business. 
No doubt some Squadron Leaders are worried by regula- 
‘tions and forms and ceremonies, but the type of man who 
makes the best leader of a band of bravoes in a war is by no 
means the type who is best suited to administer a unit in time 
of peace. Any fool can lead an attack, but it takes a man 


with common sense and brains to look aiter the moral and 
bodily weltare of anywhere between 500 and 1,000 airmen, 
and to see that they get their food properly and wash behind 
their ears, and that they pay proper attention to their work. 

In that excellent book, “ The Silences of Colonel Bramble,’’ 
one of the characters remarks that only in time of peace is 
it possible to discover the true soldier. And that remark ap- 
plies equally well to the discovery of the true Squadron 
Leader. Which goes to show that the “ distinguished flying 
officer * quoted by The Daily Express is a fool. 

As to his idea that no pilot should be sent up in a fast 
machine without having done at least 100 hours’ solo flying 
ina training machine,—if he could get at the figures he would 
probably find that very few pilots of single-seat fighters are 
ever allowed into such machines until they have done a good 
many more tha roo hours’ flying. 

Also our new machines are not much faster than the old. 
And it is not on the fast machines that most of the acci- 
dents happen. 

And it is not the new types of flying machines which are 
so dangerous. It is the overloaded old types which cause 
most of the trouble. If this distinguished flying officer had 
taken the trouble to look through the lists of accidents on 
such approximately modern machines as are in the possession 
of the Air Force, he would find that most of the people who 
have been killed on them have been quite experienced pilots. 

ANOTHER MIS-STATEMENT. 

Following this charge, the Express has a wonderful story 
about ‘‘a £20,000 Vickers Virginia bomber ”’ landing in a 
London aerodrome, and after three tries coming to a stop 
two feet from the edge of a river—presumably at Brooklands. 
The Express then says that the pilot in charge had been given 
less than 25 hours’ solo flying previous to taking charge of 
this costly machine. ‘The probability is that the said pilot, 
in addition to hundreds of hours on training machines, had 
had many hours’ flying as second pilot on Virginias so as to 
give him plenty of practice in landing before he was allowed 
to take the machine out alone. 

No amount of practice on training machines would help 
him in the least in flying or landing a Virginia. The vast 
difference between landing these big bombers and any ordin- 
ary machine is shown by the fact that after a pilot 
has had the necessary number of hours of training as second 
pilot on a big bomber he is then sent up quite alone in the 
machine so that he may get used to it at the risk of his own 
neck, before he is allowed to take up a crew of airmen. 

TECHNICAL TRAINING. 

Further on the Express says :— 


Experienced pilots also contend that no officer should be given 
command of a flight, much less a squadron, until he has taken a 
special technical course. At the present time the majority of 


squadron officers are not qualified to carry out a technical inspection, 
except of the most superficial nature. 

It is pointed out that if officers were technically qualified, and 
devoted more time actually to flying, they would be able to instil 
complete confidence in the flying personnel under their direction, 
as well as maintain a high degree of efficiency in their units. 

An interesting point about this criticism is that ever so 
long ago the Chief of the Air Staff announced definitely that 
in order to earn promotion officers must have technical 
knowledge, and that his ultimate aim was to make every 
Air Force officer a competent pilot and a’ trained engineer. 
This announcement produced promptly an outcry about the 
impossibility of making everybody into engineers, and-some- 
thing very like an agitation was started in favour of forming 
an engineer branch in the R.A.F. so that squadron leaders 
and flight lieutenants who had no taste for engineering 
might devote themselves to administration and flying. 

As for the suggestion that officers ought to devote. more 
time actually to flving—there is a definite regulation in the 
Air Force at the present time that every officer must do a 
certain amount of flying, and that if he is not a competent 
pilot he cannot be promoted and must resign on reaching a 
certain age. 

DRILL AND DISCIPLINE. 

Finally comes the usual bleat about drill and discipline as 
follows :— 

“The R.A.F.,” said a former wing commander to The Daily Express 
last night, ‘‘is always on active service. But the high command always 
wants to be on parade ®r in orderly rooms. Flying, more flying, 
and yet more flying, is what we want, directed by flying men who 
have the flying spirit, and who know the whole business from the 
ground up.” 

This is the old complaint of the discontented officer who 
has been a failure in the Air Force and has left because he 
could not earn promotion. One would merely ask those 
junior officers and men who believe in “ flying, more flying, 
and yet more flying ’’ what would happen to an R.A.F. unit 
or detachment moving as a body in the streets of an English 
town, or entraining at a railway station, if it did not know 
how to comport itself on parade? 

One would also ask what would happen to an R.A.F. 
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THE FAMOUS LION. 


Reliability in an aero engine is undoubtedly its most 
essential feature. No matter how high the performance and 
how excellent the aeroplane, without reliability it is impos- 
sible for success to be achieved. 

With an aero engine, therefore, it is more important than 
with any other form of engineering for meticulous care to 
be taken in manufacture. 


One of the most famous firms engaged in the construction 
of aero engines, is D. Napier and Son Limited, of Acton, 
London. So successful has this firm been with this side of 
engineering, that they decided to concentrate all their re- 
‘sources on the construction of aero engines. 

That they have obtained reliability to a high degree with 
their engines is proved by the continuous successes gained in 
all branches of aviation by machines engined with the most 
famous of their products, the Napier Lion. 

Thoroughness is the keynote in its construction, and the 
inspection side of the factory has been organised to such a 
high pitch of perfection that, as far as is humanly possible, 
no error can creep into its construction. 

To one who has had the privilege of inspecting the Napier 
Lion in course of manufacture, it is a revelation to see the 
great care that is taken in every detail, the thoroughness of 
every operation, the high grade of material that goes into the 
factory and the highly skilled workmanship that is employed. 
When one considers all these points it is not surprising to find 
that the Napier engine holds such a supreme position in the 
World of Aeronautics, and it is not to be wondered at that 


THE COMPLETED ARTICLE.—Front view of the Napier Lion aero engine. 
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one can point to a list of achievements with this engine un- 
approached by any other engine in the World. 


In our last week’s issue, reference was made to the more 
recent achievements to the credit of the Napier, This week, 
one would wish to refer to some of the many types of air- 
craft employed by the Royal Air Force which are fitted with 
this famous engine. 

All types from the single-seat fighters to the giant multi- 
engined bombers and troop carriers are engined with 
Napiers. 

Two of the latest type single-seat fighters which are now 
being tried out by the British Air Muinistry—the Gloster 
Gorcock and the Avro Avenger—are fitted with the Napier 
Lion. These machines are stated to be two of the fastest 
fighters in the World. One is not able to give figures as to 
their performance, but it is believed they show a great 
advance on previous machines of this type. 


Of the two-seater reconnaissance class such famous 
machines as the Fairey Fawn, which visitors to the Air Force 
Display in recent years have seen giving such an excellent 
display of formation flying, are fitted with the Napier Lion. 


Among the heavy bombers and troop carriers of the Royal 
Air Force, such proved machines as the Vickers Virginia, 
Vickers Victoria, Vickers Vernon and Handley Page Hydera- 
bad, all rely for their motive power on the ubiquitous Lion. 


Torpedo carriers built by famous firms for the Air Ministry 
include the Blackburn Dart and Handley Page Hanley, whilst 
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in the fleet spotter class engined with the Napier the Avro 
Bison and Blackburn Blackburn are successful types. 

Of seagoing craft in use by the Royal Air Force perhaps the 
most successful is the famous Supermarine Southampton. 
This is a five-seater reconnaissance flying-boat fitted with two 
Napier engines. This is the only twin-engined boat in the 
World which can be flown successfully on one engine without 
losing height. 

Amphibian machines which have been employed with a 
high degree of success are the Supermarine Seagull, the 
Vickers Viking, Parnall Puffin and Fairey Pintail, whilst 
amongst seaplanes perhaps the best known in the Service 
is the Fairey IIID. All are fitted with the Napier Lion. 

Such a general use of the Napier engine shows how suc- 
cessful and reliable this engine has proved itself. 

Quite apart from its popularity in the Royal Air Force 
—or is it because of it?—the Napier Lion is employed in 
twenty countries outside Great Britain. It is particularly 
gratifying to find such practical proof in all parts of the 
World of the general acknowledgment of the superiority of 
British Engineering. There is no other engine which can 
with equal right make such a claim to the title that it is 
the Finest Aero Engine in the World, as the Napier Lion. 

Undoubtedly the Napier Lion has to-day reached a very 
advanced stage in aero engine development. There is no 
other engine which has been so consistently developed and 
improved over such a long period as this engine. Further, it 
has not been merely tried out in bench tests, but on actual 
service—Royal Air Force, Civilian and Racing. 

In addition to the standard geared Lion the Napier Com- 
pally now manufacture a direct drive model which bids fair 
to be as popular in its sphere as the famous Lion. It is 
also from this famous Acton factory that the 1,000 h.p. Napier 
Cub was produced, which is the only engine of this high 
power to take the air successfully. 

When specially fast machines were designed for racing 
purposes, it was the Napier Company who were approached to 
supply the engines of high power with light weight. 

The Napier Company might well feel proud of their famous F ; 
products. They have done much to prove the reliability : ‘ r ne 
and efficiency of British aeroplanes and much of the freedom THE NAPIER LION IN THE MAKING. 
from trouble of the British Civilian Air Lines is due to the the crankcase. 
famous Lion. 


e. pe oe Rag 


Machining 


CHECKING UP. 
KINDLY MENTION “ THE AEROPLANE ” WHEN CORRESPONDING WITH ADVERTISERS. 


One of the View rooms in the Napier factory, checking camshafts, etc. 
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detachment in hostile country, as for example if sent out 
into the desert to salve a wrecked machine, or cut off from 
the main body during the swing of the fighting line in the 
mobile warfare of the future, if the officers and men had no 
training as infantry soldiers. 

How a man so completely ignorant of war conditions ever 
acquired the rank of wing commander might be difficult to 
explain if one did not know that the siege-warfare conditions 
of the War 1914-18 gave opportunities of promotion to men 
who were simply leaders of air fighters although they were 
utterly ignorant of any other aspect of war. 

The R.A.F. does far more flying in proportion to the num- 
bers of its pilots than does any other Flying Service in the 
World. Its men are better trained as mechanics and as 
ground fighters than are the men of any foreign service. 
And in due course, no doubt, the ambition of the High Com- 
mand to make every officer a reliable pilot and competent 
as a supervisor of the work of aircraftsmen, will be fulfilled. 


OuR TECHNICAL WEAKNESS. 

Our weakness, and the cause of most of the fatal accidents 
in the R.A.F., lies entirely in the Technical departments, 
which are manned almost altogether by civilians, though a 
certain number of these civilians use military titles, thanks 
to the fact that during the War 1914-18 they were put into 
uniform so that they might not be dragged from their office 
chairs by a War Office wishful to thrust them into the 
rigours of active service. 

If the whole lot of them were cleared out, and if their 
work were put into the hands of serving officers with experi- 
ence of aircraft in the field and in the air, and if the experi- 
mental and development work were done by the various 
firms in the Aircraft Industry in collaboration with these 
serving officers, we should make much more rapid aero- 
nautical progress and we should save a large number of lives. 

Even those accidents which are ascribed to ‘‘ errors of 
judgment ”’ on the parts of the pilots generally happen 
because the machines are only safe for pilots who know the 
tricks of those machines. And it is the fault of our technical 
experts that all our machines are not much more nearly fool- 
proof than they are. 

The serving officers know what they want. And they 
know enough about the technical side to know whether they 
are getting it or not. The Aircraft Industry . knows, or 
ought to know, how to supply what is wanted. So there is 
practically no need for any of the Air Ministry ‘‘ experts ”’ 
in between. 

QUESTIONS IN THE HOUSE. 

On Decembet g Mr Hore Belisha, the Liberal M.P. for 
Devonport, asked the Prime Minister whether he would 
allot a day in Parliament to discussing the position created 
by the continued sequence of accidents in the Air Force. 
Mr. Baldwin, though deeply deploring such accidents, said 
that he was satisfied that every possible precaution was 
taken and would be taken to safeguard the lives of the 
R.A.F. personnel. And he courteously but definitely refused 
to give time for such a discussion. 

Herein Mr. Baldwin showed his usual sound common 
sense. No amount of talk in the House of Commons could 
possibly do anything towards improving the state of affairs 
in the Air Force. Everything that can be done under exist- 
ing conditions to prevent accidents is being done. But time 
must be allowed to those in high position to make the im- 
provements which are necessary. 

There is no possibility in an establishment such as the Air 
Ministry to adopt the ‘‘ sack the lot” policy which the late 
Lord Northcliffe was so fond of advocating in his group of 
newspapers as the cure for all evils, civil and militarv. And 
in any organisation sacking the lot can only produce chaos, 
which is no real improvement on muddle. 

Karlier in this article and at various times for a number 
of years one has indicated where improvements can. be 
made. And slowly but surely these improvements are being 
made. But, just as one small piece of dirt in a carburettor 
jet may cause a forced landing and the wrecking of an aero- 
plane and the death of its crew, so one inefficient official in 
any of the many departments of the Air Ministry may cause 
a block in the improvements or reforms which are in pro- 
gress in the department in which he serves. 

The difficulty for those in high places, as for example for 
the Air Council itself, is to discover where these obstructors 
of progress exist. 

One could name possibly half-a-dozen obstructors off-hand 
oneself, and yet anything in the nature of an official investi- 
gation would probably discover that each and every one of 
those officials was doing his work honestly to the best of his 
ability. And few things are more difficult than the dismissal 
of a Government servant, whether permanent or temporary, 
who is doing his best and cannot definitely be charged with 
any deliberate neglect of duty. 

THE SEAT OF THE TROUBLES. 
Quite definitely the causes of almost all the accidents can 


be traced to the Department of Supply and Research. That 
is to say, either the machines may be overloaded, which is 
obviously a matter of their being supplied with too much 
stuff to carry, or they may be technically wrong, which is 
the fault of the Research people. 

The same machines fitted with lighter equipment might 
not be overloaded. In such case the Research people are to 
blame for not discovering lighter equipment and the Supply 
people are to blame for issuing unnecessarily heavy 
equipment. 

Also the Supply people are to blame for supplying recon- 
ditioned machines of antiquated types. Again the Research 
people are to blame for not discovering obvious methods by 
which ~such machines could be made far safer, even when 
overloaded. Also the Research people are to blame for not 
making quicker progress in the discovery of new and im- 
proved types of machines to replace the obsolete types which 
are still in use. 

And the Research people are also to blame for not dis- 
covering, with the help of the Aircraft Industry, machines 
which are more controllable under certain conditions in the 
air, as for example when stalling or spinning or slideslip- 
ping. And the Supply people are to blame for not hustling 
the Research people into discovering such improved and 
fool-proof types. 

Similarly, as concerns machines which break in the air, the 
Research people are to blame for not having acquired enough 
knowledge to prevent such accidents and the Supply people 
are to blame for allowing such machines to go into service. 

IMPROVEMENTS IN PROGRESS. 
“The present Air Member for Supply and Research, Sir 
Geoffrey Salmond, has done a great deal during his term of 
office to improve matters. And a certain amount of weed- 
ing-out has been done. 

One wise step which has been taken in his administration 
has been the splitting of the Research Department into two 
separate departments, one for Technical Development and 
one for Scientific Research. Altogether Sir Geoffrey Sal- 
mond has done a great deal to make our aircraft more fit 
for ordinary use, and less fit for only heroes to fly in—to 
paraphrase Mr. Lloyd George’s method of speech. 

Perhaps Sir Geoffrey has been a little too kindly in his 
ways and might have achieved even better results by more 
Prussian methods—one’s German readers will doubtless 
understand what one implies by this use of the word which 
carries a distinct meaning all over the rest of Germany. It 
remains to be seen whether ‘his: successor, Sir John Higgins, 
who takes over the duties of Supply and Research next year, 
will have a heavier hand. 

Like Sir Geoffrey Salmond, Sir John is a Gunner officer 
with the excellent technical training of Woolwich as a basis | 
for his engineering knowledge. Also he is one of the earliest 
pre-War officers of the R.F.C., and besides being a very good 
pilot in the past is still a most consistent flyer, so that 
nobody will be able to complain, as newspaper critics have 
so often done about the higher ranks of the R.A.F., that 
the chief of the R.A.F. Technical service is not himself a 
practical aviator. New brooms proverbially sweep clean, and 
no doubt Sir John will discover many corners of the Air 
Ministry which need sweeping. And the cleaner the sweep 
he makes the better, so long as he does not break himself. 

A SUGGESTED IMPROVEMENT. 

Purely as a matter of personal opinion one would suggest 
that an improvement might be made by separating the 
Department of Supply entirely from the Department of 
Research, even though it would mean adding another mem- 
ber to the Air Council. 

Supply and Research should not be under one chief. They 
should be two absolutely distinct departments not so much 
working in co-operation as in opposition, or at any rate in 
competition. Then, between the technical people in the 
Supply Department refusing to have anything other than 
the very best technical equipment, and the Research De- 
partment itself being constantly put on its mettle to dis- 
cover improved equipment, we might make real progress. 

The technical people in the Supply Department should Le 
purely critics and not producers, whereas the Research 
Department should consist entirely of discoverers and not of 
critics, except in so far as they would discover faults in the 
products of the Aircraft Industry. 

THE TRADE’S Par’. 

Over and above all that the Aircraft Industry should be 

both encouraged and criticised. It should be encouraged 


_to produce new and improved aircraft and engines. And its 


new products should then be mercilessly criticised, and 
ruthlessly turned down if not up to and surpassing the pro- 
ducts of foreign countries. There should be no such thing, | 
as one fears there is at present, as buying a firm’s machine 
merely to keep it in business as a potential source of supply 
in time of war. 

If a firm could produce worth-while designs of its own, | 


ae 


an Army with great effect. 
_ General 


from the air and all wires cut by the bombs. 
| Command was paralysed before the battle began. 
of communication could be destroyed from the air with the 
| consequent failure of all supplies of stores and ammunition. 
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then it should be turned on to produce standard type 
machines. But machines of its own design should certainly 
not be bought unless they were away ahead of any foreign 
products in their own class. 

On the other hand, firms which did produce new and 
improved aeroplanes and engines should receive the greatest 
possible encouragement. 

There is considerable interest in noticing that none of the 
machines which are now in production, or are issued to 
R.A.F. units, have actually been produced to R.A.F. specifi- 


cation. One believes one is right in saying that every one 
of them is what may be called a ‘private enterprise ” 
design. ‘That is to say, it may have been built to fulfil an 


Air Ministry requirement, but its design has been almost 
entirely that of the individual manufacturer and departs 
quite considerably from Air Ministry specification. 

That fact proves two things, firstly that most of the 
Technical people in the Air Ministry are useless, so that we 
could very well get rid of them with advantage, and secondly 
that private enterprise should be encouraged. 

The encouragement of private enterprise entails that the 
number of firms making either aeroplanes or engines should 
be unlimited. One believes that the Air Ministry has defi- 
nitely discouraged the production of new aero engines by 
new firms and has laid down privately the policy that orders 
will only be given to the four existing aero-engine firms. 
Undoubtedly each of those four firms has done extremely 


good work, but there is always the possibility that a fifth 
or a sixth or a seventh firm may produce something better 
—on the principle that there are always better fish in the 
sea than ever came out of it. 

Therefore it is very bad policy in the interests of aero- 
nautical progress for the Air Ministry to say definitely that 
even if another firm does come along with a particularly bril- 
liant engine, it cannot hope to receive production orders. 
That is not the kind of policy which enabled the Americans 
to win the Schneider Trophy from us in 1923 and enabled 
the Italians to win it this year. 

Exactly the same argument applies to the production of 
new and improved aeroplanes. The Air Ministry should 
announce quite clearly that if anybody can produce a better 
aeroplane or a better engine than we have got to-day, and 
one which at the same time is better than anything which 
exists in foreign countries, that firm may be assured of 
orders. Competition is not only good for trade, it is abso- 
lutely necessary for the welfare of the R.A.F. and for the 
adequate defence of this Empire. 

Only by encouraging competition, between departments of 
the Air Ministry and between the firms in the Aircraft In- 
dustry, shall we ever reach a stage in which we shall have 
the best equipped Air Force in the World, the most reliable 
civil aircraft in the World, and a properly small number 
of accidents in proportion to the amount of flying which we 
do.—c. G. G. 
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AIR WARFARE. 

A lecture on “ Air Warfare ’? was delivered at the Imperial 
College of Science, South Kensington, on Dec. 9, by Air 
Vice-Marshal H. R. M. Brooke-Popham, C.B., C.M.G., D.S.O., 
merece: RAE, 

The Chair was taken by Professor I. Bairstow, C.B.E., 
Zaharoff Professor of Aviation in the University. Introduc- 
ing the Lecturer, Professor Bairstow gave a brief outline of the 
history of Aeronautics in this country and said that Air 
Vice-Marshal Brooke-Popham had been closely identified with 
British Military Aviation since its earliest days and had been 
responsible for giving us knowledge of the requirements of 
the future. 

Air Vice-Marshal Brooke-Popham started his lecture by ex- 
plaining that the chemical apparatus on the bench in front 
of him was nothing to do with his lecture. He was not 
going to give a demonstration of gas-bombing. 

Ale said that the scope ot his lecture was rather 
its title implied. He said that the air sense of 
was still undeveloped. Man’s brain was not yet 
thinking in three dimensions and his mechanical genius had 
outstripped his reasoning power. ‘The Senior Air Officers 
of the present generation were too old to have any real air 
sense, because they remembered the days before the ex- 
istence of the third dimension. ‘This would be remedied 
when people educated at Cranwell reached the higher 
positions. 

Air Power was the responsibility of the whole Nation and 
not only: of the R.A.F. 

The Lecturer then described the performances of modern 
Service aircraft and pointed out that the records of to-day 
were the ordinary happenings of to-morrow. 

Dealing with Naval co-operation he said that aircraft 
would be able to drive an enemy fleet out of harbour and they 
would have to fight or be destroyed. He would not enter into 
the bomb versus battleship controversy then, but he would 
claim that aircraft would damage and reduce the speed of 
certain Units of the enemy Fleet thus forcing the main 
Fleet to abandon the damaged craft or reduce speed as a 
whole. 

Regarding merchant shipping, he showed a map of the 
Eastern Hemisphere and pointed out the bombing areas pos- 
sible to various countries and the consequent danger to the 
great trade routes. 

Dealing with Army co-operation Air Vice-Marshal Brooke- 
Popham said that air attacks could be made on the brain of 
As an example of this he quoted 
Sir Edmund Allenby’s victory in Palestine on 
Sept. 19, 1918, when the Turkish Headquarters were bombed 
The Turkish 
Also lines 


wider than 
the Nation 
attuned to 


The Lecturer gave a further illustration of an historical 
attack on the brains of an Army when a certain King of 
Syria called for his thirty and two captains and said “ Fight 
neither with small nor great, save only with the King of 
Israel.” (x Kings, 23-31.) (Students of the Bible will re- 
-member that the King of Israel got it in the joints of his 
| harness and the King of Syria won the War). 

_ Concerning direct attack from the ‘air the Lecturer re- 
minded his audience that the object of war was to break the 
| will power of one’s opponent. The will of the people was the 
| $overning factor of modern war. Consequently air attacks 


on enemy towns were calculated to destroy the moral of the 
inhabitants. Of even more importance were attacks from the 
air on vital centres such as docks, water supplies, lighting 
and transport centres. 

Defence from the air was a very difficult problem. The 
defending Squadrons might either be in the air waiting for 
the enemy, in which case they would be using up their petrol 
aud might have to come down just as the enemy arrived. 
On the other hand if they were on the ground they would 
have to get ready and start and reach a good height before 
the enemy arrived. And warning might be very short. A 
pilot’s clothing weighed 42 Ibs. so he could not be expected 
to live in it. Also it was very hot to wear. 

The Lecturer said that he did not wish to harrow the feel- 
ings of his audience, but he would like to point out a few 
facts. During the War 1914-18, invading aeroplanes (not air- 
ships) dropped 30 tons of bombs and killed 4oo people and 
wounded 1,400. Enemy aircraft to-day would easily be able 
to drop three or four times that amount of bombs every 
twenty-four hours. 

Air Vice-Marshal Brooke-Popham said that the Staff College 
had decided that a landing on an enemy coast was imprac- 
ticable in view of opposition of enemy aircraft. 

Another problem was that of bringing an enemy air force 
into action. Fighting in the air only took place by accident 
or by mutual consent. Air fighting was indecisive as 
illustrated by the battles of the Somme where it had been 
claimed that the British had secured the ‘‘ Command of the 
Air ’”’—a claim which was never made by the Service, itself. 
The Somme was followed by the battle of Arras when the 
British were definitely not in ‘‘ Command of the Air.’ 

The chief virtue of an air force was its mobility. An air 
squadron could be moved from place to place whereas a 
15-inch gun was immobile. Also an air force needed no lines 
of communication. Mobility applied not only to movement 
but to mode of use. 

Illustrations of the economical use of aircraft in small 
wars both from the point of view of lives and money had been 
shown in the recent air operations in Kurdistan and 
Waziristan. The action in the latter country had cost £76,000 
and the total casualties were R.A.F. two killed and enemy 
11 killed and wounded. An economical and humane method 
of war. 

The Lecturer emphasised the importance of the develop- 
ment and upkeep of Empire air routes. He said that air 
routes were to the British Empire what Roman roads had 
been to the Roman Empire. The routes had been blazed. 
Now they must be kept open. 

The Air Vice-Marshal spoke of the difficulties that had to 
be faced by the pilots in the Royal Air Force. He tried to 
make his audience understand the problems confronting the 
pilot of a single-seat fighter who had to look after his engine, 
aeroplane, oxygen apparatus, electric heater, radio-telegraphy 
and a pair of machine guns. He did not claim that the pilots 
of the R.A.F. were in any way super-men. But a man who 
had a job like that to do was undoubtedly different and if 
this difference made itself manifest in other ways he hoped 
that his audience would remember it and “ be to his faults 
a little blind.” 

In conclusion the Lecturer said that the air sense of the 
Nation must be developed. Unless we were ready for an 
attack we were encouraging attack from a more ambitious 
nation.—C. M. Mca. 
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THE FAIREY-REED AIRSCREW. 


Now that the metal airscrew has been so much before the 
public eye on account of its association with so many of the 
prominent achievements of the aircraft of to-day, perhaps a 
brief review of the causes leading to its more general adop- 
tion may be of interest. 

The disabilities of the airscrew previous to the develop- 
ment of the metal airscrew were many. Its general frailty 
under adverse weather conditions, its tailure in the. tropics, 
its lack. of strength to withstand the increased performances 
called for by engines and aircraft; these deficiencies together 
with many others all impelled reseach for an airscrew of 
sufficient durability and strength to fulfil the new conditions 
and yet to produce a degree of efficiency as great, if not 
greater than that of the other pattern. 

The metal airscrew seemed to be the solution, but the 
question was how to utilise this material so that full advan- 
tage of its superior qualities could be taken. Cumbersome 
attachment fittings for the blades, together with their 
mechanical difficulties and risk of failure with this type of 
arrangement undoubtedly was to be avoided. The complete 
solution has appeared in the form of the Reed Airscrew. 

Briefly the principal causes of the high degree of efficiency 
and serviceability attained by the Fairey-Reed Airscrew are 
as follows :— 

1. It has thin solid blades of a homogenous and elastic 
high tensile material such as duralumin, or other suitable 
light alloy, which are maintained, when in use, in a condi- 
tion of complete equilibrium through the centrifugal and ait 
forces acting on them. 

2. Owing to the properties of the material from which 
these airscrews are made, highly efficient sections through. 
out the blade can be employed and still provide the requisite 
factor of safety in the strength of the airscrew. ‘This point 
is of great importance, particularly where high peripheral 
speeds are obtained, and is one of the reasons why the Reed 
airscrew is now universally adopted for high speed aircraft. 

There are two types of Fairey-Reed Patent Airscrews, 
known as the ‘“D” and “R’” types. Ther e2 type 
Fairey-Reed Airscrew is in more general use and is made 
from a single strip of duralumin or other suitable material 


exceeds approximately 25 per ‘cent. of the elastic limit of the 
material, and is of course a still smaller percentage of the 
ultimate tensile strength of the material. Myen in the event 
of vibration, produced either by irregular running of the 
engine, defective engine mounting, or possibly by a damaged 
airscrew, there is no possibility of danger due to fatigue 
owing to the very low percentage of the normal stressing of 
the material compared with its ultimate strength. 

During a recent test a Reed Airscrew was perforated by 
gun-fire and it was found on the completion of the test that 
the cross sectional area had been reduced to less than 30 
per cent. of the original before failure occurred. ‘These tests 
were carried out at full power at normal r.p.m. Various 
other tests have also been carried out in America, France 
and England to ascertain if permanent deflection of the 
blades can be obtained. The result of these tests has shown 
that although airscrews have been run with overloads vary- 
ing from 50 to 100 per cent. for periods up to 30 hours with- 
out stopping, no permanent deflection of the blades has been 
recorded. 

In addition to the obvious advantages of the Fairey 
Reed Airscrew, a considerable increase in performance has 
frequently occurred when aircraft have had other types of 
airscrews replaced by the Fairey-Reed. ‘This is sometimes 
in top speed, sometimes in climb, and in many cases in 
both. The theoretical reasons for the increase in efficiency 
have thus been confirmed in actual practice on numerous 
occasions. 

Should it be desired to alter the characteristics after test 
so as to increase or decrease the revolutions per minute of 
the engine the Fairev-Reed Airscrew can* be reset at the 
works as often as desired. For example, should an engine 
be found to run roughly at the number of revolutions origin- 
ally found to correspond to the normal cruising speed of the 
aircraft, this can be altered by resetting the airscrew so that 
the same air speed is attained for a higher or lower number 
of revolutions, where a smoother running of the engine can 
be obtained. Alternately, an airscrew can be reset so as to 
give optimum results either under summer or winter condi- 


5 : : A 2 tions. For instance, it can be made to absorb more power 
we shaped and profiled to the required section. The desired from the engine through giving an increase in the number 
f angles throughout each blade are then obtained by twisting oy revolutions pet minute when taking off under conditions 
ad the blade from the boss outwards in the special bending of low -air density such as may be experienced during sum- 
C4 machine. As the original engine airscrew hub is utilised mer conditions or when operating from aerodromes at con- 
with the ‘‘D”’ type airscrew it is necessary to make up the siderable altitudes above sea-level, 
ie boss to the dimensions of the wooden airserew for which the — oa oe eee Z ART ee 

engine hub has in most cases been designed. For this pur- ar os ee a ae a ois aa F ae Seid, 
ita pose shaped laminated oak or metal filler blocks are attached Aer es eats us Cane ats ie ea ; 
My t ApH sidaome the a . Se he ea . Pete thereby saving a considerable amount of damage that would 
o each side of the duralumin blank boss by means of 


otherwise occur had the machine not been prevented from 
turning over on its nose. 

Airscrews concerned in such crashes have been repaired 
by us and returned to their owners, who report that they 
are giving the same excellent results as when originally 
delivered. In nearly every event of damage to a Fairey-Reed 
Airscrew it is possible to restore it to its original condition. 

As an indication of the life of these airscrews when work- 
ing under such climatic conditions as would necessitate their 
frequent renewal had they been-of the wooden pattern, it is 
interesting to record the fact that there are over 300 Reed 
Airscrews flying to-day which have been in use for over 
three years. aa 

Among the many recent events in which the Reed Air- 


Py, , countersunk bolts. 

nf The construction of both blades from one continuous piece 
of material is a very important factor in the success of these 
airscrews. It has been found that the joints of built-up 
4 metal airscrews, owing to the varying stresses experienced 
in use, are prone to cause vibration and wear. A defect 
which, of course, cannot occur to the Fairey-Reed Airscrew. 
The ‘‘R” type Fairey-Reed Airscrew is made from a 
ia) single solid forging of duralumin, but, unlike the ‘“‘D”’ 
| type, does not employ filler blocks as its boss is forged in- 
15) tegrally with the blades. The desired blade angles are still 
i obtained with the bending machine. With this type, how- 
| ever, the usual engine hub is dispensed with and a special 
") hub, which effects a considerable saving of weight, is in all 


} cases supplied. With the exception of the advantage which screw has taken a prominent part may be mentioned Com- 
‘ea this modified form of hub gives, the general characteristics mander Byrd’s flight to the North Pole, the winning of the 
eh of performance and reliability are identical to those of the 1926 King’s Cup and also the S.M.M.T. Prize at Lympne. 
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This year’s Schneider Trophy as well as the two previous 


In spite of the thinness of the blade sections of the Fairey- 
Reed Airscrew, the stress under working conditions never 


contests for this trophy have been won by aircraft fitted with 
these airscrews. 


BS Bo EE 


A batch of Fairy-Reed Airscrews awaiting delivery. 
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FAIREY AIRCRAFT. 


The following extracts from the official Report of the 
R.A.F. Cape Flight (A.M. Communique No. !401) 
indicate the reliability and efficiency of the Fairey III.D 
Aircraft used in this outstanding achievement :— 


“The whole flight was completed without 
incident, according to programme and without 
any change of engines. 


“Had there been any mishaps there might have 
been something to write about, but as it happened, 
from start to finish everything ran perfectly. 


“The reliability of the engines and aeroplanes 
was no doubt a great factor in determining whether 
the Flight kept to time table or not.” 


“ Although most of the country flown over 
between KOSTI and PRETORIA was bad 
for a forced landing, the pilots had such 
faith in their engines and aeroplanes that the 
idea of a forced landing seldom if ever crossed 
their minds.” 

“Tt should clearly prove to the world in general 
the reliability and efficiency of British aircraft.” 
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THE TENTH FRENCH AtRO SHOW.—II. 
THE ENGINE EXHIBITS. 


ARMSTRONG-SIDDELEY MOTORS. 


Armstrong-Siddeley Motors Ltd. exhibit the complete range 
of their engine types, including the new Mongoose engine 
which has not previously been seen in public. All these en- 
gines are of the radial air-cooled type, and have many features 
in common. It is therefore proposed to give a general de- 
scription of the common features, and thereafter to indicate 
the qualities peculiar to the individual engines. 

The fact that the engines arrived in time for the opening of 
the Show is a credit to Mr. Stewart Proctor and Mr. Bennett 
Baggs and their two aides from the Armstrong-Siddeley 
Co. On the Thursday evening before the Friday opening 
day, the engines were, thanks to stupid shipping, at the 
bottom of a ship in the Seine with a whole cargo of barrels 
on top of them. By a combination of tact, firmness and 
largesse, Mr. Proctor managed to get the whole ship un- 
loaded and the engines excavated. 

Working all night, the four Englishmen had their engines 
in pflace, all beautifully polished up, and their stand smart 
and ship-shape, in good time for the official opening next 
morning. Really, the British Aircraft Industry owes them 
a debt of gratitude for saving our face in front of all Euro- 
pean Aviation. 


It was bad enough to have the Ajax stand empty on the 
opening day, because of the same stupid shipping. Two 
British stands empty out of three would have been a tragedy. 
Happily the Ajax was rescued from the French railway on 
the Monday, and by another fine piece of all-night work the 
Proctor-Baggs team had the machine installed resplendant 
by Tuesday morning. 

And so to the description of the engines. 

The cylinders of all Armstrong-Siddeley engines are of com- 
pound construction, with steel barrels, machined from the 
solid, screwed into aluminium heads and locked by a ring- 
nut which appears externally as a radiating fin. The cylinder 
bases are screwed into steel adapters pinned into the crank- 
case, and are locked into position by a split clamping ring. 

Crankeases, of aluminium alloy, are open-ended castings 
carrying the cylinders in spigots, the tappet guides and a 
flange for the engine bearer. The crankcase rear cover carries 
the crankshaft rear bearing and has cast in it a short cylindri- 
cal induction chamber containing a fan. The front cover 


carries the crankshaft front journal bearing and the thrust 
bearing, and also the cam, gas starter and oil-pump drives. 

The crankshaft is made in one piece, and counterbalanced 
by bronze balance weights, and is supported in roller bearings. 
A double-acting ball thrust race is also fitted. 
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Armstrong-Siddeley Mongoose, 120 h.p. 


Connecting rods consist of a combination of one master rod 
for each row of cylinders and a set of articulated auxiliary 
rods: The big ends have plain bearings, and the articulating 
and gudgeon pins are all of the floating type. 

Pistoms) are “ Y 2’ alloy forgings each with two gas rings 
and scraper rings hich number two in the Jaguar and Lynx 
and one in the Mongoose and Genet. 

Two valves are fitted to each erpadet bead. 
bronze seats pressed into the head castings when the heads 
are hot. The valves are operated by push rods and rockers 
from a cam-pack concentric with the crankshaft and driven 
therefrom by an epicyclic train, of gears. 

The carburettor is attached to the rear crankcase cover, and 
the gas passes through a passage jacketed by warm oil into 
the centre of the chamber already mentioned in the crank- 

case rear cover. Here it encounters a centrifugal fan driven 
directly from the after end of the crankshaft, and is thus 
thoroughly stirred up and delivered through a set of tan- 
gential distributor pipes to the induction ralves. 
The Jaguar (385-400 h.p.) 

In this engine there are two staggered rows, each of seven 
cylinders 5 inches (127 m/m) bore by 5} inches (140 m/m.) 
stroke, driving a two- throw crarikshaft. Two fourteen- 
evlinder magnetos are carried from the rear crankcase cover. 
The Jaguar is provided with a pressed steel conical mounting 
which bolts to a flange on the crankcase, and to an appropriate 
bulkhead on the fuselage of the aeroplane. 

The compression ratio is 5/1, the normal output is 385 b.h.p. 
at 1,700 r.p.m., and the maximum 425 - h.p. at 1,900 r.p.m. 
The weight complete is 770 Ibs. (348 kg.), the fuel consump- 
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Back and front views of the Armstrong-s 
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Armstrong-Siddeley Genet, 60 h.p. 


tion .56 pints (.31 litres) per h.p. hour. Overall diameter of 
the engine is 44 inches (z.14 m.) 
The Lynx (200 h.p.) 

This has one row of seven cylinders 5 inches (127 m/m.) 
bore by 53 inches (140 m;m.) stroke driving a single-throw 
crank. The engine is thus half a Jaguar, has the same 
arrangement of magnetos (seven-cylinder type, naturally) 


and mounting cone as employed in the Jaguar. 
The compression ratio is 5/1, the normal output is 200 h.p 


at 1,620 r.p.m., and the total weight 480 lbs. (218 kg.). The 
over-all diameter is the same as that of the Jaguar. 
The Mongoose (125 h.p.). 
This is a five-cylinder engine with cylinders of the same 


size as those of the Jaguar and Diese at is 5 inches (127 
m/m.) by 53 inches (140 m/m.). The general disposition and 
detailed design follows that of the larger engines with one or 
two exceptions. 

The most striking is that the magnetos are at the front 
instead of the back of the engine. A somewhat lighter type 
of piston is used, with only one instead of two scraper rings. 

The compression ratio is again 5/1, the normal output 125 
b.h.p. at 1,620 r.p.im., at which output seven gallons of fuel 
are used per hour together with 2} pints of oil. The over- 
all diameter is approximately the same as that of the Lynx. 


The Genet (60 h.p.) 
This engine was produced primarily to meet the conditions 
of The Daily Mail Light Aeroplane Competitions of 1926, but 
with the intention of providing not merely a competition en- 


Siddeley Jaguar. 
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Breitfeld and Danek Perun II, 240 h.p. 


gine but a really useful engine -for the private touring aero- 
plane. In general and in detail design it is very like all the 
other Armstrong-Siddeley engines. 

There are fivé radially arranged cylinders of 4 in. (102 
m/m.) bore and stroke, working at a compression ratio of 
5.2/1. As with the Mongoose, magnetos are carried at the 
front of the engine—where they are most readily accessible. 
In other respects the description already given is applicable. 

The normal output is 65 h.p. at 1,850 r.p.m., the maximiui 
is 75 b.h.p. The total weight is 168 lbs. (76 kg.) and the tue! 
and oil consumption .575 pints (.33 litres) and .03 pints (.017 
litres) per h.p. hour. 

BREITFELD DANEK AND CO. 

This firm—which has built aero-engines at Prague since 
tors—exhibit two water-cooled engines—one a straight six, 
known as Perun II, and the other a 12-cylinder Vee type, 
known by the initials B.D. 

Both engines are of the super-compressed type intended for 
work at high altitudes, and have cylinders of the same dimen- 
sions. 

The Perun II (240 h.p.). 

This has six vertical cylinders, each with a separate welded- 
on sheet steel jacket, tied together at the head by a cast 
aluminium camshaft casing. Each cylinder has two valves 
only, and is clamped into the crankcase by dogs between suc- 
cessive cylinders bearing on flanges on the barrel. 

Magnetos, oil pumps and water pumps are carried at the 
rear end of the crankcase. 

A carburettor with a single-float chamber and three separate 
chokes is fitted. All three supply gas to a common inlet 
manifold, and are presumably arranged similarly to the 
B.M.W. high-altitude carburettor. 

In this the central choke supplies a somewhat over-rich 
mixture, and the other two a decidedly weak mixture. The 
throttles are so interconnected that the one controlling the 
central choke opens first, and is nearly wide open before the 
other two come into play. 

For operation at low altitudes the central. choke and jet 
supplies the greater proportion of the gas, and the engine 
runs partially throttled on a rich mixture without fear of 
detonation occurring. As height is gained further movement 
of the throttle control opens the two weak mixture throttles, 
and the engine is supplied with an increasing volume of 1: 
creasingly weakened mixture. 

The combination of this type of carburettor together with 
the use of a high-compression ratio makes it possible to main- 
tain normal full output up to about 10,000 feet and to secure 
remarkably low fuel consumption. 

The Perun II has a bore and stroke of 160 and 190 m/m., a 
compression tration of over 6/1, and normally develops 240 
h.p. at 1,400 r.p.m. For very short periods this output may be 
very considerably exceeded by opening the throttles beyond 
their normal ground-level position, but the engine is not in- 
tended to stand continued operation in these conditions. The 
weight dry is 315 kg. (694 lbs.) and a fuel consumption of 190 
erammes (0.42 Ibs.) per h.p. hour is claimed. 

The B.D. (450 h.p.). 

This is a twelve-cylinder, 60° Vee, with separate steel 
cylinders and water jackets, having four valves per cylinder. 
Each line of cylinder blocks is united at the head by a cast 
aluminium camshaft casing, which completely encloses the 
overhead valve gear. i 

Magnetos, oil pumps and water pumps are at the rear end 
of the crankshaft, and carburettors are fitted between 
cylinders. They appear to differ in form and arrangement 
from the carburettor fitted to the Perun II, but apparently 
work on the same principle, and the engine has the same 
high-altitude characteristics. 
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Breitfeld and Danek Perun II, 240 h.p. 


THE BRISTOL AEROPLANE CO, LTD. 
The Jupiter VI. 

Although the Bristol stand is actually in a somewhat obscure 
corner of the Grand Palais, the Jupiter engine is one of the 
dominant notes of the whole show. ‘There are certainly more 
Jupiter engines than any other mark to be found in aircraft 
in Paris, and that is, one believes, true generally of French 
service aircraft as a whole. 

On the basis of its merits, the Jupiter is now being built 
not only in the country of its origin, but also in France, Italy, 
Czecho-Slovakia and Japan, but the engines so far produced 
“1 these countries have been of the Se1ies 1V type, and the 
Jupiter Series VI shown by the Bristol Co. naturally attracted 
very much attention as a still further dey elopment of the type 
already so largely used in France. 

The Jupiter VI is a nine-cylinder, air-cooled radial engine 
nominally of 450 h.p. actually built in three different models. 
The first is the high-altitude type with a 6.3 compression ratio, 
which cannot be opened out to full throttle at less than 5,000 
ft. (1,500 m.). ‘This engine develops 425 h.p. at 1,700 r.p.m. 
and 465 h.p. at 1,870 r.p.m. up to an altitude of 5,000 ft., using 
standard aviation petrol plus 20 per cent. of benzol. With 
further added benzol, or by the use of “ ethyl gas,” a vety 
considerable increase in power at sea level may be obtained 
for racing or similar purposes. 

The second type—the standard military type—has a com- 
pression ratio of 5.3/1. It develops 450 h.p. at 1,700 f.p.m1. 
and 485 h.p. at 1,870 r.p.m. 

The third type is the commercial type with a compression 
ratio of 5/1, giving 420 h.p. at 1,700 r.p.m. and 460 h.p. at 
1,800 r.p.m. 

The Jupiter has a crankcase split in the plane of the 
cvlinders and bolted together by bolts passing between each 
pair of cylinders. This crankcase is made from duralumin 
forging and is machined all over. 

The crankshaft is built up from two nickel-chrome steel 
forgings. The crankpin, front crank web, and the airscrew 
shaft are in one piece. The other piece comprises the rear 
crank web and the rear journal and is actually only a steady 
for the main front part of the shaft, as it transmits no torque 
except that necessary to drive the auxiliary gears at the back 
of the engine 
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The end of the crankpin is provided with a tapered key, 
machined out of the solid, and enters the web of the tail 
piece. The key mates with a carefully-fitted keyway in the 
tail piece, which is split and clamped up on the pin by a 
stout bolt. 

Owing to this crankshaft construction the big end and its 
bushes can be made solid, and slipped on to the crankpin be- 
fore the tail end of the crankshaft is attached to the crank- 
pin. 

The master connecting rod and the big end are machined 
in one piece from a forging. The big end bore is fitted with a 
pressed-in hardened steel bush, and this runs on a floating 
sleeve of bronze, which is lined with white metal and runs 
on the crankpin. This construction secures a very strong and 
rigid big end and also allows the articulation of the auxiliary 
rods to be kept very close indeed to the crank centre. 

Cylinders are of steel machined from a forging and have 
closed heads in which the valve seats are formed. ‘I'o these 
aluminium alloy castings in which are formed the valve ports 
are very carefully fitted. There are four valves per cylinder. 


Valves are push-rod operated from a cam-pack, concentric 
with the crankshaft and driven therefrom by epicyclic gear- 
This pack is contained in the front of the front half 


ing. 


THE PREDOMINANT AIR-COOLED RADIAL. 


of the crankcase. The valve rocker-arm brackets are hinged 
on the cylinder head at their inner end, and supported at 
the outer end by the rods running down to the crankcase. As 
the engine warms up, the cylinders expand—which normally 
would increase the valve tappet clearance. As, however, 
the rocker bracket tie-rods do not heat up as much as the 
cylinders, the whole rocker mechanism is tilted as a result 
of cylinder expansion in such a way as to maintain clearances 
practically constant. 

Magnetos, oil pumps, gas-starter distributor, rev.-counter 
drive and gun-synchronising gears are driven from the rear 
end of the crankshaft, and all these accessories and their 
drives are compactly and accessibly arranged on the rear end 
of the crankcase. 

A special feature of the Jupiter engine is the induction 
system. In the rear half of the crankcase there is an annu- 
lar chamber into which is inserted an aluminium alloy ring 
whose section is everywhere a three-legged star. This divides 
the aforesaid annular space into three channels. ‘This ring 
is twisted, so that each of the three channels revolve three 
revolutions in the circumference of the ring. Nine equally- 
spaced induction pipes are led out of the annular chamber 
and it will be seen therefore that each channel in the twisted 


The Bristol Jupiter Series VI, 450 h.p. Including Jupiters made 


under licence in France, Italy, Czecho-Slovakia and Japan, there must be more Jupiters in service than any other 
single design. 
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AN UNOFFICIAL RECORD.—tThe Bristol Cherub III, which has taken first prize at every light aeroplane meet- 
ing in which it has competed. 


ring mates with three equally-spaced induction pipes, and the 
Ww hole arrangement really forms a set of three induction mani- 
folds each serving three cylinders. 

A Triplex Bristol Carburettor having three chokes and sets 
of jets is attached to the rear corner of the engine and each 
choke communicates with one of the three induction chan- 
nels. 

The Jupiter VI has cylinders of 5% inch (146 m/m.) bore, 
and 73 inch (190 m/m.) stroke. The compression ratio and 
output vary according to type as already described. The 
weight of the complete engine including carburettor and air 
intake pipes, magnetos, plugs, airscrew hub and bolts, gun- 
synchronising gear and claw for Hucks starter is 730 lbs. 
(310 kg.). 

The Bristol Lucifer Series IV. 

A three-cylinder air-cooled radial engine nominally of 120 
h.p. specially suitable for training and touring machines. The 
cylinders are of the same bore (5% inches, 146 m/m.) as 
those of the Jupiter, but have a stroke of only 6} inches 
(159 m/m.). 

The general design of the cylinders is similar to that used 
on the Jupiter—steel barrels with a flat head containing the 
valve seats with a carefully-fitted aluminium head casting 
containing valve ports and cooling fins. Four valves per 
cylinder are fitted. 

The crankcase is an aluminium casting of barrel form with 
a circular mounting flange at the after end. 

The crankshaft is in one piece, and is carried on roller 
hearings; it is fitted with a split big end attached to the 


master connecting rod, and with two auxiliary rods articulated 
to it. 

The valve gear is generally similar to that of the Jupiter. 
A cam-pack, concentric with the crankshaft and driven epi- 
cyclicly, is carried in the front cover of the crankcase. Valves 
are push-rod operated through rocker arms and the same 
ty pe of compensating gear as is used on the Jupiter main- 

tains constant tappet clearance. 

The Lucifer is fitted with a geared starting handle and a 
decompressor which renders starting safe and certain. 

Long experience with the Lucifer at the Bristol Flying 
School and elsewhere has demonstrated that this engine is 
almost unbelievably reliable, is exceedingly economical in 
service and requires a minimum of maintenance. The en- 
gine regularly runs from 200 to 250 hours between overhauls, 
and replacements are rarely necessary. 

The Lucifer develops 130 h.p. at 1,700 r.p.m., with a maxi- 
mum of 140 h.p, at 1,870 r.p.m.. At normal output the fuel 
and oil consumption is .54 pints (.3 litres) of petrol, and .033 
pints (.o18 litres) of fuel per h.p. hour. The weight com- 
plete with hand starter, decompressor, and airscrew hub is 
330 Ibs. (150 kg.). 
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The Bristol Cherub Series III. 

There is pretty certainly no other aero-engine in existence 
which can lay claim to so consistent a series of successes as 
the Bristol Cherub. It has taken part in the majority of the 
competitions for light aeroplanes organised. in ‘Britain, 
Germany and the United States, since 1924, and machines 
equipped with the Cherub have taken premier awards at 
every competition in which they have been entered. 

The Cherub III is of the two-cylinder horizontally-opposed 
air-cooled type, with a bore and stroke of go m/m. x96 m/m., 
with a compression ratio of 5.5/1, developing normally 32 
b.h.p. at 2,900 r.p.m., with a maximum output of 36 b.h.p. 
at 3,200 r.p.m. The weight complete is 100 lbs (45 kg.), and 
at normal r.p.m., 2 gallons (9.0 litres) of fuel and 1 pint 
(.55 litres) of oil are consumed. 

The cylinders have steel barrels, with aluminium alloy 
leads bolted on. Two valves are set in each head, arranged 
tadially to the cylinder bore, and bed on alloy steel seats 
screwed into the head. 

The valves gear of the Cherub is somewhat unusual. ‘The 
camshaft, driven by plain spur-gears, runs across the crank- 
case, below, and parallel to, the crankshaft. The cams 
operate, through fingers, rocker arms on the inner ends of 
shafts which run parallel to the cylinder axis out to the 
cylinder heads, and cause partial rotation of these shafts. 
Further rocker arms at the outer end of these shafts operate 
the valves directly. Expansion of the cylinders may move 
the valve tappets along the face of the operating rocker, but 
does not change the clearance. 

Dry-sump lubrication is provided by two geat-type oil 
pumps, and a double pole magneto fitted with an impulse 
starter fires two plugs per cylinder. 
carburettor provides mixture. 

CAFFORT. 

This firm exhibits an engine of a novel type. It is a twelve- 
cylinder, horizontally-opposed water-cooled engine of large 
size and power. The idea underlying this design is that such 
an engine could be entirely buried within a thick wing in a 
jarge two-engine machine, or, alternatively, have the two- 
cylinder blocks faired into the wing roots of a single-engined 
monoplane. Assuming that the thick-winged monoplane is a 
type to be developed seriously—as one believes it to be—the 
horizontally-opposed engine undoubtedly has its points. There 
seems to be no serious difficulty to overcome, though prob- 
ably the weight will be somewhat greater than with the more 
usual Vee type. 

The Caffort engine is really a pair of straight sixes put 
base to base and turned horizontal. The crankshaft is of the 
normal six-throw type with pins spaced 120° apart, built up 
in three pieces. Crank webs are unusual in that each has a 
deep semi-circular channel milled in each side, so that the 
section of the web is an H. 

Connecting rods on one cylinder block are of the normal 
type with split big-ends. On the other block the big ends 
are bifurcated and embrace the big ends of the opposite 
block. 


ANOTHER RECORD MAKER. 
—The Farman type 12w.E. 
500 h.p. which took a Breguet 
XIX non-stop Paris to Bandar 
Abbas (5,200 km.) in 30 hours. 


A special type of Zenith ° 


End view of the Farman 18w.D. engine of 700 h.p. 


Four valves per cylinder are fitted. These are operated 
by two overhead camshafts—one for inlet and one for exhaust 
valyes—to each block. 

The crankcase is a single box section casting.- The main 
crankshaft bearings are carried in split bridges, the lower 
halves of the bridges integral with the crankcase and the 
upper halves bolted into place. A large rectangular cover 
on the top of the crankcase gives access to the interior. 

The sample exhibited is the first of the type yet produced, 
and has so far only been subjected to preliminary test. It is 
expected that the output of 510 h.p. so far achieved will be 
considerably increased, and that in future models a con- 
siderable reduction of weight will be secured. 

The Caffort engine has cylinders 145 m/m. and 150 m/m., a 
compression of 5.3/1 and develops 500 h.p. at 2,000 r.p.m. of 
the crankshaft for a dry weight of 600 kg. (1,320 lbs.) It is 
fitted with a reduction gear to the airscrew having a ratio of 
1.88/1. 

FARMAN. 

The two broad-arrow type Farman engines—one a twelve- 
cylinder of 500 h.p. and the other an 18-cylinder, 700 h.p.— 
are shown. These are practically unaltered from the engines 
shown at the last Salon, but whereas previously both engines 
were relatively untried, toiday the 500 h.p. type at least has 
proved itself a thoroughly reliable heavy-duty engine, which 
has to its credit the making of 14 World’s records in one 
yeat—including a non-stop flight of 
5,200 km. (3,200 miles) from Paris to 
Bandar Abbas. 

The Farman 12w.E. (500 h.p.). 


This has three rows each of four 
cylinders set at an angle between rows 
of 60°. Cylinders are of steel in pairs 
with a common sheet-steel jacket to 
each pair. Valves are overhead and 
push-rod operated from two camshafts 
one lying between each pair of 
cylinders. The rocker gear is enclosed 
in cast aluminium cases, one to each 
pair of cylinders. All auxiliary drives 
are at the frorit end of the engine. 


Two magnetos—or alternatively one 
magneto and a distributor for a Ducel- 
lier coil ignition—are driven from 4 
cross-shaft above the crankshaft at the 
front end of the crankcase. Oil, water 
and petrol pumps are on the lower half 
of the crankcase below the magnetos. 


The airscrew end of the crankshaft is 
fitted with a flange and a set of driving 
dogs. To this flange may be fitted 
either an airscrew shaft for a direct 
drive, or a bevel wheel which forms 
one unit of a reduction gear. In this 
case the airscrew shaft also carries a 
bevel wheel, and the two are inter- 
connected by conical pinions. Alterna- 
tive gear ratios of 2/1 and 1.53/1 are 
available. 


A partially-stripped engine of this 
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type which had flown 300 hours without 
overhaul was on show. Cylinders, 
valve seats and piston rings were in 
excellent condition. There was just a 
discernable amount of shake in the big 
ends, and none in the little ends. Both 
the crankshaft and the airscrew shaft 
bevel wheels showed signs of irregu- 
lar pitting on the tooth flanks. This 
had certainly not proceeded very far. 

The 500 h.p. Farman has cylinders 
130 m/m. bore 160 m/m. stroke, a 
normal compression ratio of 5.5/1, 
norinal and maximum outputs of 500 
h.p. at 2,150 r.p.m. and 560 h.p. at 2,200 
r.p.m. The direct-drive engine weighs 
470 kg. (1,035 lbs.), the geared type 525 
kg. (z,150 lbs.). Fuel and oil consump- 
tion are said to be 225 grammes (.5 lbs.) 
and 10 grammes (.02 lbs.) per h.p. hour. 

The 700 h.p. Farman. 

This engine is of similar design to the 
12-cylinder type, but has three blocks 
of two cylinders in each row, making 
18 cylinders in all. The angle between 
rows is 40°, and the stroke of each 
cylinder is increased to 180 m/m., the 
bore remaining 130 m/m. 

The same front end auxiliary arrange- 
ment, and the same type of reduction 
gear is supplied in the same ratios. The output is 700 h.p. 
at 1,850 r.p.m. normal with a maximum of 850 h.p. at 2,100 
r.p.m. -The direct-drive type weighs 725 kg. (1,600 Ibs.) 
and the geared type 780 kg. (1,720 lbs.). Fuel and oil con- 
sumption of 255 grammies (.5 lbs.) and 10 grammes (.02 lbs.) 
are the same as for the 500 h.p. type. 

FIAT. 

The Fiat Company exhibit the three new types, A.20 of 
440 h.p. A.22 of 500 h.p., and A.25 of 900 h.p. The special 
racing engine used in the Macchi Schneider Trophy machines 
known as the A.S.2—is not in Paris, but it is apparently a 
boosted and slightly enlarged edition of the A.22. 


‘ Fiat A.20, 410 h.p. 


All three engines are of similar design and are noticeable 
for compactness and external cleanliness. All have twelve 
cylinders arranged in a 60° Vee. Each cylinder has a sepat- 
ate steel jacket, and is fitted with four valves per cylinder. 

There are two overhead camshafts for each line of cylinders, 
one operating exhaust and one operating inlet valves. There 
is a separate cam for each valve on each cylinder, but two 
sister-cams are spaced considerably closer together than the 
valves which they control. The camshaft is supported by 
bearings set between pairs of sister-cams, and cams operate 
bridge pieces which span the’ two valve stems. These bridge 
pieces have central plunger-type guides. In virtue of this 
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The article reproduced below is from 


“Obe Gines,” 


TRADE AND ENGINEERING SUPPLEMENT, 
November 13th, 1926, 


The British radial air-cooled engine is one of the most 
remarkable achievements of post-war aero-engine deyvelop- 
ment, and despite early discouragements and some scepticism 
among the older school of internal combustion engineers, 
to-day there is not a country in the world which has not been 
forced to acknowledge the outstanding merit of the air-cooled 
radial engines designed by the British constructor. 

This position, it is interesting to note, has been won in 
something like five years in the case of the Bristol Jupiter 
engines, made by the Bristol Aeroplane Company under the 
direction of their chief designer, Mr. Roy Fedden, and the 
policy of permitting manufacture outside Great Britain under 
licence has, in effect, made the supremacy of British design 
more apparent. Both France and Italy are countries with no 
mean engineering record, yet in each case the Governments 
have been willing to accept an engine of Lritish design as 
the power unit of their fighting aircraft. No higher compli- 
ment probably could be desired than that contained in the 
statement of the French Minister of War, who, in June of this 
year, had the uncongenial task of defending in the French 
Chamber the policy of placing large orders for Jupiter engines 
in preference to French designed aero-engines. In the course 
of his remarks he said that to-day more than half the fighting 
units of the British Air Force were fitted with air-cooled 
engines, whereas the only really efficient engine of this type 
manufactured in France was the Jupiter engine made under 
British licence. He added that during the Morocco campaign 
he had to borrow from the Navy machines fitted with Jupiter 
engines, because ‘‘ they were the only machines capable of 
carrying out efficiently bombing raids against the Riff posi- 
tions.” 

Actually the Jupiter radial air-cooled engine has now been 
fitted into almost every type of French machine, and by May 
of this year 513 Jupiter engines had been delivered in France, 
while another 550 were on order, according to the records 
of the Bristol Company. Similarly, in Italy, a well-known 
firm of motor-car manufacturers have on order for the Italian 
Government 550 Jupiter engines, and over 100 engines have 
already been delivered. In Czechoslovakia an aero-engine 
factory has been organised on the basis of 50 Jupiters a year. 
Poland has also given extensive orders for this type of power 
unit, and aircraft in 16 different countries have installed the 
Jupiter type. These are impressive figures of the recognition 
abroad of the merit of British aero-engine design, and only 
much intensive research since the war has lifted the British 
radial air-cooled power unit into a position of acknowledged 
reliability, combined with a better power-weight ratio than 
its longer-established water-cooled competifors. 


The Jupiter engine consists of nine cylinders arranged 
radially in a single bank around a central drop forged dur- 
alumin crankcase and several original features making for 
reliability, robust construction, and low weight are important 
factors in its design. The rapidity with which this engine 
has been brought to its present position must be ascribed 
entirely to the genius of Mr. Roy Fedden and the concen- 
trated attention devoted to its development both by him and 
by the Bristol Company. How striking has been the progress 
in efficiency is illustrated by the following table :— 


Year, H.P. Weight 
Normal. per h.p. 
1919 354 1.95 
1922 390 2.00 
1923" 400 1.95 
1924 435 1.79 
1925 450 1.60 


Actually the full story is not told by this fable, for the 
latest type—Series VI—is built with three compression ratios 
and can be run to give a maximum power of 510 b.h.p. The 
standard commercial engine, with a compression ratio of 
5 to i, is rated at 420 h.p. at ground level at 1,700 r.p.m. and 
460 h.p. at 1,870 r.p.m. As a standard Service engine, the 
compression ratio is raised to 5.3 to 1, at which the power 
developed for the same revolutions per minute is 450 h.p. 
and 485 h.p. respectively; while a high-compression Seryice 
engine is also provided with a compression ratio of 6.3 to 1. 
This enables 470 b.h.p. to be developed at 1,700 r.p.m., and 
no less than 510 b.h.p. at 1,870 r.p.m.The maximum consump- 
tion of fuel with the high-compression engine is 29 gallons 
an hour with 1.25 gallons of oil per hour, but at cruising 
speed the consumption falls to 22 gallons an hour. The 
commercial engine uses 27 gallons an hour at maximum con- 
sumption, and recent tests have shown a consumption of 
18 gallons only at cruising rate. 


In addition to the increased performance the Mark VI 
series has a frontal area reduced by 12 per cent, in compari- 
son with Mark IV, and the extra horse-power has been 
accompanied by a reduction of 80 Ib. in weight. 


Naturally the air-cooled radial saves weight, and avoids all 
the complications associated with the water-cooling system 
of dissipating unused heat. Experience has also shown that 
the air-cooled cylinder will operate satisfactorily within a 
wide range of temperature conditions; it is equally efficient 
in the tropics and in the Arctic regions. This success has 
not been won, however, without some disheartening experi- 
ences in the early struggles to evolve a reliable power unit. 
Hight different types of cylinders had to be built in two 
years before the right type was found, and the first cylinder 
would not run for more than two hours in an experimental 
single-cylinder unit without giving trouble. To-day the 
Bristol Jupiter with its nine cylinders has run for over 225 
hours under official observation, with the whole engine sealed, 
without the slightest trouble, and in the test made this year 
a distance of 25,000 miles (more than the circumference of 
the globe at the equator) was covered with an average petrol 
consumption of 22 gallons. 


The same engine subsequently was flown in a Bristol 
Bloodhound to Egypt and back, and from the start of the 
first test to the return of the machine to Hngland the only 
replacements were one valve and one valve-spring. These 
two efforts may be said to have made the reputation of the 
radial air-cooled engine, and more than confirmed the ex- 
perience of a large number of aircraft firms who have fitted 
Jupiter engines into their machines in order to secure in- 
creased performance. . Thus a Spad 56 eight-seater when 
fitted with a Jupiter engine carried 240 Ib. extra load, was 
6 m.p.h. faster, and had a better take-off and climb. A 
Fokker F.III secured an increase in paying load of 330 lbs., 
was 6 m.p.h. faster, and had an improvement of 50 per cent. 
in take-off and climb. There was a saving of 12 per cent. 
in fuel consumption, and the permissible time between over- 
hauls was longer. So satisfied were the K.L.M. Commercial 
Air Transport Company with this result that it has been 
decided to standardise the Jupiter engine for all their air- 
craft, and they expect not only to secure increased perform- 
ance, but also to carry fewer engines on the books for the 
number of machines in use. 
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LANDING | 
‘WHEELS _ 


STANDARD SIZES: 


Tyre wheel Hub Track Tyre Wheel | aoe Track Tyre (Wheel 
Size No. Length Bae Line Size No, | Length | Bora Line Size No 
m/m m/m m/m | mim m/m m/m | 
375X558 \168 | 111.12 | 25.4 | Central] 700x100 |112 | 150. | 38-09 | Central} 1000 x 150 |210 
300x60 | 16 | 111.12 | 25,4 | Central 176 | 178. | 44.45 | Central) 1999 x 180 |148 
| Bey , {179 | £78, | 55, | 132/46 las 
450% 60) 80.) 88: 11 81-75) Cena (1650.1 2q:| 61) 2178, 10S get! 2/46) | ame eno 
s ; anf . 1147] 178..| 55. | Central * 166 
§75x60 | 21 | 160. 28. | Central © 188 | 120. | 34.92) Central ana os a 
150. | | X 20 
»  |,80 | 180 38.09, 104/46 |.) 105 | 77 | 178. | 44.48| 132/46 He 
ms 86 | 120, 34.92 | Central | | f ” 
+69 1150, Fiss09tCentral|| tN Ale econ coe) me ee 
= | ‘ ry il _ 95 | 185. | 55. | Central 137 
650X65 | 78 | 178. | 44.45| 132'46 i | 99 | 178. | 38.89) 132/46 Y 1157 
,». | 79 | 178, | 44.45 | Central - 112 | 150. | 38,09) Central i 902 
, |t00 | 178 | 38.09] 132/46 ; 1176 | 178. | 44.45| Central " | 
» [101 ) 178. "| 3%.75). 132/46 * 179 | 178. | 55, | 132/46 1100 x 220 |134 
600X75 21 | 160. | 28, | Central] goox so }161°| 185. | 55. | 135/50 n {186 
» [180 | 150. 38.09 | 104/46 fe 162*, 185. | 55. | Central] 975995 192 
» {LRG | 120. "| 34.92/Central) 163") 185. | 66.67) 135/50 | “*” 194 
»  |190 | 150. 38.09 | Central I69t| 185. | 55. 135/50 ” | 
700X75 78 | 178. | 44.45) 132/46 ‘ 1177 | 185. | 55, | 135/50 {1250x250 /133 
ts fhe | M7key 44,45 | Central ” 1183 | 185. | 55. | Central a 54 
i) 100 | 178. 38.09| 132 46 “ 211*| 185. | 60.32, 135/50 | 
| ery | 1500 x 300 \115 
» 101. | 178. | 31.75) 132/46 | 1900x150 167 | 185. 55. | 125/60 Ae 1126) 
700X100 | 77| 178. | 44.45| 132 46 ‘ 1174 | 250. | 80. | Central | 
| 92| 19s. | 35 | 135/50| ” —frga | 188. | 85. | Central! 700%90 Jia) | 
= 95 | 185. 55. | Central = 187 | 220 6:87 Central | | 
99 | 178. | 38.89, 132 46 i '001 | 185. | 60.32) 125 60 |1750 350/193 | 
| | | 


*Wheels Nos. 


Telegrams ;— 


“Tyricord, Cannon, London.” 


D/ND 


Grease gun equi 


161, 162, 163 and 211 are of stronger type than the other wheels for 800 X 150 tyres. 
pment is now a standard fitting on all wheels. 


THE PALMER TYRE LIMITED, 


Contractors to the Admiralty, the War Office, and the Air Ministry, 


100-106, 


PARIS: 


CANNON STREET, LONDON, E.C.4. 


31, Rue la Boétie. 


Track 
Line 


+Wheel No. 169 is fitted with Ball Bearings. 


mm 
Central 
Central 
Central 


Central 
125/60 


Central 
125/60 

Central 
Central 
Central 
Central 
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Palmer Landing Wheels 
and Tyres 


were fitted to every British Aeroplane which 
leit England during the Great War, they 
have been used as standard equipment on 
British Aeroplanes ever since. To-day they 
ate employed in practically every country 
the whole world over. 


This phenomenal popularity is due to the 
fact that these wheels and tyres were 
devised specifically for use on aircraft, and 
for this reason they differ entirely in con- 
struction from any other wheel or tyre made, 
whether for Aeroplanes, Cars, Motor-Cycles 
or Cycles. 

Although exceedingly light in weight, they are built to 
carry heavy loads and to withstand enormous lateral 
stress; the tyres, rims and wheels being specially 
designed in order to fully and adequately resist all the 


severe and extraordinary strains to which the under 
carriage of an aeroplane is liable to be subjected. 


Palmer wheels are fitted with floating bushes, which 
are interchangeable, and grease gun equipment is now 
a standard fitting on all sizes. 


Palmer wheels and tyres are made in twenty different 
sizes, from 375 x55 to 1750x350, constituting a range 
amply covering the requirements of every type of 
machine. 


hauteur d’homme. 


on soft ground. 


et retour en 1925, 


The smaller of these wheels is only 12in,. in 
diameter, while the larger is taller than the 
height of the average man. 


La plus petite de ces roues est de 30 c/m de 
diamétre seulement, tandis que l'autre dépasse 


Palmer Aero wheel with broad tread pattern 
tyre specially designed to facilitate landing 


This type was largely used during the war 
and was highly praised by Sir Alan Cobham 
on the occasion of his flight from London 
to Rangoon and return in 1925, 


Roue Palmer montée d’un pneu avec chape 
plate, construit spécialement pour permettre 
l'atterrissage sur terrain mou. Ce pneua été 
beaucoup employé pendant la gueire, et a 
recu de hautes éloges de Sir Alan Cobham 
& l’oceasion de son vol de Londres &@ Rangoon 


THE PALMER TYRE, LTD., 
100-106, Cannon Street, London, E.C.4. 


Telegrams: ‘‘ Tyricord, Cannon, London.” 
Telephone City 1477 (2 Lines). 


Les Roues et Pneus 
d’Atterrissage Palmer 


ont été montés sur tous les Avions 
Britanniques qui ont quitté l’Angleterre 
pendant la Grande Guerre, et, depuis cette 
époque ils sont adoptés sur les Avions 
Britanniques comme équipement standard. 
Aujourd’hui ils sont employés dans presque 
tous les pays du Monde. 


Ce succés phénoménal est di au fait que ces 
roues et pneus ont été expressément crets pour 
étre employés sur Avions, et pour cette raison 
ils different totalement au point de vue con- 
struction de toutes les autres roues et tous les 
autres pneus fabriqués. soit pour Avions, pour 
Automobiles, pour Moto-Cycles, ou pour 
Bicyclettes. 

Malgré leur extréme légéreté, ils peuvent porter des 
poids considérables et aussi résister 4 de trés gros 
efforts latéraux. Les pneus, les jantes et les roues sont 
construits en vue de supporter tous les chocs et toutes 


les torsions auxquels le train d’atterrissage d’un avion 
est appelé a étre sujet. 


Les roues Palmer sont montées avec des coussinets 
amovibles et interchangeables, et le graissage sous 
pression est adapté a toutes les dimensions. 


Les Pneus et Roues Palmer pour Avions sont fabriqués 
dans une série de vingt dimensions différentes (de 
375 x 55 a 1750 x 350) re_pondant amplement aux besoins 
de chaque type d’aéroplane. 


bes” 
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GREAT BRITAIN. 
The late Sir John Alcock 
—first and only direct 
aeroplane flight across the 
Atlantic—1,850 miles on 
14th and 15th June, 1919. 


FRANCE. 
Capt. Pelletier D’Oisy ¢: 
—Paris, Rome, Tunis, : 
Casablanca, Madrid, : 
Paris—3,700 miles in : 
40 hrs. om the 24th 
and 25th August, 1926. 


ITALY. 
Commandante F. de Pinedo— 
Rome to Australia via India, 
round Australia to Tokio and 
ytback to Rome—34,000 miles, 

4dpril to November, 1925. 


ARGENTINE. 
Major Pedro Zanni— 
Amsterdam to Tokio— 
9,000 miles, July to 
November, 1925. 


HOLLAND. 
T. Van der Hoop— 
Amsterdam to Batavia 
—1}500 kilos, October 
1st, 1924. 


Internationally preferred 


IVE famous aviators, representing five 

different countries, relied on Shell—and 
Shell alone, unmixed with anything else—in the 
great flights described above. The supremacy 
of Shell Petrol has been established by a long 
record of successes in the air, both in the great 
pioneer trans-continental flights and on the 
commercial airways of the world. 


And Shell Oil, too 


Shell Oil has similar successes to its credit— 
the most recent being the achievement of an 
Imperial Airways machine, which completed 
60,000 miles on ordinary Triple Shell Oil (exactly 
the same as sold to the public everywhere), 
without the necessity for decarbonising. 
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Cables & Telegrams : 


Glosaircra, Sunningend, Cheltenham. 
Glosaircra, London, 


EET GEOS tick 
GAMECOCK. 


Single Seater Fighting Scout 
for high altitudes. 


Tractor biplane fitted with 420 hp. 
Bristol Jupiter Air-cooled Radial engine 
Series VI, sensitive to control, good 


manceuvrability and best possible facilities 
for view in all directions. The tanks are 
mounted in the top planes giving foolproof 
gravity feed, with a capacity of 2} hours’ 
flight at 15,000 ft. with full load. Arma- 
ment consists of 2 Vickers machine-guns 
at sides of fuselage firing through the 
propeller. Provision is also made for 
fitting racks to carry 4—20 lbs. bombs. 
Easy accessibility to engine and _ all 
essential parts. 


Main Specification and Dimensions. 


SDA —— VODs, .edtecteesecossieesosines 200 ttl Ons itl. 
Span—Bottom ....... meeo) tteh so!) 11, 
SPOtal Wins) Area 0.2. ..ss.dcbsscecse 264 sq. ft. 
Total Weight ..... a 23742 lbs. 
WO AAR DSLR HED sg yarcct sesec verona; testes schaes 6.55 lbs. 
Load per sq. foot 10.35 lbs. 
Shiribe tomers, OOO ty eves. cece 114 mins. 
Climb to 20,000 ft. 20 mins. 
Ceiling Service ..... ee 255500. LU 
SPCe cma tees; 0007 Uitn eres. setniis ates 155 m.p.h. 
Speedwat 10,000) fta. :.c1et were 152 m.p.h. 
lbp satebbaree = Syerreell mere eecenecu ence 48 m.p.h 


L 


AVION GLOSTER type 
GAMECOCK, 


Monoplace de chasse aux hautes 
altitudes, 


Biplan a hélice tractive muni du moteur 
Bristol ‘‘ Jupiter’? de 420 cv. Serie VI, a 
refroidissement par air, aux commandes 
trés sensibles, facilement maniable et 
permettant une vue ininterrompue dans 
toutes les directions. Reservoirs logés dans 
les plans supérieurs (l’alimentation se 
fait directement par gravité) capacité pour 
2 heures de vol chargé A 4,570 m. de 


hauteur. Armement constitué par deux 
mitrailleuses Vickers sur les cdtés du 
fuselage et tirant A travers Vhélice. 


L’emplacement pour le montage dé chassis 
pour le transport de 4 bombes de 9 kilos. 
Le moteur et toutes piéces essentielles sont 
facilement accessibles. 


Caracteristiques Generales et Dimensions. 


Envergure—Plan supérieur ......... 9.068 m. 
Envergure—Plan inférieur 7.925 im. 
Surface portante totale 24m.2 525 
Pose totale ceoncweare 1,245 kg. 
Charge au cheval jens cen 2.008 kee 
Charge au métre carré ............ 50.764 kg. 
Vitesse de montée a 4,570 m. Ii} min. 
Vitesse de montée A 6,095 m. ......... 20 min, 
Platond spratique ss sone ee ee 7,780 m. 
WELESS Gl As TYS2A0 Tit sne eects srs 249 km./heure 


244 km./heure 
80 km./heure 


Vitesse A 3,050 m. 
Vitesse d’atterrissage 


THE GLOSTER AIRCRAFT 
SUNNINGEND WORKS, 


London Office : 


CHEE TENEAM, 


Telephones : 
3061-2-3-4 Cheltenham, 
33835 Museum, London, 


“GLOSTER” 


AVION GLOSTER tipo 
GAMECOCK. 


Monoplaza de caza para las altitudes 
elevadas. 


Biplano de hélice tractiva provisto de 
motor Bristol “ Jupiter’? Marca VI de 420 
Cab. de enfriamiento for aire, capaz de 
‘* performances ”’ excelentes y muy flexible 
y facil de manejar, maximo de visibilidad 
en todos sentidos. Depésitos colocados en 
el plano superior. Los carburadores se , 
alimentan directamente por  gravedad. 
Capacidad para 2} horas de vuelo a 4,57 
m. cargado. Armamento constituido por 
dos ametralladoras Vickers colocados a 


ambos lados del fuselaje y tirando a 
traves, de la hélice. Tambien pueden 
montarse anaqueles para lievar cuatro 
bombas de a g kgs. El motor y todas las 
partes principales son muy facilmente 
accessibles. 


Caracteristicas Generales y Dimensiones. 


Envergadura—Plano superior ...... 9.068 m. 
Envergadura—Plano WEEFLO“L shear. 7.925 m. 
SUDCTAMCLEM LOCAL ees an deveseoweceseuces 24 m.2 525 


Peso total 1,245 kg. 


Carve pot caballo vi cccc.c.ssscs 2.96 kg. 
Carga por metro cuadrado 764 kg. 
Velocidad ascensional a 4,570 m. ... 11} min. 
Velocidad ascensional A 6,095 m. ... 20 min. 
Altura maxima alcanzable .. ce VV esLeL BODIE 
Velocidad) a 3,524 im. si cscc.s. 249 km./hora 
Melocidadr amsso50\ Is scsccieseess 244 km./hora 
Velocidad de aterrizaje ......... 80 km/hora 


COr ehD:, 


49, Rathbone Place, Oxford St., W. 
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Cables & Telegrams: 
Glosaircra, Sunningend, Cheltenham. 
Glosaircra, London. 


LHE FGLOSTER 
GORCOCK. 
Single Seater Fighting Scout 
for high altitudes. 


Tractor biplane of high performance 
fitted with 525 h.p. Napier Lion Engine, 
sensitive to control, good manceuvrability 
and best possible facilities for view in all 
directions. The tanks are mounted in the 
top planes giving foolproof gravity feed, 
with a capacity for 2} hours’ flight at 
15,000 ft. with full load. Water cooling 
is by means of a long tube type Radiator 
with shutters slung under the body. 
Armament consists of 2 Vickers machine- 
guns at sides of fuselage firing through the 
propeller. Easy accessibility to engine and 


all essential parts. 


SPECIFICATION 
AND 
DIMENSIONS 
ON 
APPLICATION. 


AVION GLOSTER type 
GORCOCK. 


Monoplace de chasse aux hautes 
altitudes. 


Biplan a hélice tractive, a haute per- 
formance, muni du moteur Napier 
“Tion” de 525 c.v., aux commandes trés 
sensibles, facilement maniable et  per- 
mettant une vue ininterrompue dans toutes 
les directions. Reservoirs logés dans les 
plans supérieurs (l’alimentation se fait 
directement par gravité) d’une capacité 
pour 24 heures de vol chargé A 4,570 métres 
de hauteur. Refroidissement de Il’eau 
assuré par un radiateur du type a tubes 
longs avec obturateurs amenagé sous le 
corps. Armement constitué par deux 
mitrailleuses Vickers sur les cdtés du 
fuselage et tirant A travers l’hélice. Le 
moteur et toutes piéces essentielles sont 
facilement accessibles. 


CARACTERISTIOQUES 
ET 
DIMENSIONS 
SUR 
DEMANDE. 


Telephones: 
3061-2-3-4 Cheltenham. 
3835, Museum, London. 


“GLOSTER” 


AVION GLOSTER tipo 
GORCOCK. 


Monoplaza de caza para las altitudes 
elevadas. 


Biplane de hélice tractiva provisto de 
motor Napier ‘‘ Lion’ de 525 cab., capaz 
de ‘‘ performances’? excelentes y muy 
flexible y facil de manejar, maximo de 
visibilidad en todos sentidos. Depdsitos 
colocados en el plano superior. Los 
carburadores se alimentan directamente 
por gravedad. Capacidad para 23 horas de 
vuelo a 4,570 metres cargado. Enfriamiento 
por agua efectuado por un _ radiador 
de tubos con obturadores, suspendido 
bajo el. fuselaje. Armamento constituido 
por dos ametralladoras Vickers colocadas 
a ambos lados del fuselaje y tirando a 
traves de la hélice. El motor y todas 
las partes principales son muy facilmente 
accesibles. 


CARACTERISTICAS 
BY) 
DIMENSIONES 
SOBRE 
SOLICITACION. 


THE GLOSTER] AIRCRA SCOR Maio 


London Office : 


CHELTENHAM. 


SUNNINGEND WORKS, 


49, Rathbone Place, Oxford St., W. 
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VITAL and A ae g INDISPUTABLE 


FACTS FOR BATTERY USERS 


Pure lead is the ONLY Metal that Perfectly 
Reliably and Efficiently stores Electricity 
by Chemical Conversion. 


TUNGSTONE the Only High and Low Tension Battery in 
the World that uses Pure Lead for Plate Grid and Paste. 


All the World’s makers of present-day Car and Wireless High and Low 
Tension Portable Batteries make the Plate Grids entirely of an alloy of Lead 
and Antimony (an inert metal) which cannot store Electricity Electro-chemically 


converted HENCE the EXPENSE of CONSTANTLY RE-CHARGING. 


Also all the World’s makers of Portable Batteries (only exception 
Tungstone) ARE COMPELLED TO PUT SEPARATORS BETWEEN 
EACH PLATE to hold the Paste in the Plate-Grids. All other Cells (except 
Tungstone) are provided with large space to receive the dropping Paste which is 
continuously forced out of the plate. Paste lying at the bottom of the container 
is electrical energy irretrievably lost as the Paste gradually dropping out of the 
Plate forthwith reduces and eventually kills the working efficiency of all other 
makes of Batteries. 

LOW TENSION CELLULOID CONTAINERS (EXCEPT TUNGSTONE) 


CONTAIN CAMPHOR WHICH THE ACID ATTACKS CREATING 
CONSTANT FOAMING AND FROTHING AND RETAINS THE HEAT, 


You know now the Fundamental Causes why all Batteries 
(EXCEPT TUNGSTONE) cannot hold their Ampere Hour 


Capacity necessitating Re-charges at Unreasonably Short Periods. 


TUNGSTONE High Tension 60 Volt Battery 3 a.h. is sold in the United Kingdom on ° 


monthly payments over extended period. Apply for particulars. Further interesting information on 
points of this advertisement are to be found on pages 58, 59, and 67 to 73 of the Illusirated 
Booklet “‘ Photography tells the Story ” which will be sent free on application to the— 


TUNGSTONE ACCUMULATOR CO., LTD., 
St. Bride's House, Salisbury Square, Fleet Street, London, E.C.4 aay 
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ITALY’S MOST POWERFUL ENGINE.—The Fiat A.25, of 900 h.p. 


arrangement the camshaft is supported extremely close to the 
point of application of the working loads and is subject to a 
minimum of deflection. 

The valve gear is entirely enclosed in a camcase which 
serves to tie each line of cylinders into a block. 

The types A.20 and A.22 have one master and one articu- 
lated rod on each crankpin. In the A.25 one normal and one 
forked rod is used per crank. 

Carburettors are of the Stromberg type, fitted between 
cylinders. Two are used in the A.2z0 and A.22, and three in 
the yA.25. 

Two magnetos and two plugs per cylinder are fitted in the 
two smaller engines, and four magnetos and four plugs in 
the larger. 

The A.20 has cylinders 115 m/m.x150 m/m., a compres- 
sion of 5.6/1 and develops 410 h.p. normal, 455 h.p. maximum 
at 2,400 r.p.m. It weighs 345 kg. (760 lbs.) with water in 
jackets. 

The A.22 has cylinders 135 m/m.x160 m/m., a compres- 
sion of 5.5/1 and develops 550 h.p. normal, 590 h.p. maxi- 
mum at 2,100 r.p.m. It weighs 460 kg. (1,010 lbs.) with water 
in jackets. 

The A.25 has cylinders 170 m/m.x200 m/m., a compres- 


THE JUPITER IN A NEW GUISE.—A Gnéme-Rhone 
Jupiter (Series VI) with reduction gear. 


sion of 5.1/1 and develops 900 h.p. normal, 990 h.p. maxi- 
mum at 2,000 r.p.m. The weight with water in the jackets 
is 845 kg. (1,860 lbs.). 

The A.S.2 Las cylinders of 140 m/m. bore and 170 m/m. 
stroke (5 m/m. and: 10. m/m. larger than the A.25) and is 
fitted with pistons giving a 6/1 compression ratio instead of 
the normial 5.3/1. 

It is of the twelve-cylinder Vee type, with. separately- 
jacketed steel cylinders, each with four overhead valves. Car- 
burettors are arranged within the Vees. The overall dimen- 
sions of the engine are 1.584 m. (5 ft. 23 inches) long, 0.72 m. 
(2 ft. 53 ins:) wide, and-o.948.m. (3 ft. 13 ins.) high. The 
output is 882 b.h.p. at 2,500 r.p.m., and the weight, includ- 
ing starting distributor, petrol pumps and water in the 
jackets, is 412 kg. (907 lbs.), giving a weight per h.p. of 
1,026 lbs./h.p. 

GNOME ET RHONE. 
The Jupiter VI. 

The Jupiter in two versions is shown on this stand, and 
both of these versions are new. They are called Series VI, 
and are to some considerable extent the equivalent of the 
Bristol Jupiter VI which has not heretofore been available 
in France. 

The overall diameter of the new French Jupiter has been 
reduced from 1.42 m. (56 inches) to 1.33 m. (52.3 inches)— 
presumably by methods similar to those employed in the 
Bristol case. It was not possible to discover on the stand 


A broad-arrow 


type engine which 
The type 50 Hispano- 


FRONTAL AREA. 
holds the World’s Speed record. 
Suiza. 
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THE WORLD’S DISTANCE RECORD.—The type ol 
Hispano-Suize of 500 h.p. This engine was used in the 
Breguet XIX, which flew non-stop from Paris to Omsk (4,700 
km.) and later Paris to Jask (5,465 km.) (nearly 3,500 miles), 
the present World’s Record. 
whether the Bristol two-piece crankshaft and the solid big 
end are used in this engine, but this is believed to be the 
case. 
What is quite certain is that the Bristol forged duralumin 
crankcase is not used, the normal cast case remaining. 
# For the rest there is no appreciable difference between the 
French and the British types. The French Jupiter is slightly 
F heavier and is rated at 480/600 h.p.—the latter figure pre- 
4 sumably being based on a rate of revolution for which the 
4 British makers will not accept responsibility. 

One of the two engines was exhibited with a large cylindrical 
box on the nose which contains a Farman type 2/1 epicyclic 
reduction gear. This is however apparently still in the 
tail experimental stage. 


HISPANO-SUIZA. 

The Hispano-Suiza exhibit includes five types of engines. 
These are the war-time eight-cylinder Vee 150 h.p. and 300 
h.p. types, the r2-cylinder broad-arrow 450 h.p. type which at 
the moment holds the World’s speed record, and the twelve- 
cylinder Vee 500 and 300 h.p. types. Of these two last en- 
gines the 500 h.p. holds the World’s record for maximum 
distance in a straight line—Paris—Jask, 5,465 km. (3,400 
miles app.) in 32 hours. 

The characteristics of the Hispano-Suiza type of engine are 

{ 


The type 51 500 h.p. Hispano-Suiza. 


by now fairly well known. Each row 
of cylinders is an aluminium alloy 
monobloc into which steel cylinder 
liners are screwed while the block is 
hot. Two types of block are made— 
the four-cylinder block used in the 
eight-cylinder engines and in the 
twelve-cylinder, broad-arrow type, and 
the six-cylinder block used in the 
twelve-cylinder Vee engines. 

Two valves are fitted per cylinder 
operated by one single camshaft for each 
block, by direct contact between the 


Leen eee TEETER 


THE WORLD’S SPEED RECORD.— 
The type 50, Hispano-Suiza 12-cylinder 
(broad = arrow) 450 hp. engine. 
(World’s Speed Record type). 
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AN ITALIAN RECORD-BREAKER. 


cams and large-diameter tappet discs screwed to the valve 
stems. 

The following are the more important data of these en- 
gines :— 

150 h.p., 8-cylinder Vee, 120 m/m. bore 130 m/m. 
stroke. Normal output 150 h.p. at 1,500 f.p.m., max. output 
170 h.p. at 1,700 r.p.m. Weight dry, 206 kg. (453 lbs.). 

300 h.p., 8-cylinder Vee, 140 m/m. bore 150 m/m. stroke, 
5.3/1 compression. Normal output 300 h.p. 

Type 50, 12-cylinder broad-arrow, 140 m/m, bore 150 m/m. 
stroke, 5.3/1 compression. Normal output 450 h.p. 1,720 
t.p.m. Maximum output 487 h.p. 1,800 r.p.m. Weight dry 
375 kg. (826 lbs.). 

Type 51, 12-cylinder 60° Vee. 
m/m., 5.3/1 compression. 


Bore 140 m/m. stroke 150 
Normal output 500 h.p. 1,800 


NOT BUILT UNDER LICENCE, but not altogether free 


from alien influence in design. The Lorraine Dietrich 
type 42 fourteen-cylinder air-cooled radial, 450 h.p. 


The Isotta-Frasch ini ‘‘ Asso ’’—500 h.p. 
p.m. Maximum 520 h.p. at 1,900 r.p.m. Weight dry 420 
g. (926 lbs.). 
Type 52, 12-cylinder 60° Vee. Bore 120 m/m_ stroke r4o 
m/m., 5.3/1 compression. Normal output 350 h.p. at 1,750 
r.p.m. Maximum 412 h.p. at 2,000 r.p.m, Weight dry 
305 kg. (672 lbs.). 

ISOTTA FRASCHINI. 

The Isotta Fraschini firm showed a number of vertical 
six-cylinder engines of obsolete type, and a specimen of the 
new 500 h.p. Asso engine. 

This is a very clean and compact engine of the 12-cylinder 
60° type having separately jacketed steel cylinders, each row 
tied together by an aluminium head and cam-case casting. 
No details of construction can be obtained, but from what can 
be seen outwardly the engine is up to Italian standards of 
design and finish. 

The Asso has cylinders of 140 m/m. bore and 150 m/m. 
stroke. The compression is 5.5/1 and the normal output 500 
h.p. at 1,800 r.p.m. The weight dry is 420 kg (926 lbs.). 

LORRAINE DIETRICH. 

On the Lorraine Dietrich stand there are no less than seven 

modern types of engine, most of them new. Fortunately they 


i 
k 


may be grouped together as variants of three different types 
to facilitate description. 
The Broad-Arrow Engines. 
The first of these types is the three-row broad-arrow type. 


The Lorraine Dietrich 7-cylinder 200 h.p. air-cooled radial. 
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A BREAKER OF RECORDS.—The Lorraine Dietrich 480 h.p. Broad-Arrow type, here shown with a reduction 
gear. The world’s height record is held by a supercharged engine of this type. 


Of this type the 450 h.p. twelve-cylinder engine is now world \ll these engines have steel cylinders fitted with welded- 
famous. In addition to the standard 450 there is shown the on steel jackets each common to a pair of cylinders, arranged 
same engine with a 1.54/1 epicyclic reduction gear, and a_ in three rows on the crankcase. In the 450 h.p. type there are 
650 h.p. 18-cylinder engine which is produced by adding two two and in the 650 h.p. type three such pairs of cylinders 
cvlinders to each row of the 450 h.p. type. This is also per row. 


made as either a direct drive or a geared engine. 


The cylinders are 120 bore x 180 stroke in all cases. In th 


The Lorraine 


Dietrich 650 h.p. 


direct-drive 18-cylinder engine, a derivative of the famous 450 h.p. 12-cylinder engine. 
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The 650 h.p. Lorraine Dietrich 18: 
cylinder Broad-arrow engine fitted with 
a reduction gear, 


two 450 h.p. engines the compression: is 
5.5/1 and the normal output 450 h.p. at 
1,900 r.p.m. The weight is 380 kg. (816 
9s.) for the ungeared and 415 ke. (915 
bs.) for the geared engine. 

In the 650 a p. type the compression 
is Me the normal output 650 int gels) AN 
0 r.p.m., and the weight 560 kg. 
32 Ibs.) tot the direct-drive engine. 
The weight of the geared model is not 
stated. The geared and ungeared 
types differ in carburettor arrange- 
ments. 


The 700 h.p. Vee engine. 

The next type is a _ twelve-cylinder 
60° Vee of 7oo h.p. The characteristic 
Lorraine grouping of cylinders in pairs 
each with a common water jacket is 
found in this engine also. 

The cylinders are much larger than 
in the other Lorraine engines, and the 


The cylinder-head casting and the 
valve gear are somewhat different to 
those of the Jaguar and Lynx—if 
memory is not deceptive they are more 
like the heads and valve gears of the 
earlier versions of the Jaguar than that 
now if use. 

In another respect these engines re- 
call the early Armstrong-Siddeley 
radials, for they are fitted with distri- 
bators for coil ignition mounted on the 
front cover of the crankease, a ee 
tice not apparently approved by the Air 
Ministry for service aides but which 
undoubtedly has its advantages. 


These two engines have a bore and 
Siroke Of 135 mj/m. «x r50 m/m. Lhe 
14-cvlinder unit develops 450 h.p. at 
1,800,r.p.m. and weighs 400 kg. (880 
lbs.). The seven-cylinder unit develops 
220 h.p. at 1,800 r.p.m. and weighs 260 
kom (572 wlibss):. 


>ANHARD AND LEVASSOR. 
This firm showed the same two 
engines as were to be seen at the last 
Salon. These are both twelve-cylinder 


The Panhard and Levassor 500 h.p. high- 
altitude engine (type V.12M.). 


rated h.p. is deve‘oped at the low speed 
of 1,200 r.p.m. 

The bore and stroke are 175 m/m. 
25 m/m., and the weight 850 kg. 
@ lbs.) 

The new Air-cooled Radials. 

An entirely new departure is shown 
by the presence on the Lorraine stand 
of two air-cooled radial engines. The 
larger of these is a two-row 14- -cylinder 
unit of 450 h.p., the smaller is a single- 
row 7-cylinder unit of 200 h.p. It would 
be far from the truth to say that these 
were French versions of the Armstrong- 
Siddeley Jaguar and jynx—they are not 
—because the cylinders have notably 
different dimensions. 

But they are undoubtedly engines of 
the same type and it is understood that 
they have been designed in friendly col- 
laboration with Armstrong-Siddeley 
Motors Ltd. Intimate details of .con- 
struction are not available, but it is 
obvious that the cylinder construction 
is identical in design with that used in 
the British prototype. 


The Panhard and Levassor Knight sleeve-valve engine, type 

V.K.122, of 450 h.p. This engine took second prize in the ) 

1925 French engine competition, which consisted mainly of 30 
non-stop runs of 8 hours each, 
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A TYPE TEST RECORD.—The Renault 420 h.p. engine which gained the first prize in the 1925 Concours de 
Grande Endurance, and the only engine to complete the 30 runs each of 8 hours without trouble. 


Vee engines. One is of the normal poppet-valve type and is 
super-compressed, and has to be run throttled at low altitudes. 

It has cylinders 165 m/m. borex17o ‘stroke, and is 
rated at soo h.p. at 1,550 r.p.m., and to maintain 500 h.p. 
up to 3,000 metres. The weight dry is 590 kg. (1,295 lbs.). 
So far as is known this engine has never been put into ser- 
vice. 

The second engine is fitted with Knight sleeve valves and 
took part in the 1925 Concours de Grande Endurance, in 
which it gained the second place. It is interesting as show- 
ing definitely how great a saving in frontal area is possible 
by the suppression of overhead valve gear. It must have 


flown to qualify for the Concours above mentioned, and it 
certainly deserves to be tried further. 
RENAULT. 

The Renault engine which won the first prize in the 1925 
Engine Competition which called for 30 non-stop runs of 
eight hours each, naturally occupies a prominent position on 
the Renault stand. It seems however that its use is likely 
to be confined to prize-winning. It is a twelve-cylinder Vee 
of the same bore and stroke as the standard 480 h.p. engine, 
rated down to 420 h.p. at very nearly the same r.p.m. as the 
standard tvpe. The firm do not give the weight of the com- 
petition engine, but assuming it not to have been strengthened 


The new 760 h.p. Renault—above direct drive and below with reduction gear. 
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A GREAT RAIDER.—The 480 h.p. direct-drive Renault, 

now largely used on the Breguet XIX. This engine was 

used on the Paris—Dakar—Timbuctoo flight in 1925, when 

it set up a World’s Record for non-stop distance of 3,165 

km. (1,960 miles approximately). A similar engine with 

a reduction gear flew to Basra, 4,313 km. (2,678 miles) ii 
the Potez 28 biplane. 


ee 


up, it is probable that just about as good reliability could 
be obtained from the standard engine detuned to the same 
extent. 

All modern Renault engines are of the twelve-cylinder 60° 
Vee water-cooled type. All have steel cylinders with separ- 
ate sheet steel jackets, tied together at the heads by a valve- 
gear casing which carries the overhead camshaft. 

The 480 h.p. Renault is certainly. the best-known and most 
widely used of this-series. This has cylinders 134 m/m. x 
180 m/m., a compression of .5.3/1,-and is rated at 480 h.p. at 
1,600 r.p.m. The weight dry is 460 kgs. (1,015 Ibs.). 


The Salmson A.D.9, 40 h.p. light aeroDlane engine. 


The 550 h.p. model is the same engine, fitted with a spur 
reduction gear and rated at 550 h.p. at 2,000 r.p.m. The 
weight is increased 35 kg. to 495 kg. (1,090 lbs.). 

The next size in Renaults is also made in the geared and 
the ungeared type. This has cylinders 160 m/m. x 180 m/im., 
and is rated in both types at 700 h.p. 1,700 r.p.m. The un- 
geared model weighs 625 kg. (1,375 lbs.), the geared 675 kg. 
(1,485 Ibs.). Presumably it is intended in time to speed up 
the geared model and increase the rating. 


SALMSON. 


The Salmson firm show a complete range of their now well- 
known radial engines both air and water-cooled, the only 
novelty being the A.B.18, an air-cooled eighteen-cylinder of 
460 h.p. 

All these engines are of very similar design and by now 
very familiar in this country. The air- and the water-cooled 
types differ practically only in regard to cylinders, the air- 
cooled type having cast-steel cylinders with fins, and the 
water-cooled type cast-steel plain cylinders with welded-on 
jackets. 

In the case of the double-row 18-cylinder engines, the two 
cylinder rows are not—as is usual—staggered, and the cylinders 
are cast in pairs, and when water-cooled, each pair has 
a common water jacket. 

The Salmson engines may be regarded as divided into two 
ranges. One is a series of three low-powered engines, all air- 
cooled, ranging from the little 9-cylinder 4o h.p. A.D.9 to 
the 125 h.p. 9-cylinder A.B.g of 125 h.p. Of these engines 
the little 4o h.p. is very attractive in appearance, and should 
be a delightful engine for a small single-seater. 

The other range comprises four engines all having the same 
sized cylinders. Two are single-row 9-cylinder types, two 
double-row 18-cylinder types. One 9-cylinder and one 18- 
cylinder type is air-cooled, the other pair is water-cooled. 

Leading particulars of these engines are as follows :— 

A.D.9, nine cylinders, 70 m/m. bore 86 m/m. stroke, air- 
cooled, 40 b.h.p. at 2,000 r.p.m. Weight 75 kg. (165 lbs.). 

A.C.7, seven cylinders, 100 m/m. bore 130 m/m. stroke, air- 
cooled, 95 b.h.p. at 1,800 r.p.m. Weight 130 kg. (287 Ibs.). 

A.C.g, nine cylinders, 100 m/m. bore 130 m/m. stroke, air- 
cooled, 120 b.h.p. at 1,800 r.p.m. Weight 170 -kg. (374 lbs.). 
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The Salmson A.B.9 air-cooled engine of 230 h.p. 


A.B.9, nine-cylinders, 125 m/m. bore 170 m/m. stroke, air- 
cooled, 230 b.h.p. 1,700 r.p.m. Weight 24c Kg. (528 Ibs.). 

C.M.9, nine-cylinders, 125 m/m. bore 170 m/m. stroke, 
water-cooled, 260 b.h.p. 1,650 r.p.m. Weight 250 kg. (550 
lbs.). 

A.B.18, eighteen cylinders, 125 m/m. bore 170 m/m. ‘stroke, 
air-cooled, 460 b.h.p. 1,700 r.p.m. Weight 490 kg. (1,080 
Ibs. ; 

C.M.18, eighteen cylinders, 125 m/m. bore 170 m/m. stroke, 
water-cooled, 500 b.h.p. Weight 460 kg. (1,012 Ibs.). 


SAUDA. 


M. Ving. Sauda exhibited on a stand in one of the galleries 
4 12-cylinder water-cooled Vee engine of which very little 
can be seen from the outside. 

This engine has cylinders and crankcase in one monobloc 
casting of aluminium alloy, steel sleeves presumably being 
fitted to the cylinder bore. 

As may be seen from the photograph the engine is very 
clean, and compact. It is claimed that it is also very acces- 
sible for overhaul, though it is not demonstrated how this ac- 
cessibility is achieved. A reduction gear of 1.4 to I ratio is 
built into the engine. 


The Salmson A.C.9 air-cooled radial of 120 h.p. 
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The Salmson C.M.18, a water-cooled eighteen-cylinder 
engine of 500 h.p. 


The engine is known as the ‘“‘ Cappa 18’ and has the fol- 
lowing characteristics :—Bore 120 m/m., stroke 135 m/ni. 
Normal output 4oo h.p at 1,600 r.p.m. Weight 380 kg. (836 
lbs.). 

WALTER. 


The Walter firm showed all three of their air-cooled radials, 
the 60 h.p., 8s h.p. and 110 h.p. These engines are all of 
similar design, have identical cylinders, and differ only in 
regard to number of cylinders. 

The cylinders are of steel with cast-on aluminium fins and 
a cast-iron head bolted on.- Two overhead valves per cylinder 
are operated by push rods in the normal manner. Two 
Scentilta magnetos, and a Solex carburettor are compactly 
grouped on the rear cover of the crankcase. 

These engines are excellently finished, and their appearance 
is in complete accord with the high reputation they have 
achieved in service. 

These engines have the following characteristics :—Bore 
ros m/m. stroke 120 m/m. Five-cylinder type, normal out- 
put 60 h.p. at 1,400 r.p.m., maximum 7o h.p. at 1,700 f.p.m. 
Weight 102 kg. (224 Ibs.). Seven-cylinder type, normal out- 
put 85 h.p. 1,400 r.p.m., maximum go h.p. at 1,460 r.p.m. 


-Weight 125 kg. (275 lbs.). Nine-cylinder type, normal out- 


put 3110 h.p. at 1,450 r.p-m., maximum 120 h.p. at 1,600. 
Weight 152 kg. (335 lbs.). 

All three engines are said to consume 235 grammes (.52 
lbs.) of fuel per h.p. hour. 

The Walter Co. are the Czecho-Slovakian licensees for the 
lupiter engine. ‘They do not exhibit a Jupiter engine, but 
in the annex devoted to the Czecho-Slovakian aircraft in- 
dustry a number of parts of Jupiters of their make are to be 
seen. ‘These are splendid examples of good workmanship. 


The Sauda Cappa 18 engine of 400 h.p. 
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For Less Light Aeroplanes :—The Walter 85 h.p. 7-cylinder radial. 


For Tourers :—The Walter 110 h.p. 9-cylinder radial. 
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oe Deane Type. | -5 [6.5] er. 2 | 28 ‘Sipe cabs) oo) an ee | as | 44 Remarks. 
Pee, vine ee Cale Ses Es @ | Be | ga) oe 
O| Ofm/m|m/m| 4] ZO AO Ae ee ee as = | 
| | | 
= ——— { = Seal | | | _ \ i | | 
ARMSTRONG| Jaguar Radial A | 14 | 127 | 140 | 5/1 | 385 hp. 425 h.p. 770 lbs. | 1.8 lbs. |.53 Ibs.'.031 Ibs. | Sa 
SIDDELEY/385/400 h.p.| | | 1700 r.p.m.|1900 r.p.m. 348 kgs.\0.82 kgs. mes 14 grs 
| | | | | | | 
| 7 | 7 x | | | | 
ARMSTRONG Lynx Ni) Radial 0A) 87) | 127 a Oot | 180 hep. 210 h.p. | 480 lbs. [2.28 lbs. |.53 1bs./031 Ibs. a 
SIDDELEY| 200 h.p. | | | | | 1620 r.p.m.j1800 r.p.m.) 218 kgs. 1.04 kgs. (240 grs. 14 gers. 
ARMSTRONG] Mongoose | Radial vat) moval 27) | 140 | 5/1 | 125 h.p. | 150 h.p. [340 Ibs. 12.26 Ibs: = “= 
SIDDELEY| 125 h.p. | 11620. r.p.m.j1750 r.p.m.| 154 kgs./1.03 kgs. | 
——— = = = = | | | | ij : | ri 
ARMSTRONG) Genet Radial | A 5 |101.6/101.6/5.2/1 | 65 h.p. 75 h.p. 168 Ibs. /2.24 lbs. |.55 1bs.| .03 Ibs. = 
SIDDELEY] 60 h.p. | | [1820 r.p.m. 76 kgs.|1.02 kgs. |250 grs.| 14 grs. 
BREITFELD- B.D. 60° Vee | W | 12 | 160 | 190 | — ' 450 h.p. == 1100 Ibs. [2.45 Ibs. |.43 lbs — |Super-compression 
DANEK| 500 h.p. | | | (400 r.p.m. | 550 kgs.|1.22 kgs. |195 grs | altitude engine 
BREITFELD-| Perun II Vertical | W | 6 | 160 | 190 | A) 240 h.p. — | 696 lbs. | 2.9 lbs.. |.42 lbs.|.026 lbs.|Super-compression 
DANEK | | 1400 r.p.m. | 315 kgs.}1.31 kgs. |190 grs.| 12 grs.| altitude engine 
BRistor, |Jupiter VI| Radial | A | 9 | 146] 190 5.3/1| 450h.p. | 485 h.p. | 7301bs.°| 1.5 Ibs. |.52 1bs.| .03 Ibs. = 
450 h.p. | | | 1700 r.p.m.j/1870 r.p.m.| 331 kgs.| .68 kgs. |235 grs.| 14 grs. 
| | + 3 
BRISTOL Lucifer IV| Radial A | 3) 146 159: 5.3/1.) 130 tip. 140 h.p. 330 lbs. |2.36 Ibs. |.54 Ibs.|.037 lbs — 
125 h.p. 1700 r.p.m.j1870 r.p.m.j150 kgs. |1.07 kgs. |242 grs.| 17 grs 
| = i | 
BRISTOL Cherub III} Horizontal] A | 2] 90 |96.5|5.5/1| 32h.p. 36 h.p. 100 lbs. |2.78 Ibs. |.55 1bs.|.034 Ibs. — 
32 h.p. Opposed | | | (2900 r.p.m.|3200 r.p.m.|45.4 kgs. |1.25 kgs. |250 grs.| 16 grs. 
2 | | : S. = | 
CAFFORT = | Horizontal] W | 12 | 145 | 150 |5.3/1 | 500 h.p. — 1320 Ibs. |2.64 lbs. |.55 lbs.|.044 lbs.]1.88 1 reduction 
Opposed 2000 r.p.m. 600 kgs.| 1.2 kgs. 250 grs.| 20 grs. gear 
FARMAN 12 wE. Broad W | 12 | 130 | 160 | — | 500 h-p. 560 h.p. [1150 lbs. |2.05 lbs. |.50 Ibs.| = — Reduction gear. 
| 500 h.p. Arrow | | 2150 r.p.m.[2200 r.p.m.| 525 kgs.) .94 kgs. |225 grs.| Duration 
| Type 
FARMAN IS wD. Broad W | 18 | 130 | 180 Lise 700 Jot] 9). 820 h.p. |17201bs. | 2.1 lbs. |.50 lbs; — [Reduction 
700 h.p. Arrow | | 11850 r.p.m.j/2100 r.p.m.| 780 kgs.| .96 kgs. |225 grs.| various ratios 
| | | | available 
| | = | 
FIAT A.20 60? Vee | W | 12 | 115 | 150 [5.6/1] 410 h.p, | 455h.p. | 760 Ibs. |1.67 lbs = oe ts 
400 h.p. | | | 2400 r.p.m.| 345 kgs.|0.76 kgs 
| -—- 
FIAT | A.22 6o° Vee | W | 12 | 155 | 160 [5.5/1] 550 hp. | 590h.p. 1015 Ibs. (1.72 1bs. | — = a 
550 h.p. | | 2100 r.p.m.| 460 kgs.|0.78 kgs. 
FIAT A.25 60° Vee | W | 12 | 170 | 200 [5.1/1] 900h.p. | 980h.p. |18601bs. | 1.91bs. | — = a= 
900 h.p. 2000 r.p.m.} 845 kgs./0.86 kgs. 
— | e | 
GNOME Jupiter WAC — Jdaiéliaal A O46 e190 e—— = 480 h.p. | 7501bs. |1.56 lbs. |.55 Ibs.|.046 Ibs. — 
RHONE| | 2000 r.p.m.| 340 kgs.| .71 kgs. |225 grs.| 21 grs. 
=| le =| : 
GNOME Jupiter VI} Radial | A 9 | 146 | 190 ee _- — aie ase —- == 2/1 reduction gear 
RHONE 
HISPANO- || 150 h.p.-| 90° Vee |W | 8 | 120| 130; — | 150h.p. | 170h.p. | 453 lbs. |2.66lbs. | — | — = 
SUIZA | 1500 r.p.m.j1700 r.p.m.| 206 kgs.|1.21 kgs. 
| | - 
HISPANO- 300 h.p. 902 Vee Ni WS 1405) F150715:-3/1 ) S00 sep; a =r | hae = -= 
SUIZA | 
| 
| | 
HISPANO- 50 Broad W | 12 | 140 | 150 [5.3/1 | 450 h.p. 487 h.p. 826 lbs. {1.74 lbs. | — —  |Speed Record Type} 
SUIZA Arrow 11725 r.p.m.|1800 r.p.m.| 375 kgs.| .77 kgs. 
HIsPaNo- 51 | 60° Vee | W | 12 | 140 | 150 [5.3/1| 500h.p. | 520h.p. | 926 lbs. |1.78 lbs. | — | — | Distance Record 
SUIZA | 1800 r.p.m.|1900 r.p.m.| 420 kgs. .81 kgs. | Type 
| | 
HIsPANO- 52 60° Vee | W | 12 | 120 | 140 [5.3/1] 350 h.p. | 412h.p. | 6721bs. |1.631lbs. | — | — ii 
SUIZA | 1750 r.p.m.|2000 r.p.m.} 305 kgs.| .74 kgs. 
| 
| | 
IsoTTa Asso 60° Vee 4 W | 12) } 140) 150 1525/4 | 500 hep: 550 h.p. 926 lbs. }1.68 lbs. — aie — 
FRASCHINI 1800 r.p.m. | 420 kgs.) .76 kgs. 
LORRAINE 450 h.p. Broad w | 12 | 120 | 180 5.5/1 | 450 h.p. — 816 lbs. |1.81 Ibs. |.52 lbs?) — Altitude Record 
DIETRICH Arrow (1900 r.p.m. 380 kgs.| .85 kgs. |235 grs. Type 
| | | 
LORRAINE 450 h.p. Broad W | 12 | 120 | 180 |5.5/1 | 450 h.p. = 915 lbs. |2.02 lbs. ri = (1.54/1 epicyclic 
DIETRICH Arrow | 1900 r.p.m. 415 kgs.| .92 kgs. reduction gear 
LORRAINE 650 h.p. Broad W | 18 | 120 | 180 | 6/1 | 650 h.p. 700 h.p. {1232 lbs. |1.76 Ibs. a = = 
DIETRICH Arrow 1850 r.p.m./1900 r.p.m.| 560 kgs.| .8 kgs. 
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LORRAINE | 650 h-p. | Broad | W{ 18 | 120 | 180 fel — | = | — = | = — 11.54/1 epicyclic 
{ DIETRICH et | ‘ | | | | | | reduction gear 
LORRAINE No. 34 | 60° Vee | W | 12 Aes |i 2s} | = 700 h.p. — 1870 lbs. |2.68 lbs. | 53 lbs.'.044 Ibs.] nes 
| DIETRICH] 700 h.p. 1200 r.p.m. 850 kgs. |1.21 kgs. |240 grs.| 22 gers. | 
+ | d ea | | HE : cee 2 | ss | 
| LoRRAINE Nova2p | Radial | A } 14°) 935.) 150 | = - A50Ch pe tl CoO 1s IGE. ye — ti 
| DIETRICH] 450 h.p. 1800 r.p.m.| 400 kgs.| .89 kgs. ie 
>| — as f | = E = ie. = a! os si bi = anc. ( 
| LORRAINE No. 47 Radial A 7 A135) 150 | 2. (7200 h.p. 220 h.p. 573 lbs. | 2.6 Ibs. a — — 
DIETRICH) 220h.p. | | 1850 rp.im./1800 r.p.m.| 260kgs.| .85 kgs. 
PANHARD & V.K.122 | 60° Vee | W | 12 | 140 | 170 |5.4/1| 450 h.p. | 525h.p. {1200 lbs. 2.29 Ibs. -= — (Knight sleeve 
. LEVASSOR| 450 h.p. | | | 1500 r.p.m.|1800 r.p.m.} 545 kgs. 1.04 kgs. | | valves 
——EEEE——E—— | | | | 
oma] r41¢ | - r a" ms a al | 2a Fa sy *; | om : | 
1} PANHARD &| PY 12M | 60° Vee | W | 12) 165 | 170 | 6/1 | 500 h.p. == 1295 Ibs. | 2.6-lbs. == a= Super-compressed 
LEVASSOR| 500 h.p. | 11550 r.p.m. 590 kgs. 11.18 kgs. high altitude type 
SS 2 | | > | oa nt a is = 
1} RENAULT 420 h.p. | 60° Vee | W| 12 | 134 | 180 | — | 420 h.p. — =| — | — | ~~  |Ist prize, Concours 
1550 r.p.m. | | de Grande Endu- 
| | | | | rance 1925 
| 'e ewe Fe 28 | E | = 7 =k a a ee a = 
| | | | | | | | 2 
RENAULT | 480 h.p. | 60° Vee | W| 12 | 134 | 180 [5.3/1| 480 h.p. | 520h.p. [1015 lbs. 1.95 lbs. | — -- — 
-| | | 1600 r.p.m.|1650 r.p.m.| 460kgs.| .89 kgs 
—_—_<$£§$— — = = | at ey > | S | ie? t's) 
‘ me a | E | | ; ; 
| RENAULT 550 GO* Vee | W | 12 | 134 | 180 | — | 550h.p. | 600h.p. {1090 Ibs. |1.81 Ibs. -- | —  |Spur reduction gear 
+] | | 1800 r.p.m./2000 r.p.m.| 495kgs.| .82 kgs. | 
| | | 
ee | See: | i aero eae | ana ae | re . iW Wea a 
| RENAULT 700 608 Vee W | 12 | 160 | 180 {5.3/1 — | 700 h.p. 1375 lbs. |1.96 lbs. | — | — = Hie 
“| | | 11700 r.p.m.| 625 kgs.| .89 kgs. | ae 
) RENAULT 700 60° Vee W | 12 | 160 | 180 | — | — | 700 h.p. {1485 Ibs. |2.12 Ibs | = — Spur reduction gear i 
; : | | 1700 r.p.m.| 675kgs.| .95 kgs. | {i} i 
/J/SALMSON | A.DO Radial Ae | 9G) | 70 Wu, 86) — 40 h.p. — | 165 lbs. |4.12 lbs ees i == 
2000 r.p.m | 75 kgs. |1.88 kgs. 
|) SALMSON ALC Radial | A |’ 7 | 100} 130 | — | 95 hp. 287 lbs. |3.02 lbs. | — — — 
| | 11800 r.p.m 130 kgs. |1.37 kgs. | 
]}SALMSON | A.C.9 Radial | A| 9 | 100/130] — | 120h.p. | — 374 lbs. |3.121hs. | — | — = 
| | 1800 r.p.m.| | 170 kgs. |1.41 kgs. | 
. 5 _| | = ee | wre pees! : = = 
| SALMSON A.B.9 Radial | A| 9 | 125|170| — | 230h.p. — | 528 lbs. |2.291bs. | — — = 
| | 1700 r.p.m.| | 240 kgs. |1.04 kgs. 
-) SALMSON A.B.18 Radial | A | 18 | 125 |170| — | 460h.p. — 1080 lbs. 2.351bs | — | — =H 
1700 r.p.m. | 490 kgs. | .94 kgs. | | | 
; a, ae 5 | | = | = | +| = = 
| SALMSON C.M.9 Radial | wW| 9} 125 | 170) — | 260h.p. = 550 lbs. | 2.1 lbs. | — ~ — 
11650 r.p.m. 250 kgs.| .96 kgs. | 
/os.|qe -— - =i; ss | ae Ss 
-| SALMSON C.M.18 Radial | W | 18 | 125 | 170 | — | 500h.p. = L012 Ibs. 12.02 [bs.0y ea ae 
f | | | (1650 r.p.m. 460 kgs.| .92 kgs. | | 
N } | | i. | _ EY 
| | | | ; . 
|) SAUDA Cappa 18 | 60° Vee | W | 12 / 120 | 1385 | — | 400 h.p. — 836 lbs. 12.09 Ibs. | — | — _ 1.4/1 reduction gear 
| | j | | 1600 r.p.m. 380 kgs.| .95 kgs. | | i 
| WALTER 60 h.p. Radial oh Ai } ©5105 120: b}— 60 h.p. 70 h.p. | 2241bs. | 3.2 lbs. |.52 Ibs.|.035 Ibs.| _ i 
| 1400 r.p.m.{1600 r.p.m.} 102 kgs. |1.45 kgs. |235 grs.| 16 grs. | th 
3) WALTER 85 h.p. | Radial | a | 7/ 105 | 120 | — 85 h.p. 90h.p. | 2751bs. |3.05 lbs. |.52 1bs.|.035 Ibs.) a 
| | 1400 r.p.m.j1460 r.p.m.} 125 kgs. |1.39 kgs. [235 grs.| 16 grs. | 
' e-— | ! | 
| : (eae: 
} WALTER 110 h.p. Radial A OT ses el OM 1LOWHE OW es LZONHI Dp: 335 Ibs. |2.79 Ibs. |.52 1bs.|.035 Ibs.) == 
| | 11450 r.p.m.|1600 r.p.m.| 152kgs. |1.25 kgs. |235 grs.| 16 grs. | 
Hpi 


NoTE.—Weights do not include Oil or Water. pa ey 
Weight per h.p. based on maximum h.p. where that figure is given. ; : ; " i 
Fuel per h.p. where given by makers in terms of volume has been transformed to a weight basis assuming S.G. of fuel to be 0.76. wg 
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THE ROYAL AIR FORCE. 

The London Gazette. At the inquest at Martlesham Aerodrome on Dec. 8 Sqdn. 

i: Decry. Idr. T. H. England, D.S.C., A.F.C., said that . certain 

GENERAL DuTIEs BRaNcH.—The following Flg. Offs. are granted a alterations had been carried ete on tha machine and were 
perm. comn. in the rank stated (Nov. 1) :—T. G. Bird, W. E. Purdin. completed the morning previous to the accident 
The f fing Pit ffs Fy promote ank f Fle. Offs. :— que . z “a: 

The following Pit. Offs. are promoted to the rank of Fig. Offs. :- Wheatley had taken the machine up after due inspection had 

I, Dalton-Morris (Aug. 25); C. H. Roberts (Lt. A. and S. Hldrs., ie SETS Figs d ee a Rake 

R.A.R.O.), E. &. Fallick (Oct. 14); J. R. Addams (Oct. 26); V. C. been carried out and everything appeared to be in proper 


Taylor) (@cts 341). 
Pit. Off. on probation B. J. 
(ENOVii 22) eer Gaal 


in rank 
.» 1s placed on half-pay, 


Bushe-Caryesford is confirmed 
Se ECHIiG IVE, CremeAn hie 


scale B, from Dec. 9 to 22 inclusive; Flt. Lt. T. S. James is transferred 
to the Stores Branch on probation with effect from Nov. 27, and with 
seniority as a Flt. Lt. of Jan. 1, 1923. 

The following are transferred to the Reserve :—CLass A: FLT. L1ts.— 
PM Bigh, To iG. Pager SAE Co UR iC. Preston) AB sGa Decrss) nme enc. 
Orss;—F; Ely Bugge, BA. de Nevers, Ko H. Holley, Ho Ne. Va eve 
Noel, DE;G., RatGy Pretty (Decl v5), Hs S.) Brinsmead, i; = Darian 
F. B. Robinson (Dec. 9). CLass B: Fic. Orr.—cC. C. Gissing, M.S.M. 
(Dec. 5). Cuass C: Fie. Orr.—C. W. A. Scott (Dec. 9). Fig. Off. A. W. 
Daly is transferred to Reserve (Dec. 9. 

The following Fig. Offs. resign their S.S. comns. (Dec. 8): R. EB. H. 


Horn, G. H. Jennings-Braimly. Plt. Off. J. L. Chadwick relinquishes 
his S.S. comn. on account of ill-health (Dec. 8). 

STORES BRANCH.—Wing Cdr. F. H. Kirby, V.C., C.B.E., D.C.M., is 
placed on retired list and is granted permission to retain rank of 
Group Canvt. (Dec. 8). 

ACCOUNTANT BRANCH.—The granted perm. comns as 
Pit. Offs. on probation, with effect from and with seniority of Dec. 
4%-—W. 1s. Calder, aR. eS: wsweet, El. oe Connor i. C., Bbalces, a teed 
Gregson, B. Chadwell, D. A. K. Yiend, J. H. Glenn, C. M. Johnson. 

MEDICAL BRaNcH.—The following are granted S.S. comns. as Flg. 
Offs. for three years on the active list, with effect from and with 
seniority of Nov. 22:—R. A. W. Kerr, M.B., KE. Thompson. G. E. 
Church, M.B., is granted a S.S. comn. as a Fig. Off., for three years 
on the active list, with effect from and seniority of Sent. 1, and is 
seconded for duty with the Royal Albert Edward Infirmary and Dis- 
pensary, Wigan, from that date. Flg. Off. B. W. Cross is promoted to 
the tank of le Lt, (deca): 


following are 


RESERVE OF ATR FORCE OFFICERS.—The following are granted comns. 
in the G.D. Branch as Flg. Offs. on probation (Dec. 7) :—C.Lass A: 
E. B. W Bartlett, R. H. Lemon, H. Shaw. Cutlass B: A. J. G. Ander- 


son, W. G. Gunning. 
Pit. Off. on probation R. D. 
(Nov. 24); Flg. Off. M. J. 


Hambrook is 
Wyatt is 


confirmed in rank 
transferred from Class C to 


Class B’ (Dec. 5); Et. Lt “A. He S. Baker *O:Bsmy, relinquishes” his 
comn. on completion of service and is permitted to retain the rank 
of Sq. Ldr (Dec. 5); Fit. Lt. W. P. Woodcock relinquishes his comn. 


on completion of service (Oct. 24) (substituted for the notification in 
Gazette of Nov. 23). 

The following Flg. Offs. relinquish their comns on completion of 
service (Dec. 5):—G. S. Coggan, W. I. Hannon, L..W. Kitt, S. F. A. 
Welsh, G. W. Wilson, A.F.C. Flg. Off. H. J. Armitage relinquishes 
his comn. on account of ill-health, and is permitted to retain his 
rank (Dec. 8); Flg. Off. C. R. H. Trevor resigns his comn. (Dec. 7). 

PRINCESS MARY’S R.A.F. NURSING SERVICE.—Matron Miss M. W. 


Campbell is 
resigns her 


placed on the retired list (Dec. 6); 
appointment as sister (Sept. 11). 


Appointments. 
Week ending Dec. 13. 

GENERAL DUTIES BRANCH.—Wing Commander A. W. Tedder, to Air 
Ministry, Directorate of Training, for Air Staff (Training) duties r/rz 

Squadron Leaders A. R. Arnold, D.S.C., D.F.C., to R.A.F. Depot, 
Uxbridge, on transfer to Home Estab., 24/11. J. C. M. Lowe, to Air 
Ministry, Department of the Air Member for Supply and Research, 
Zita, Co IN. Lowe} MC), DEC to Nos 6 Sadn.)viraq)) 24/an 

Flight Lieutenants E. J. D. Townesend, to H.Q., Iraq, 18/11r. J. D. 
Breakey, 1: H.C.,) to Lome “Aircraft. Depot, se Eenlow, 2/125 eG. 
Lawson, M.C:, to H.Q., Egypt, 20/11. J. R. Cassidy, to No. 2 Arm. 
Car Coy. and Repair Section, Palestine, 25/11. D. S. Earp, D.F.C., to 
R.A.F. Depot, Uxbridge, on transfer. to Home MHstab., 24/11. 
L. Darvall, M.C., to R.A‘F. Depot, Uxbridge, on transfer to Home 
Estab., 25/10. 

Flying Officers E. R. H. Coombes, 
Heath, 515/12. oo. Walker to ING. "24 Sddnt 
Ross, to R-AVH Depot, “Hay pt, a3yan, 'Cre Vi.) Duock, 
Iraq, 1/ir. J. W. New, “to No. 45 Sqdn’, Iraq, 8/11. 
R.A.F. Depot, Uxbridge, on transfer to Home Estab., 28/1r. J. B. V. 
Glyde, to .R.A.F. Depot, Uxbridge, on transfer to Home Estab., 25/10. 
B. I. J. Nimmo, to H.Q., Transjordan and Palestine, 1r/1z. A. L 
MacMillan, to Station H.Q., Kenley, 1/12. 3. St. C. Arbuthnott, to 
R.A.F. Training Base, I.euchars, 24/11. J. G. Franks, to R.A.F. Train- 
ing Base, Leuchars, 3/12. 

Pilot Officers E. H. Collinson, M.C., 

Merpica, Brancw.—Flight Lieutenant 
Sqdn,. India, 26/10. 

Flying Officers R. A. W. 
Hospital, Halton, 10/12. 

STORES BRANCH.—Flying Officers 


Miss P. K. Pearce 


to No. Martlesham 
15 //' Toe Gel 
to No. 55 Sadn., 


I. Hodgson, to 


15 Sadn., 
Kenley, 


to No. 14 Sqdn., Palestine, 26/11. 
A. Dickson, M.B., to No. 20 


Kerr, M.B., and EK. Thompson, to R.A.F. 


R. Q. Bamber, to No. 14 Saqdn,, 
Palestine, instead of to H.Q., Transjordan and Palestine, as previously 
notified, r/10. L. N. Sargent, to No. 5 Arm. Car. Coy., Iraq, 1/11. 

ACCOUNTANT BRANCH.—Flying Officers H. A. Murton, to Stores Depot, 
Irad, a/iz. R.'C. Clayton, to No: x4 \Sqdn., Palestine, 1/10. R. EH. 
Barrett, to No. 2 Sqdn., Manston, 13/12. 

Pilot Officers C. I.. Dook, to No. 3 Stores, 
W. S. Calder, R. S. Sweet, H. D: Connor, H. C. 
B. Chadwell, D. A. K.‘ Yiend, J. ‘. Glenn, 
H.Q., Cranwell, on appointment to Perm. 


Depot, Milton, 
Bakes, J. E. 
and CC. M. 
Comns. 
Fatal Accidents. 
The Air Ministry regrets to announce that as the result of 
an accident at Martlesham Heath, Suffolk, to a Gamecock 
areoplane of No. 22 Squadron, Martlesham Heath, on Dec. 7, 
Flg. Off. Gilbert Vernon Wheatley, the pilot of the aircraft, 
was killed. 


16/12. 
Gregson, 
Johnson, to 
(on probation), 4/12. 


order. The machine was at the Station for experimental 
purposes. The alterations carried out upon it did not in- 
volve the stability of the wings. A man working in a garden 
said that part of the right wing came away. 

A verdict of accidental death was returned. 

The Air Ministry regrets to announce that as the result 
of an accident at Hawkinge, Kent, to a Grebe aeroplane of 
No. 25 Sqdn., Hawkinge, on Dec. g, Fig. Off. John Harry 
Campbell Purvis, the pilot and sole occupant of the aircraft,. 
was killed. 

At the inquest at Folkestone on Dec. ro, Sjt. Pilot Stanford,. 
who had been working with the dead officer in camera-gun 
practice, said that he thought Mr. Purvis believed he had 
more height in which to turn. Flg. Off. Walsh said that Mr. 
Purvis must have stalled the machine. In reply to the 
Coroner, he said that this was only the second machine of its 
kind that had caught fire since its adoption by the R.A.F. 
The jury returned a verdict of accidental death, and com- 
mented on the plucky action of Mr. Daniels, a farmer, who 
released the pilot from his seat and was burned in doing so. 

Typhoid at Abu Sueir. 

With reference to the rumour of a serious outbreak of 
typhoid fever at the R.A.F. Station at Abu Sueir, Egypt, 
THE AEROPLANE is informed by the Air Ministry that the 
outbreak originally consisted of ten cases. Two further cases 
developed subsequently and one death had occurred. 

The cause is being very closely investigated by the 
Medical Branch of the R.A.F. No further cases have de- 
veloped recently, and aS epidemic is considered to be under 
complete control. 


The R.A.F. Cadet College, Cranwell. 

Air Chief Marshal Sir Hugh Trenchard, G.C.B., D.S.O., 
Chief of the Air Staff, inspected the passing-out term of 
Flight Cadets at the R.A.F. Cadet College, Cranwell, on 
Deckere: 

In his address to the Cadets Sir Hugh Trenchard urged the 
Flight Cadets to specialise. He said that an officer who did 
not specialise would become a mere chauffeur. The aero- 
plane was the most terrible weapon in the world because it 
had a human brain in it. A keen brain and a thinking mind 
were needed to control such a weapon. 

If those Cadets who were now passing-out specialised in 
the various branches of their profession they would make a 
great deal more of it than those now at the head had 
been able to do. 

Air Commodore F..C. Halahan, C:M(Ge3CiB a =n oe 
M.V.O., Air Officer Commanding, R.A.F. Cranwell, in his 
Report said that there were 117 Flight Cadets under train- 
ing. The total flying time for the last term had “been 1,492 
hours 55 minutes. 

Cadets did not attach sufficient importance to engineering 
subjects. The Cadets who showed the most aptitude in all 
branches of educational training were,the ex-aircraft appren- 
tices who had served their time at the R.A.F. Schools of’ 
Technical Training. 

The experiment of thesis writing on aeronautical subjects 
had proved signally successful. In English and _ history 
most of the Cadets had learned to express themselves well 
and with some judgment. In their weekly and terminal 
exercises on points of literature, history and strategy most 
of the Cadets had read up the subjects and interested them- 
selves in them. 

A higher standard of efficiency could be reached in Morse, 
and it was hoped that when the new buzzers were fixed in 
each hut the present standard would be raised. 

Practical air pilotage had started with the Fourth ec 
this term. All Cadets had been fitted with parachutes. 

The discipline had been good and the health of the Cadets 
continued to be excellent. 

The College lost in efficiency owing to the absence of per- 
manent buildings, but it was hoped that the work in con- 
nection with the new buildings would begin in the near 
future. 

The standard of efficiency in physical training remained 
high. It was felt that more interest in boxing should be 
taken by the Cadets. The first XV. had won 65 per cent. of 
the Rugby Football matches played. The Association Foot- 
ball Captain and Colours were to be congratulated upon the 
success of their side during the season. 

The passing-out Term numbered 32. ‘the average flying 
time of these Cadets was 75 hours, of which 23 were solo on 
Service. types. 

The following Awards had been made :— 

The Sword of Honour, presented to the best all-round 
Flight Cadet in the Senior Term—Flight Cadet J. Clarke. 
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The R. M. Groves Memorial Prize, for the best all-round 
pilot in the Senior Term—Flight Cadet J. Clarke. 

The Abdy Gerrard Fellowes Memorial Prize, for the Flight 
Cadet obtaining the highest total marks in Mathematics and 
Science—Flight Cadet J. Clarke. 

The Air Ministry Prize in Humanistic subjects 
Cadet W. C. Cooper. 

The Air Ministry Prize in Aeronautical Engineering— 
Flight Cadet J. Clarke. 

The Air Officer Commanding recorded with deep regret the 
death of Flight Cadet D. G. Harcourt-Wood in a flying acci- 
dent. This was the fourth fatal accident since the forma- 
tion of the Cadet College in February, 1920, since when 279 
Cadets passed out from the College. 

Flight Cadet Clarke who has won the Sword of Honour, the R. M. 
Groves Memorial Prize, the Abdy Gerrard Fellowes Memorial Prize 
and the Air Ministry Prize for Aeronautical Engineering was one 
of the three Aircraft Apprentices at Halton selected in December, 
1924, to proceed to the R.A.F. Cadet College as a Flight Cadet. He 
was educated at Dalton Grammar School, Dumfries. 

Flight Cadet Cooper, the winner of the Humanistic Prize, was one 
of the Aircraft Apprentices at Flowerdown selected in December, 1924, 
to proceed to the R.A.F. Cadet College as a Flight Cadet. He was 
educated at Falmouth Grammar School. 


Flight 


EMPIRE AIR DEFENCE. 


A lecture on “‘ The Royal Air Force Flight from Cairo to 
the Cape ”’ was delivered by Wing-Cdr. C. W. H. Pulford, 
©.B.H., A.F.C., R.A.F., at the Royal United Service Insti- 
tution on Dec, 8. 

Most of Wing Cdr. Pulford’s lecture will appear in THE 
AEROPLANE in the form of extracts from his official report, 
but he made one or two interesting statements which did 
not appear in the Report. He said that Fairey IIID 
machines were chosen as the equipment of the Flight 
because of the recent good work they had done in the tropics 
at Singapore. 

He also described the organisation which had been pre- 
pared for forced landings. The flight was divided into two 
sub-flights, and each machine was to look after its com- 
panion in the sub-flight. ‘That is to say if a machine forced- 
landed its ‘‘mate’’ would land beside it if possible and 
render assistance. A rifle and 50 rounds of ammunition was 
issued to each machine for emergency use. Also emergency 
rations weighing 20 Ibs. and sufhcient for two men for ten 
‘days were issued to each machine. 

Wing Cdr. Pulford also described the medical kit, the map 
equipment and the general procedure of the Flight on land- 
ing. After the lecture he-showed some very interesting 
slides made from photographs. Some of these were taken 
from the air and gave a very clear impression of the varie- 
‘gated country over which they flew and the _ thoroughly 
adequate temporary aerodromes prepared by the ground 
organisation. 

Speaking for oneself as a member of the audience one 
would have enjoyed the discourse more if the lecturer had 
not balanced himself precariously on the precipitous edge of 
‘the platform throughout his lecture. 

The Secretary of State for Air, who was in the chair, in 
introducing the Lecturer described the flight as a ‘‘ romantic 
adventure,’’—which epithet caused muffled sounds indicative 
‘of amusement among the typical R.U.S.I. audience, and 
blushes of embarrassment among the members of the Flight 
who were present. 

Sir Samuel Hoare went on to say that the Air Staff was 
‘concentrating on mobility—the most important duty of an 
Air Force. Arrangements had been made for the R.A.F. to 
co-operate with the Air Forces of the Dominions and with 
civil aircraft in a number of flights across the Cape-Cairo 
and the Kgypt-Australia routes during the next few years. 
These flights would be part of the normal training of the 
R.A.F. and the Dominions Air Forces.—c. M. MCA. 


THE R.A.F. IN PARLIAMENT. 
R.A.F. OPERATION IN IRAQ. 

In the House of Commons on Dec. 8, in reply to Mr. VIANT, the 
SECRETARY OF STATE FOR AIR said that one aeroplane had been written 
off charge as a result of enemy action during the period Jan. 1 to 
Nov. 18, 1926. This aeroplane was carrying out a reconnaissance in 
the Sulamanie district of Iraq on June 14 to locate followers of the 
rebel Kurdish chieftain, Sheik Mahmud. ‘The aeroplane had a forced 


Janding and was seized, looted and destroyed. The occupants were 


held in captivity for some months but were eventually released. 
FLYING ACCIDENTS IN THE ROYAL AIR FORCE. 

In the House of Commons on Dec. 9, MR. HoReE-BELISHA asked the 
PRIME MINISTER whether he would allot a day before the House 
rose to discuss the position created by the continued sequence of 
accidents in the Air Force. The Prime Minister said that he could 
not give time for such a discussion. ‘Though he deeply deplored such 
accidents he was satisfied that every possible precaution had been 
and would continue to be taken to safeguard the lives of the R.A.F. 
personnel. Mr. Hore-BetisHa referred to the accident at Hawkinge 
‘and said that these accidents caused grave anxiety in the country. 

Capt. GaRRro-JoNEes asked the SECRETARY OF STATE FOR AIR to describe 


SASSOON (Under-Secretary of State for Air) said that the routine pro- 
cedure was laid down in King’s Regulations, paragraphs T3U2 elas, 
from which it would be seen that a Court of Inquiry was held on 
all serious accidents. 

The reports of all Courts of Inquiry were scrutinised in detail 
at the Air Ministry with the utmost care. An entirely independent 
investigation was also made into every serious accident by the 
Inspector of Accidents of the Air Ministry who rendered his reports 
direct to the Secretary of State. In the light of his report and 
that of the Service Court of Inquiry all possible steps were taken 
to prevent a recurrence. 

In addition the details of all flying accidents and forced landings 
were sumumarised every six months and investigated statistically with 
a view to elucidiating recurring causes of accidents and other 
statistical inquiries on special aspects of the problem, such as engine 
failures, were constantly undertaken. 

The present system had been in force, subject to minor changes, 
since the incepton of the R.A.F. He was not clear how the present 
system of investigation could be strengthened, but the question of 
the prevention of accidents was one which engaged constantly the 
attention of the Secretary of State and of the Air Council. If it was 
found that anything more could be done than was being done at 
present, whether by way of strengthening the investigation or other- 
wise to prevent crashes, the hon. and gallant Member could be 
assured that it would be done. 

Capt. GARRO-JONES thought that the system under which only one 
officer made a supplementary inquiry for the Air Ministry could 
be strengthened. He thought that two or three officers could join 
in these investigations. Str PHILIP SASSOON said that there were two 
separate inquiries composed of a sufficient number of people to do 
the work efficiently. 

Mr. HORE-BELISHA said that the French Air Force was three times 
greater than our Air Force and yet we had many more accidents 
than they did. Srr PHILip Sassoon said that the French Air Force was 
not three times the size of ours. It was not double the size. With 
regard to the number of French air accidents he believed the figures 
published in the papers were ludicrously under-estimated. 

THE R.A.F. CLUB. 

The Royal Air Force Club will be closed for the Christmas 
Holidays from midnight on Christmas Day until 5.0 p.m. on 
Tuesday, Dec. 28, except in so far as affects bedroom accom- 
modation (with breakfast only) to Residents and Members 
who have engaged bedrooms prior to noon on Christmas Day. 


THE ROYAL AERO CLUB. 

Christmas Closing.—The House Committee of the Royal 
Aero Club has decided that on Christmas Day, Sunday and 
Boxing Day, the 25th, 26th and 27th of December, luncheons, 
dinners and teas shall not be served and the Bar shall be 
closed. Breakfast only shall be served to Members staying 
in the Club. 

THE R.A.A.F. PACIFIC FLIGHT. 

On Dec. 7 Group Captain Williams, D.S.O., O,B.E., Fit. 
Peel, Be Melntyres GsB. Ask Cr and E-S: alrist, (RsAsA. BS 
arrived back in Melbourne after carrying out a flight over 
the Pacific Islands on a D.H.s50 seaplane (240 h.p. Siddeley 
Puma engine). 

SIR SAMUEL HOARE ON ACCIDENTS. 

In a speech at Birmingham on behalf of the formation of 
a Warwickshire Squadron of the Auxiliary Air Force, the 
Secretary of State for Air disagreed from the argument that 
flying would be more dangerous for non-regular personnel 
because they would not have the intensified training of 
regular officers. He said that if this objection were a valid 
one it would be very serious. All methods of quick trans- 
port had big risks. 

Although they were not likely to discover any panacea 
against flying accidents, every possible precaution was taken 
and the standard of training, inspection and supervision was 
far higher in this country than in any other country in the 
world. The reports of the careful and minute analysis of 
accidents and their causes made by the Service and civilian 
inquiries were sent to him and the recommendations made 
in them were not ignored. The result of these inquiries 
showed that the accidents were spread fairly evenly over 
every type of machine and every Air Force station. _ 

In proportion to the amount of time spent in flying the 
proportion of fatal accidents tended to decrease. Although 
a deplorable number of accidents had occurred during the 
last few weeks, when the amount of flying was taken into 
account, it had been the second best year they had had. 


AIR AFFAIRS IN PARLIAMENT. 
AIR MINISTRY OFFICIALS (PROSECUTION) ? 

In the House of Commons on Dec. 8, in reply to a question by 
Con. Day about “two officers of the R.A.F. who were convicted at 
the Old Bailey,” the SECRETARY OF STATE FOR ArR said that his atten- 
tion had been drawn to the case of fraud to which the hon. and 
gallant Member referred. The facts were not as stated in his 
question. The Jury’s rider had no reference to the administration 
of Air Force accounts, which were in no way in question. The two 
officers concerned were not “ R.A.F. officers,’”? but temporary officials 
serving the Air Ministry in a civil capacity and they were neither 
charged with nor convicted of fraudulent conversion. The Jury’s 
rider censured them for conduct disclosed in the evidence which they 
gave as witnesses for the prosecution, and the action to be taken 
by his Department was at present under consideration. 
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THE AIRCRAFT OF THE WORLD. 


[‘* All the World’s Aircraft.’’ Compiled by C. G. Grey and 
Leonard Bridgman. 459 plus 58 pp. Sampson Low, 
Marston and Co., Ltd., 100 Southwark Street, London, 
She 2 2S. Tet. 

The 1926-27 edition of All the World’s Aircraft has now 
been on sale for some weeks, and one takes the liberty, as 
Editor, part compiler, and part proprietor, of commending 
it to the readers of ‘He AEROPLANE as being worthy of their 
attention. One is confirmed in this belief by the fact that it 
is a Service issue to certain officials of the Air Ministry, and 
one believes that it is also issued by the Air Ministry to 
the messes of all R.A.F. units, for the education of the 
young and the refreshment of the old. Also there is the 
fact that the biggest buyers of the book are the Japanese 
Government, who consider it of sufficient importance to be 
used as the standard work of reference on aeronautics by the 
Japanese Navy and Army. 

For the benefit of those who have not yet met All the 
World’s Aircraft one would point out that it consists of 
three sections :— 

(A) The Historical Section, which records year by year the 
progress of militant and civil aviation in each country in 
the World and gives, when obtainable, the precise organisa- 
tion of the Flying Services of each country. This section 
also contains pictures of the officers, men of each country 
and of the matériel used by them, so that those who take 
the Science of War seriously may have an opportunity of 
studying the physical characteristics and bearing and equip- 
ment of the men against whom or alongside whom they may 
have to fight in the future. 

The Historical Section gives also the names and addresses 
of the chiefs of aeronautical departments in the different 
countries and of the leading air organisations and clubs and 
societies, and of all the publications which deal with 
aeronautics. 

Section B deals with Aeroplanes. It includes practically 
every type of aeroplane built in each country during the 
twelve months preceding the production of the book. In 
the 1926-27 issue just over 600 different types of aeroplanes 
are described, and there are 475 photographs of aeroplanes 
and 1oo line drawings which give the general arrangement 
of the more important types, and of some types of which no 
photographs are obtainable. 

All the aeroplanes described or illustrated in previous 
editions of All the World’s Aircraft and no longer in use in 
1926 have been eliminated from the book, so that the whole 
600 types described are either entirely new or were actually 
in use at the time of going to press. This section in the 
latest issue is particularly interesting because it includes all 
the so-called “light ’’ aeroplanes which are becoming so 
prominent in all countries. All of these which appeared up 
to within a few weeks of the production of the book are 
fully described and illustrated. 

Section C is concerned with Aero-Engines. ‘This is natur- 
ally smaller than the Aeroplane Section because one type of 


engine is used in many different types of aeroplanes. But 
it includes 85 different aero-engines, all of which are in cur- 
rent use, and there are 132 illustrations of these engines in 
their different aspects. Among them will be found the 
recent engines which have been specially developed for light 
aeroplanes, such as the A.D.C. Cirrus,’ the Armstrong- 
Siddeley Genet, the Bristol Cherub and the A.B.C. Scorpion. 

Section D is concerned with airships. As there has been 
practically nothing done in the development of airships dur- 
ing 1925-26 this section only consists of a few pages, for, as 
in dealing with aeroplanes and engines, all types not in cur- 
rent use in 1926 have been eliminated. 

Those who are particularly interested in the development 
of air transport will find in the Historical Section a full 
account of the development of air lines in each country, and 
at the end of the section will be found a complete list of all 
the air lines of the World. Also there is a list of the great 
flights of the previous twelve months and a list of the essen- 
tial air records for speed, height, duration, etc. 

One cannot very well criticise the book oneself, but one 
has set forth above the actual facts about what it contains. 
One does not claim that the book is free from error. For 
example, owing to a lamentable oversight the sub-section 
pertaining to Chile has been entirely omitted from the His- 
torical Section. 

The explanation is that when setting about compiling the 
book each year letters are sent to the embassies or lega- 
tions of foreign countries in London, as well as to the 
offices of the Flying Services in the capitals of each country 
itself, enclosing a copy of the section devoted to that country 
in the previous issue and asking that its accuracy may be 
checked and that information may be supplied about further 
developments. Practically every country in the World which 
owns any aircraft, or sets up to have a Flying Service, sent 
the desired information—with the exception of Chile. Con- 
sequently the Chilean Section was held back till the very 
moment of going to press in the hope that official informa- 
tion might be supplied. And unfortunately, in the hurry of 
passing the last pages of proofs, we who compile the book 
forgot to put in the information, accurate though out of date, 
which had appeared in the previous issue. However, those 
who have copies of the previous issue of All the World’s Air- 
craft can refer back for the essential facts concerning avia- 
tion in Chile. 

Despite this omission those who have criticised All the 
World’s Aircraft in numerous newspapers and magazines in 
this country and abroad have been very kind to the book and 
have been pleased to intimate that it is practically indis- 
pensable to anybody who wishes to be well-informed on 
aeronautical matters. One takes this opportunity of thank- 
ing them one and all for their expressions of good will, and 
one assures them the suggestions which they have made for 
the further improvement of future issues have been daly 
noted for necessary action when compiling the next issue. 

Cc. G. 1G. 
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THE FLYING CLUBS. 
The London Aeroplane Club. 


Report for week ending Dec. 12. 

During the past week the fog was responsible for three blank 
days. ‘Total flying time 21 hrs. 20 mins. 

The following members had flying instruction:—D. L. Stally, A. J. 
Richardson, H. S. Spooner, H. Solomon, J. A. Simson, J. G. Cram- 
mond, E. A. Lingard, J. J. Hofer, Miss Spooner, R. Malcolm, C. G. 
Miesagaes, G. C. Bonner, M. H. Samuelson, E. J. B. King, Miss 
Fletcher. 

The following members flew solo:—D. P. Esler, O. J. ‘Tapper, 
H. S: Spooner, J, A. R. Stevenson, G. C.-Bonner, DY Kattel, CG. DLerrell, 
N. Jones, Lady Bailey, W. L. Macleod, W. Hay, G. H. Craig, S. O. 
Bradshaw, C. E. Murrell. 

During the week W. L. Macleod and H. Spooner passed the tests 
for their Aviators’ Certificates 

The following members were given joy-rides:—Mrs. Matthews, 
E. RR. Wilson, Miss Wilson. 

The Club has arranged to take over a D.H. Moth to replace G-EBNP 
which was recently crashed. 

The Lancashire Aero Club. 

Report for week ending Dec, It. 

Total flying time for week, 12 hrs. 50 mins., made un as follows :— 

Dual with Mr. Brown: Messrs. Wade 1x hr. 5 mins., Dickinson 
r hr., fwemlow 45 mins., Stern 4o mins., Miss Brown 45 mins., Messrs. 
Wilson and McNair 35 mins. each, Shiers 30 mins., Parker 25 mins., 
Miss Emery 25 mins., Messrs. Slater and Newton 20 mins. each, Moore 
and Prince 10 mins. each, Costa 15 mins. é 

Solo: Messrs. Twemlow 1 hr. 15 mins., Iacayo 50 mins., Leeming 
40 mins., Costa 35 mins., Goodfellow 15 mins. 

Test flights: 1 hr. 15 mins. 

The nature of the weather may be gathered from the fact that not 
a single joy-ride has been given during the week. Incidentally, the 
said atmospheric conditions have lost the Club £10, for Mr. Blagden, 
who has been waiting patiently for 10 days for a gap in the clouds 
to enable him to do his **A”’ T.icence height test, has now left the Man- 
chester district without being able to carry it out. 

The following extract from a letter written by Mr. Stack at Malta 
may be of general interest :—“....wWwe have managed to find Malta 
after leaping off Sicily into space, so to speak. We have had the most 
unfortunate weather—rain, gales, thunder and mist down the Rhdéne 


valley—anything, in fact, but a following wind and fine days. We 
have been held up everywhere, but are slowly pushing: on. The two 
best trips we have made so far have been from Marseilles to Pisa, 
300 miles in 4} hrs., and then from Capua (Naples) to Malta, 470 miles 
in 64 hrs. Our next leap off will be to cross the spot of neat water 
to the African coast. 

‘(We had rather a rough trip from Paris to Lyon. When we left 
Paris the weather was not too bad, but a strong head wind was. 
blowing and by the time we reached Dijon we were flying through 
rain and thunderstorms. The wind got up to nearly half a gale and 
we had to fly at about 300 ft. in order to follow the river. Eventu- 
ally, when about 60 kms. from Lyon it became so dark that we could 
not see our maps and had to just follow the river. 

“ After a time the lights of Lyon showed up, but we could not 
see anything in the nature of aerodrome lights. Luckily I knew the 
position of the aerodrome and managed to find it, but could only 
make out the roofs of the hangars and a large white landing T. We 
made landings of sorts and then got out and walked to the hangars 
as it was too dangerous to taxi our kites in owing to the darkness. 
The staff rushed out in cars and said they thought we would have 
crashed and explained that they had no lights as all their electric 
cables had been blown down by the storm of the day before.” 
(Apparently the aerodrome manager forgot that there are such things 
as petrol flares.) 

Since writing the foregoing both Stack and Leete have safely crossed 
the 250-mile ‘“‘spot of neat water” referred to and have reached Cairo, 
after covering well over 2,000 miles from their starting point, the last 
1,000 miles having taken them only 4 days. 

Meanwhile all (except the weather, of course) is in readiness for 
Mr. Leeming’s mountaineering flight, in connection with which the 
following rude verse has been received from some low fellow who 
seeks the cloak of anonymity :— 

Our Leeming had an Avro with great big wheels on, 

And a very special engine that was Avro’s joy and pride, 
And daily he would take it up 

And put it down and shake it up 

And land it on a handkerchief till all the papers cried :— 

“This is John Ieeming—Attaboy ! 

“ This is John Ieeming—Have a care! 

‘There isn’t any tellin’, 

“He might land upon Helvellyn, 

*©So look out! take cover! beware!!” 
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The Yorkshire Aeroplane Club. 
Report for week ending Dec. to. 
Total flying time 5 hrs. 35 mins., made up as follows :— 
Two hrs. 15 mins. dual and 3 hrs. 20 mins. solo. 
Messrs. Mann, Marshall, Oglesby and Watson had 
Messrs. Dawson, I.ax, Mann and Watson went solo. 


On Saturday, Dec. 4, we were favoured with a really fine day, with 
the result that two of our members, Messrs. l.ax and Watson, under 
the watchful eye of Mr. Loton, successfully passed the flying tests 


for their “A” Licence. 

In the course of the altitude test Mr. Watson reached 6,500 ft., but 
Mr. I.ax, to make doubly sure, was not content to come down until 
the 7,000 mark had been attained. At the conclusion of each test one 
saw Mr. Loton, complete with foot rule, taking precise measurements 
from the fixed point, and his mind was still somewhat uneasy as to 
whether one of the turning points ( a haystack in this case) had 
been accurately rounded on each of the figure-of-eight turns. In 
future, if we supplied him with a theodolite and could procure the 
services of someone willing to float-a captive balloon immediately 
above the aforesaid haystack it would save him a lot of worry and 
incidentally a stiff neck!! 

As the aerodrome was again enveloned in a thick fog during the 
whole of Sunday, it was imvossible for any of the others to attempt 
the tests, so that they will now have to be content to postpone 
them until after Christmas, when Mr. Ioton will be back 

The Club will close down for Christmas on Tuesday evening, 
Dec. 21, and will re-open on Wednesday, Jan. 5, 1927.—R. 0. L. 

The Midland Aero Club. 

Report for week ending Dec. 4. 

Total flying time 9 hrs. so mins. 

The following made solo flights :—J. Brinton, H. J. 
Perry, R. I.. Jackson, E. I. Brighton. 

The following were given dual instruction :—C. 
Richards, S. H. Smith. 

On Sunday Mr. J. Brinton did the qualifying tests for his Certificate. 
On Monday Mr. McDonough flew I.W to Hampton I.ucy to give an 
exhibition of flying over the estate of Sir Henry Fairfax J.ucy, Bart., 
and a Meet of the Warwickshire Hounds. 

Tests occupied 30 mins. 
Report for week ending Dec. tt. 

Total flying time 5 hrs. 5 mins. 

The following made solo flights :—J. 
Brighton, C. L. Knox, R. L. Jackson. 

Mr. O. IL. Richards was given dual instruction. 

Fog throughout the week restricted flying. 

The first Midland Aero Club Dance was held at the Palace Ball- 
room, Erdington, on Thursday. It was a most enjoyable affair 

The Hampshire Aeroplane Club. 

Report for week ending Dec. Oo. 

Total flying time 8 hrs. qr mins. 
Solo flying 3 hrs. 16 mins. 

The following had instruction :—Lt. Graham, R.N., 20 tmins., Lt. 
Heinman, R.N., 50 mins., Messrs. Shepvherd I5 mins., Kerry 25 mins., 
Southcliffe 50 mins., Molony 25 mins., Stokes 8 mins., Rumble 12 mins., 
Cooper 50 mins., Keeping 50 mins., Vaughan 20 mins. 

The following flew solo :—Messrs. Keeping 25 mins., Rumble 25 
mins., Jones 15 mins., Perfect 46 mins., Simmonds 5 mins., Bowen 
5 mins., Fry 5 mins., Fle. Off. Mellor 35 mins., Lt. Graham 35 mins 

The Newcastle-upon-Tyne Aero Club. 

Report for weck ending Dec. ae 

Total flying time € hrs. 15 mins. Dual 6 hrs. ‘ests I5 mins. 

The following had instruction :—Messrs. Turnbull, Wilson, Ramussen, 
Stawart, Wardill, Shaw, and’A. Bell. 

Dr. Dixon flew with Mr. Parkinson for advanced dual instruction. 

Report: for week. ending Dec. 12. 

Total flying time 313 hrs. 30 mins. Dual 9 lrs..15 mins. Solo 3 hrs. 
15 mins. Passenger flights 1 hr. 

Members who flew with Mr. Parkinson under instruction :—Messrs. 
Stawart, Mathews, J. M. Kennedy, Irving, Wardill, Turnbull, Bruce, 
Bell. 

The following members flew solo :—Mr. Irving, Mr. Mathews. 

Pilot members with passengers as under :—Dr. Dixon with Mrs 
Watt and Mr. Catcheside. Mr R. N. Thompson with Miss Willis. Mr. 
C. Thompson with Mrs. Heslop. 

Mr. Parkinson took the following for joy-rides :—Miss Ward, Miss 
Bayliss, Miss Tiley, Mr. Fry, and Mr. Hay. 

Flying was only possible on three days during the week, strong 
winds prevailing almost all the week. Only one machine is on service 
at present. On two days, when it was too windy for solo work or 
landings, Mr. Parkinson tool Mr. Irving for instruction in short 
eross-country flights. 


Willis, G. V. 


Fellowes, O.: L.. 


srinton, G.. V. Perry, E: J. 


Passenger flying 5 hrs. 25 mins. 


A South African Club. 
THE JOHANNESBURG TIGHT AEROPLANE CLUB. 

Early in December a flying club was formed in Johannesburg to be 
known as the Johannesburg Light Aeroplane Club. It is to be 
organised on the lines of the English and Australian Flying Clubs, 
but so far no details as to possible equipment and the question of 
Government support are available. 


WITH BANJULELE TO BAGHDAD. 

Mr. T. N. Stack and Mr. B. S. Leete, who are attempt- 
ing to fly to India on two D.H. Moths (80 h.p. Cirrus Mk. II 
engines), arrived in Cairo on Dec. 12. 

A Reuter message in The Manchester Guardian states :— 

Capt. T. N. Stack and Mr. B. S. Leete, who are endeavouring to fly 
in Moth aeroplanes from London to India, arrived at the Heliopolis 
aerodrome from Badir (Tripoli) yesterday morning after an uwun- 
eventful flight with a following wind. ‘The airmen flew along the 
coast from Badir and then followed the line of cultivated land. They 
are leaving for Baghdad to-morrow morning. 

In the course of their flight from Malta to Egypt Mr. Stack 
and Mr. Leete flew across more than 200 miles of sea. This 
must be a non-stop record for light aeroplanes. And any- 
how it is a very fine and plucky performance. 
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COMMERCIAL AERONAUTICS. 


The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE PAST WEEK 
Trips per Day.—Monday, 3; Tuesday, 5; Wednesday, 11; Thursday, 
9; Friday, 2; Saturday, 10; Sunday, o. 
IMPERIAL AIRWAYS LID. : 
London—Paris ; Tondon—Ostend—Brussels—Cologne ; London—Rotter- 
dam—Amsterdam : Machines 18, passengers go, freight 7 tons. 
AIR UNION: 
Paris—I,ondon : 
G8) eA Ce 
Amsterdam—Rotterdam—I,ondon : 
2) tons. 
SABENA : 
Machines 6, passengers o 
DEUTSCHE J.UFTHANSA AC. : 
Berlin—lI.ondon : Machines 
PRIVATE: 
Machines 0, passengers o. 
Total number of trips by 


Machines 17, passengers 9, freight 32 tons 


Machines 8, passengers 14, freight 


7, Passengers 10 


sritish Machines, 18, carrying go pas- 
Foreign Machines, 22, carrying 33 passengers 

Comparative Figures: 

Week ending Dec. 12: 


sengers. 


Machines, 40; Passengers, 123; Crews, 47; Total personnel, 170. 
Corresponding week, 1925: 

Machines, 63; Passengers, 147; Crews, 71; Total personnel, 214 
Corresponding week, 1924 : 

Machines, 31; Passengers, 83; Crews, 37 
Corresponding 

Machines, 43; Passengers, 45; Crews, a 
Corresponding week, 1922: 

Machines, 36; 


; Total personnel, 120 
week, 1923: 


; Total personnel, 118. 


Passengers, 123; Crews, 70; 


Total personnel, 193 
Corresponding week, 10921: 


Machines, 11; Passengers, 20; Crews, 19; Total personnel, 39 
Corresponding week, 1920: 


Machines, 11; Passengers, 14; Crews, 12; Total personnel, 26. 


Croydon Notes. 


The De Havilland Hercules has now been at Croydon over a week 
and has run on service once. On Thursday of last week she set out 
for Paris piloted by Mr. F. I,. Barnard with nine passengers. Thick 
fog however prevailed in Paris and she was forced down at Beauvais 
whence she returned the next day to Croydon. 

This particular machine is due to leave Croydon for Cairo via 
Malta on Saturday. Mr. Wolley Dod and Mr. Dudley Travers will 
be the pilots. A stop will be made in Malta for a day or so to 
wait for the second machine, after which the two machines will fly 
together to Cairo 

The Argosy, piloted by Mr. O. P. Jones, last Wednesday was forced 
to land at Pluckley when flying from Paris to London with 12 pas- 
sengers. Some explanation may be welcomed as to why (as some- 
one at Croydon said) she did not stay in the air with three engines 
and four pilots (for among the passengers were Lady Bailey, Lt.- 
Col. Henderson, and Mr. Frank Courtney). Mr. Dismore, the Secre- 
tary and Chargé d’Affaircs of Imperial Airways, said that when the 
machine was over Cranbrook a tappet rod on one engine broke. 
The guiding principle with three-engined machines is that if one 
engine goes dead a landing must be made at the nearest convenient 
aerodrome 

Mr. Jones promptly made for Iympne, but as the oil pressure on 
another engine appeared to be low, and as he was near to the old 
aerodrome at Pluckley, he landed there as a precautionary measure. 
The passengers continued their journey by train and reached London 
about 8 p.m. instead of by 4 p.m. 

In such a case Imperial Airways naturally refunds to each pas- 
senger the cost of conveyance by surface transport to his or her 
destination, and the proportion of the air-fare unflown. One thinks 
that it would be better to refund a sum which would bring the 
whole fare down to the surface rate, for the passenger gains no ad- 
vantage in time and suffers decided disadvantages and discomfort 
Moreover, the passenger has the added inconvenience of complicated 
Customs formalities. 

Mr. Jones replaced the tappet rod on the engine from spares carried 
on the machine and flew the machine to Croydon without external 
assistance on the next day. 

To the Aerodrome Hotel on Saturday morning a light-weight pilot 
entered with a large Airdale-type hound tugging on a lead. Mr. Jerry 
Shaw of Shell fame remarked “ Ah. There’s Mr. Dog taking his Arm- 
strong for a walk.” 

The new buildings are growing very slowly, in fact so slowly that 
it is now suggested that the work is being done by Sir Samuel Hoare 
and Sir Philip Sassoon personally and unaided in their spare time. 
One cannot vouch for the truth of this suggestion, as one has not 
actually caught either of these eminent politicians at the job.—c. pb. 


Royal Aero Club Notes. 

An official notice from the Royal Aero Club shows in the 
latest list of Aviators’ Certificates granted ‘‘ 8058 Oliver 
Edwin Simmonds 28th November 1926.’? Mr. Simmonds is 
the Secretary of the Hampshire Aeroplane Club, and thus 
acquires the distinction of being the first secretary of any 
of the Light Aeroplane Clubs to become a qualified aviator 
With ane Ase) (Certificate: 

Mr. Simmonds is on the design staff of the Supermarine 
Works at Woolston, and prior to joining that firm was at the 
Royal Aircraft Establishment at Farnborough, where he was 
secretary of the R.A.E. Aero Club and was largely re-~ 
sponsible for the production of the R.A.E. iy Hurricane ’ 
which flew so well at Lympne in 1925 and 1926. 

Incidentally, among the new members elected to the Royal 
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Aero Club one finds the names of Group Captain Edward 
Featherstone Briggs (D.S.O., O.B.E., ROACH andes Robert 
Arthur Chalmers. It is pleasing to see that the Aero Club 
is being discovered by the pioneers of aviation, for Group 
Captain Briggs as an Engineer-Lieutenant R.N. was one of 
the first batch of naval aviators at Eastchurch after the his- 
toric first four, and Mr. Chalmers was a member of the 
Dutheil-Chalmers partnership who were building aero-engines 
in 1908. 

Another new member is Lord Ossulston, elder son of the 
Earl Tankerville, who was a pilot in the R.N.A.S. during the 
War and has lately developed into an enthusiastic pilot of 
light aeroplanes. 


PERSONAL NOTICES. 


DEATHS. 

MAUDE.—On Dec 11, at Hong-Kong, accidentally killed while 
shooting, Maurice Anthony Maude, I.t., R.N., and Flg. Off; JRSACEs 

Mr. Maude was detached from the Royal Navy for duty with the 
R.A.F. in June, 1924. After a course of flying instruction at No. 1 
F.T.S., Netheravon, he was posted to No. 403 Flight, Mediterranean. 
In February, 1926, he was transferred to No. gor (Fleet Fighter) Flight 
in H.M.S. Vindictive, China Station. 

PURVIS.—On Dec. 9, at Hawkinge, Kent, as the result of a flying 
accident, John Harry Campbell Purvis, Flg. Off., No. 25 (Fighter) 
Sadn., R.A.F., elder son of MaZor R. W. Purvis. 

Mr. Purvis joined the R.A.F. with a S.S. commission on Jan. 17, 
1925, and was posted to No. 2 F.T.S., Digby, for a course of flying 
instruction. He was posted to No. 25 Sqdn. in January, 1926, and 
promoted to the rank. of Flg. Off. in October, 1926. 

WHEATLEY.—On Dec. 7, at Martlesham, Suffolk, as the result of a 
flying accident, Gilbert Vernon Wheatley, Flg. Off., No. 22 (Bombing) 
Saqdn., RACE. 

Mr. Wheatley rejoined the R.A.F. with a S.S. comn. in June, 1921, 
and underwent a course of instruction at the School of T.T., Manston. 
In September, 1921, he was posted to No. 5 Sqdn., in India, and re- 
mained there until February, 1926, when he was pcsted to No. 22 
Sqdn., at Martlesham Heath. 

MARRIAGE. 

RYDE—BARWICK.—On, Nov. 5, Alec. Ryde, R.A.F., to Force; tonly 

daughter of Capt. Barwick, R.1.M. (Retd.). 
BIRTHS. 

AT,STON.—On Dec. 13, to Margery, wife of Cedric R. Alston, late 
Capt., R.A.F., at Oak House, The Mcunt, Sydenham—a son 

RITSON.—On Dec. 5, at 12, Herne Hill, S.E., to Hilda (née Shrapnel), 
wife of Capt. JIeonard Ritson, Reserve of Air Force Officers—a 
daughter. 

TROLLOPE.—On Dec. 6, at The Cottage, Banstead, to Molly (née 
Field), wife of John I. Trollope—a daughter. 


Head Offices and Warehouses: 


Brown’s Buildings, 3 
LONDON, E.C.2.. 
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SOUTH STAFFS. 


H. EE. W. 


ACY 


KING’S CUP 


won by De Havilland (Moth) 27/60 h.p. “Cirrus” 
engine, piloted by Capt. H. S. Broad, entered 
by Sir Charles Wakefield, Bart. Won on PRATTS, 


PRESIDENTS CUP 


Inter-Club Members’ 


Scratch Race and Bomb- 


Dropping event, at the Newcastle Aero Club’s 
Meeting—all won on PRATTS. Bee 


YORK AERO CHALLENGE 


CUP | 


won at the Leeds Aerial Pageant by Mr.. J. 
Parkinson, flying a D.H. Moth (2760 h.p. Cirrus 
engine , entered 
on PRATTS. 


in 


Pilot Instructors’- Race— 
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Cellon 


Aeroplane Dopes 


The Dope 


of proved efficiency. 


Keeps fabric in perfect 
condition during most 
Strenuous service in 
varying states of atmo- 
sphere and temperature. 


Cérric 


Cellulose finish for motor body 
work and general purposes, 


Cellon (Richmond) Limited, 


Cellon Works, Petersham Road, 
Richmond, Surrey. 


Telegrams : Telephone : tina 
“AJAWB, Richmond, Surrey.” Richmond 2213 (3 lines). Hh 
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BOULTON AND PAUL, LIMITED. 


At a time when new and original methods of aircraft con- 
struction, more especially in metal, are attracting the atten- 
tion of designers throughout the world, it will not be amiss 
to give some brief particulars of the progress in metal con- 
struction which has taken place in this country during the 
past few years. 

It can be said of at least one firm, namely, Boulton and Paul 
Limited of Norwich, that they have applied themselves dili- 
gently and consistently to the problem of metal aeroplane 
design and, although .their work is not widely known, there 
is evidence that the results which they have already achieved 
are capable of very widespread application. 

The Boulton and Paul P.1o aeroplane, which appeared at 
the 1919 Paris exhibition as the first complete example of 
modern all-metal construction, served to demonstrate what 
results could be expected from the use of high-tensile steels 
and, encouraged by this achievement, Boulton and Paul Ltd. 
decided to abandon entirely the construction of wooden 
machines and have since devoted the whole of their energies 
to metal construction. 


The basic features of the structural members in use to-day 
are the same as those of the P.ro and are the subjects of 
patents covering the design of that machine. On the other 
hand, the exact form of components such as spar flanges 
and webs, strut booms, etc., has undergone considerable modi- 
fication, dictated by considerations of strength, ease of manu- 
facture, availability of new and improved steels and adapta- 
bility to a wide range of sizes. To illustrate this point we 
show the original P.1o spar contrasted with a modern Boulton 
and Paul spar designed for a much larger machine. Through- 
out the development of the Boulton and Paul system of 
construction the importance of its adaptability to rapid and 
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cheap quantity production has been kept well in view, and 
sufficient experience in the design of members has now been 
accumulated to enable a large number of sections to be 
standardised which, while providing the widest possible lati- 
tude in the design of members, at the same time strictly 
limit the number of tools and operations required for assembly 
and erection. In the case of spars, for example, three web 
section forms and six flange section forms have been standard- 
ised and suitable tools made for producing them 
from strips of varying thickness. By using various combina- 
tions of these forms and various gauges of material, a range 
of over two thousand spars is available, covering the require- 
ments of aeroplanes between two thousand and twenty thou- 
sand pounds total weight. All the spars have common dimen- 
sions associated with joining and rivetting, and as there are 
only three web sizes, three sets of tools only are required 
in the assembly of the complete range. It will at once be 
appreciated that the use of Boulton and Paul sections in 
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machines of any other design is a very simple matter, re- 
quiring a negligible outlay for special plant. Plates for the 
attachment of fittings, stamped in high-tensile steel, are sup- 
plied in three standard widths, covering all likely require- 
ments, and a similar amount of care has been devoted to the 
standardisation of strut, longeron and other sections. The 
difficulty of producing tubes in high-tensile steel has been 
overcome by the design of a special “‘ Locked joint ” tube. 
This is formed up on ‘the drawbench from flat strip, the 
edges of the strip being interlocked inside the contour of The 
tube. The locked joint tubing can, in common with other 
sections, be supplied in any length up to 150 feet, and can 
be produced satisfactorily in high-tensile nickel-chrome or 
stainless steels or in light alloys and in very small thickness / 
diameter ratios, in all gauges from 30 s.w.g. upwards. A 
much greater uniformity of thickness can be guaranteed than 
would be possible with solid drawn tubing. 


The heat-treatment of all Boulton and Paul sections is 
carried out after forming, by means of a special continuous 
heat-treatment plant designed for the purpose. This not only 
enables the strip to be worked in the most suitable condition, 
but also gives an absolute uniformity of treatment throughout 
the length of a member, the lack of which is often conspicu- 
ous where the strip has had to be heat-treated in coils before 
forming. No heat-treatment whatever is required after 
materials have left the Boulton and Paul Works other than 
the ordinary salt bath treatment for light alloys and the re- 
tempering of any high tensile steel fittings which it is neces- 
sary to bend. Here again the aeroplane builder is relieved 
of a large amount of trouble and expense. 

The problem of protection from corrosion is one which 
caused a certain amount of anxiety in the early days of metal 
construction, and it has been the subject of very thorough in- 
vestigation. A large amount of data has been accumulated, 
and Boulton and Paul are to-day able to supply suitable com- 
position coatings for any class of work, which have been 
thoroughly tested over prolonged periods by the most drastic 
methods. ‘The latter include heat and bend tests, immersion 
in hot oil, petrol, acid and alkaline solutions, alternate im- 
mersions in sea water for six months, dope corrosion and 
similar tests. For the protective treatment of aluminium and 
its alloys, the process of anodic oxidation, developed at the 
R.A.B., has been adopted. 


Anodic Oxidisation Plant at Boulton and Paul’s Works. 


In the development of the constructional side of aero- 
plane design, the aerodynamical aspect has not been 
neglected. The Boulton and Paul works are equipped with 
a 4-ft. wind channel, the intelligent use of which is witnessed 
by the remarkable advances shown. in their machines in 
aerodynamic efficiency and, more particularly, control. Our 
readers will remember the noteworthy performance of the 
Boulton and Paul “ Bourges,’’ which may be said to have set 
a new standard of controllability for large machines. The 
Zoulton and Paul patent control balance, which is the out- 
come of more recent work, constitutes possibly an even 
greater advance. It certainly enables machines to be flown 
at most extraordinary angles of attack under complete con- 
trol and, in combination with suitable tail surfaces, without 
any sign of a sudden stall: distinctly a step in the right 
direction. 
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A MERRY CHRISTMAS, EVERYBODY! 


late Aerial Survey Co. (Newfoundland) Ltd., outside their shed at Stag Bay, Newfoundland. As ‘‘our artist” has 
failed to find inspiration for a Christmas ecard, will all friends kindly accept this, the only intimation. 
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Safe, Economical, Efficient. 


HE AVRO “AVIAN ” is essen- 

tially a private owner’s machine 

but 1t must be remembered that 
above all it is an efficient aeroplane. 
A feature which aroused the greatest 
interest at the Light Aeroplane Com- 
petitions, at Lympne, was the extra- 
ordinarily large useful load which it 
carried and the high speed it attained 
while carrying this load. 


Simplicity of design (so that an owner 
can keep his machine airworthy without 
possessing. a.great deal —of. skill or 
technical knowledge), accessibility of the 
engine and all working parts, - robust 
construction, reliability and comfort are 


The ‘‘Avian” is easy to fly. 


the first requirements for the private 
owner’s aeroplane. All these points 
have been kept foremost in the design 
of the “Avian.” Add to these the high 
speed, the long range and the large 
luggage capacity, all better than in any 
other aeroplane, and it will be seen 
that the ‘‘Avian”’ is without doubt the 


only aeroplane for the airman who flys 
his own machine. 


The,“‘Avian”’ is easy to.fly. It-has 
a good degree of positive stability. It 
1s safe, economical;efficient. 


Equipment is complete. The 
machine, as sold, is ready to fly away. 
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ON CHRISTMAS 


There is no-possible use in trying to induce anyone to 
read anything serious at Christmas time. To paraphrase 
Sir Samuel Hoare, everybody is feeling Christmas-minded. 
Nobody can be bothered during this current week with any- 
thing more serious than buying or selling Christmas presents. 

Also, one can never feel inspired to write anything really 
serious about airships. There is something inexpressibly 
funny about an airship, and there always has been, ever 
since they first appeared and were commonly called sausages. 
And they are made all the funnier because the airship en- 
thusiasts take themselyes so horribly seriously. So let us 
be merely frivolous. 

There are few forms of amusement which are more 
thoroughly satisfying than pulling the leg of a person who 
takes himself or his pet hobby too seriously and is lacking 
in a sense of humour. One cannot pull the legs of the air- 
ships themselves, because they have not got any, poor things, 
being a species of levitated worm. But there are no legs 
in the World which are quite so easy to pull as those of the 
airship enthusiasts. 

This fact is a zoological and psychological curiosity. One 
would hardly expect people connected with gassy lighter- 
than-air things like airships to be heavy-witted. One would 
rather suspect them of levity. On the other hand, one would 
rather expect people on the heavier-than-air side of aero- 
nautics, who have to do with solid chunks of timber and 
metal in aeroplanes, to be a bit on the stolid side. Yet one 
finds that the lighter-than-air people are ever so much heavier 
than the heavier-than-air people, whereas the heavier-than- 
air people, even in the earliest pioneering days when, like 
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AND AIRSHIPS. 


the traditional hyena, they had nothing to laugh at, were 
incurably light-hearted and quick-witted. 

One imagines that the psychological reason is that air- 
ships are so slow in their movements, fore-and-aft and verti- 
cally and sideways, that there is never any need to think 
vety quickly about them and so their crews are apt to become 
thoughtful and introspective, even though they may not be- 
come philosophic. On the other hand the aeroplane people 
have to think quickly or else they cease to think at all. And, 
that being so, a sense of humour is essential. 

All the same, one has a very sincere affection for all the 
airship folk. They have a child-like and bland. faith, and 
a gentle martyrish air which is rather attractive in. these 
disillusioned and somewhat cynical days. That is, except 
when the martyr side of them becomes too protuberant and 
they become rhetorical about their grievances and the in- 
justice which has been done to their deflated vehicles. Then 
they are apt to be a pore. 

A MATTER OF MONEY. 

Of course, there is a good deal of excuse for them, be- 
cause airships have been rather neglected. But that has been 
the injustice of Fate and not the deliberate malice of any 
human being. Naturally, the airship people blame the Air 
Council, and more particularly the Chief of the Air Staff, for 
cutting them off in their approaching prime shortly after the 
end of the War (1914-18). And it is very hard to make them 
see, with their monomaniacal outlook, that the money which 


been necessary to maintain about two _ air- 


would have 


‘ships and to have gone on with the development of advanced 


types was enough to pay for a squadron or two of 


taken from a Vickers Viking. 
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aeroplanes which were absolutely necessary. Airships 
are quite nice things to have about the National or Imperial 
House, but they do rather come under the generic heading 
of luxuries. And so the Nation has had to do without them, 
just as a great many quite nice people since the War have 
had to do without their portly butlers. 

After all, the fact that no other nation in the World has 
gone on with the development of airships does rather justify 
the policy of our Air Council. For in fact, the two big rigid 
airships which the Americans have acquired have been only 
natural developments of the old Zeppelin types. And we 
have proved fairly definitely that to make any real advance 
in airsnip construction we have to get away from strips of 
aluminium and go in for good reliable steel tubing. 

Some day history will give his due to the Lord Thomson 
of Cardington, who, as Secretary of State fon Adi 11 ome 
first Labour Ministry committeed our impoverished Ex- 
chequer to the continuation of quite expensive airship ex- 
periments along entirely new lines which had been started 
by his Conservative predecessor, Sir Samuel Hoare. And as 
Lord Thomson happens to be one of the clearest thinkers 
we have ever had concerned with aviation, and also hapens 
to be a trained engineer, the airship people should take con- 
solation unto themselves in the fact that they have his sup- 
port. 

CAUSE FOR REJOICING. 

There is really no need for them to adopt the attitude of 
martyrs. In fact their martyrised attitude is one of the 
funniest things about them, because nobody wants to make 
them into martyrs. 

There is a famous story of a small girl who contemplating 
that well-known picture of the martyrs being devoured by 
lions in a Roman arena remarked ‘‘ Oh, mummy, there’s 
a poor lion that hasn’t got a Christian.”” The attitude of 
the airship people is rather what one might imagine to have 
been the attitude of a martyr in the arena when there were 
not enough lions to go round. 

Still, martyrs or no martyrs, they are quite nice amiable 
folk and they ought to be feeling very pleased with them- 
selves at the present moment, seeing that the Air Ministry 
in its recently published Blue Book, entitled ‘‘ The Approach 
towards a System of Imperial Communications,’’ has definitely 
laid down as a policy that the four great Imperial Air routes 
of the future, (A) from England to Canada, (B) from England 
to the West Indies, (C) from England to Australia via the 
Cape of Good Hope, and (D) from England to Australia via 
Egypt and India, shall, at some indefinitely distant date, be 
run by airships and not by aeroplanes. 

Quite naturally this decision, being the decision of the 
Air Ministry, has raised the wrath of the dear old Morning 


Post, which has blown up in two columns and a bit of flames 
of abuse because the Air Ministry has not decided to develop 
colossal flying-boats for these routes. 

This of course is really the best possible justification for 
the Air Ministry’s policy because, as one has remarked on 
various oceasions, The Morning Post has a perfect genius 
for backing the wrong horse, or finding stumers, and if one 
wants to be quite sure of not being in the wrong, even if 
one cannot be sure of being in the right, one is always safe 
in taking the view opposite to that of the Post. Personally 
if one had needed any convincing that the airship was the 
right vehicle for these long-range Imperial services The 
Morning Post’s attack would have done it. 

One has complete faith in the usefulness of big. flying- 
boats, but one also has quite a clear idea of their limitations. 
If one is going to be in an aircraft which suffers from engine 
failure somewhere in mid-Atlantic, or halfway between South 
Africa and Australia, or on the direct line from Ceylon to 
Australia, one would very much rather be in an airship, which 
at some time or another would drift over land, than in a flying- 
boat which would have to sit on the water regardless of the 
tumultuousness of the surface. And one imagines that a 
minor defect in an engine which might well force a flying- 
boat to alight in a sea which would possibly wreck it, might 
be set right quite easily in an airship while the voyage was 
continued at slow speed with the other engines. 

Therefore, on the whole, one feels that one can wish thé 
airship people a Happy Christmas with a clear conscience. 
At any rate they ought to be happy in face of the bright 
prospects looming some years ahead. And those who are 
already actively engaged on airship work in the construction 
of the Capitalist ship which is being built by Vickers Ltd. 
or the Socialist ship which is being built by the Government 
at Cardington, can be assured of a Happy New Year. 

Tur Roya, AERO Plus AIRSHIP CLUB DINNER. 

The foregoing thoughts, futile or philosophical, which- 
ever they may be, are chiefly produced by the Monthly 
House Dinner of the Royal Aero Club, which was absorbed 
on Wednesday last, Dec. 15. Those who intended going 
understood that Airships were to be the subject of discussion 
after dinner. . But it was only when they looked at their 
menu cards that they found that they had apparently been 
lured to a Monthly House Dinner of the Airship Club, which 
was distinctly obtaining diners under false pretences. 

Lord Thomson, the new Chairman of the Aero Club, was 
in the Chair, and did his duty in his own effective way. 
varving it on this occasion by giving a brief description of 
each person on whom he called for a speech, rather after the 
method, though not, of course, in the manner, of the old 
music-hall chairman of thirty and more years ago. 


AERIAL SURVEY IN CANADA.—A photograph of a Vickers Viking belonging to the Canadian Government and lent 

by them to the Fairchild Aerial Surveys Co., engaged on a survey of country over which it is proposed to build a 

railway. Already a strip of country 10,000 ft. wide and 240 miles long has been covered since August and a complete 
mosaic of this has been sent to the railway company. 
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Achievements 


With the Napier Aero Engine 


Cairo to Cape Town and back to England by four Royal Air Force 
Fairey machines. Engine flying miles 56,000. 

Plymouth to Alexandria and back by two Royal Air Force Super- 
marine flying boats. Engine flying miles 27,000. 

Cairo to Aden and back by two Royal Air Force Vickers machines. 
Engine flying miles 18,000. 

Spain to Buenos Aires by a Dornier Wal flying boat piloted by 
Major Franco. Engine flying miles 12,518. 

566,200 miles were flown by Napier engines in use by Imperial 
Airways during the twelve months ending 30th September, 19206. 
First Prize in the competition held in Germany to discover the best 
German commercial seaplane was won by the only Napier engined 
machine entered—the Heinkel-Napier. 

Two World seaplane records have been granted the Heinkel-Napier 
for catrying a load of 500 kilogrammes to a height of 34 miles 
ie a weight of 1,000 kilogrammes to an altitude of 2% miles. 


If you consider reliability, high 
efficiency and economy in up- 
keep, before price, install the— 


NAPIER 


The Finest Aero Engine in the World 
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Lorp THOMSON, opening the proceedings, announced that the dinner 
was a combination of the Royal Aero Club and the Airship Club. 
He said that in 1873 the Reverend R. S. Medley wrote a poem in which 
he said that the balloon was the “emblem of a wicked man,” which 
might account for a certain hostility to airships. He said that he 
was still an unrepentant believer in airships, and believed that some 
day R.33 would be a relic as revered as is H.M.S. Victory, and that our 
new R.1or would be but a pale and primitive forerunner of the 
luxurious air liners of the future. Our Empire had got to be linked 
up by long flights, and airships were bound to play an important 
part. 

Mr. Grirrira Brewer, the Chairman of the Airship Club, said 
that he was the oldest member of the youngest Club in London, the 
Airship Club. (Somebody asked sotto voce ‘“‘ What about the Florida 
and the Kit-Kat?”) As a chairman, Mr. Brewer said, he was like 
Sir Joseph Porter in H.M.S. Pinafore, who had never been to sea, 
though he was the ruler of ‘‘ The Queen’s Navee,” and that he him- 
self had never been in an airship. He thanked the Aero Club for 
the help given in the secretarial work of the Airship Club. [As a 
speaker Mr. Brewer has a gentle and quite clear voice, but he was a 
trifle hard to hear at the far end of the room, which prompted 
some ribald youth to pass up a note inscribed ‘‘Is he the Whispering 
Gallery or only on the Secret List? ’’] 

Mr. Brewer said that they had tried to get a subsidy from the 
Air Ministry for the Airship Club to pay for a small airship and a 
shed, but had failed. Their new programme was to get two more 
balloons to add to the one which they had already. He hoped that 
with these they would turn out a number of balloon pilots who would 
ultimately be entrusted by the Government with airships. He thought 
that small airships were necessary to protect shipping on the trade 
routes against submarines. [One fears that Mr. Brewer’s bellicose ideas 
are not up to date. The modern big submarine would have no fear 
of any bomb which a small airship could-carry and would simply 
blow the small ship to pieces with its anti-aircraft guns. ] 

Referring to small airships, Mr. Brewer said that during the War 
one of them, with a crew of two men, made a flight of 55 hours 
without stopping its engine. Which, he said, was a wonderful feat of 
endurance for the crew. . [One would remind Mr, Brewer that the 
existing aeroplane endurance record, made by two pilots handling 
the machine alternately, is something over 45 hours without stopping. ] 
He hoped that the Air Ministry would in due course subsidise the 
Club so that they could train pilots for the next war. 

Lorbp THOMSON said that at any rate the previous speaker had 
adhered to the custom which had arisen at these Aero Club Dinners 
of asking the Government for a subsidy. He then called upon Colonel 
Moore-Brabazon to speak, as a Government official. 

Lieut.-COLONEL J. T. C. MooReE-BRaBAZON, M.P., said that he was 
amused to find that a new club had been formed to push people up in 
balloons so as to train them as pilots of airships. He remembered 
when they used to push people up in balloons to train them as 
aeroplane pilots. 

He said there was a close analogy between the growth of motor- 
ing and the growth of flying. The people who started both games 
did so because they were very amusing forms of locomotion. Early 
motorists had no high-flown visions of the future of motor-’buses. 

He himself believed in airships for long voyages because the aero- 
plane was up against the difficulty of night flying, and passengers 
in aeroplanes were subjected to intense discomfort. ‘Travelling in 
an aeroplane was not nice, in fact it was a perfect Hell. The air 
travelling public must be made comfortable and the new big airships 
would give comfort, judging by the plans, which included a foyer 
complete with palms, and a bar. 

REAR-ADMIRALY MURRAY SUETER, M.P., said that he was glad to see 
in the room two people who were among those first connected with 
airships, namely, Mr. Oswald Short, who had built the gas-bags for 
the ill-fated Mayfly, and Captain Boothby, who was a member of the 
crew. Admiral Sueter stated that although the Mayfly was wrecked, 
she was moored out to a mast for five days in half a gale. 

He recalled that when an Admiralty inquiry was made into the 
wreck the inspecting Admiral looked at the ship and said “ The work 
of a lunatic!!” But, said Admiral Sueter, German lunatics of the 
same kind patrolled the whole of the North Sea throughout the 
War 1914-18. A Zeppelin did the scouting for the submarine which 
sank the Aboukir, Cressy and Hogue in one day. And Jutland might 
have been a great victory if we had had airships. 


NATURALISATION.—Here is seen the Fokker F 


stein, for his own private air line work between Melton Mowbray and the Continent. 


Vila with Jupiter engine recently acquired by Mr. Lowen- 


Also, he said, our little airships prevented the sinking of a great 
many ships at sea by scaring away submarines. He congratu- 
lated Lord Thomson on having gone on with the airship programme 
when he was in office. 

Major Scort, late R.A.F. (of R.34, which journeyed to America and 
back), said that the best description he had heard of a rigid airship 
was ‘fa bunch of balloons in a birdcage.’?’ He himself was proud 
to have been able to carry on Admiral Sueter’s work, whether bal- 
loonists were wicked men or lunatics. ‘The balloon was the egg 
from which airships started. But apparently something had since 
gone wrong with it, and it had produced aeroplane pilots. 

CaPTaAIN Bootusy, late R.N., said that the big airship was getting 
past its troubles. We might hope for two big airships two years 
hence. If we filled them with helium they would be indestructible, 
and formidable weapons of war. [But a well-aimed shell would at 
any rate wreck the structure even though it might not set it on fire. 
Even a steel-tube airship full of helium is a very fragile thing.] 
Captain Boothby said that he believed there was a great future for 
small airships. me 

Apparently the Air Ministry’s idea was not to allow airships to 
compete with aeroplanes. Imperial Airways had tried two engines and 
now they were trying three engines to prevent forced landings. And, 
he said, if one engine stopped the others became a nice cherry colour. 
Yet the Air Ministry refused to pay any subsidy on airships. 

WING COMMANDER T. R. CAVE-BROWN-CAVE, R.A.F., said that small 
airships did good work in the last war, but he would not care to 
say whether the same conditions would exist in the next war. For 
passenger work the Air Ministry were concentrating on big airships 
as the vital aircraft. He recommended people to go by airship and 
be comfortable. 

SQUADRON LEADER R. S. BootH, R.A.F. (who saved R.33 when she was 
blown out into the North Sea) adopted the most correct attitude 
of a serving officer and instead of discussing airships merely said 
that a free balloon was a most pleasant form of air transport, as 
it was free from noise, smell and sickness. 

LIEUT.-COLONEL V. C. RicHMOND said that the airship people had 
nothing to hide at Cardington. They were always pleased to see 
the Press. [But he did not say that they were pleased for the Press 
to see much.] He hoped that the Airship Club would be as suc- 
cessful as the fate of the airships had been under the Government 
which Lord Thomson had represented. 

People who did not believe in airships should remember the 
lamentable effort of the late Doctor I.ardner, who had proved that 
no steamship could get across the Atlantic because it could not 
carry enough coal to do so. Col. Richmond said that there was 
nothing impossible in making an airship strong enough to stand 
up to its job as a useful vehicle. 

As to the new ships under construction, he recited a catalogue of 
their attractions such as lounges, palms, jazz bands, and what the 
house agents call ‘ usual offs.,”’ and then asked whether we wanted 
any more details. 

He expressed his belief in small airships, and said that they would 
have their chance when the ground organisation was completed for 
big airships, for then there would be housing for them. He asked 
what progress steamships would have made if the steamship com- 
panies had had to start all the ports in the World to shelter them. 

Major C. C. TURNER remarked that Mr. Brewer had omitted to say 
that the Airship Club’s only balloon had been presented by Mr. 
Brewer. He recalled that when an early Zeppelin was wrecked the 
Germans subscribed £300,000 in a fortnight to build a new one. 

Major F. A. DE V. ROBERTSON said that airships would be a benefit 
to aeroplanes, as the mails which they took overseas would be dis- 
tributed by aeroplanes along branch lines. 

Mr. OswalbD Suort appreciated the compliment which Admiral 
Sueter had paid to him, and in turn paid a tribute to Admiral Sueter, 
saying that if he had remained at the Admiralty we should have 
been further, ahead than we are, for Admiral Sueter had the gift 
of faith. Mr. Short also recalled that Admiral Sueter was re- 
sponsible for Short Brothers’ starting the airship «works at Cardington. 
He suggested that the design of small airships was well worth the 
attention of aeroplane designers. 

Mr. C. G. CoLmprooxk said that even if the big airship were a gamble 
it was one which the Empire should take. He directed’ attention to 
the remarkable change in the political attitude of General Hertzog, the 
South African Prime Minister, since he had attended the Imperial 


She is here seen refuel- 


ling with Pratt’s petrol at Croydon. An interesting point about this machine is that she now carries British 
registration lettering, thus showing that it is possible for a foreign-built aircraft to obtain a British airworthi- 
ness certificate even though it may not have been constructed under the eagle eye of the A.I.D. Thus we have 


a Dutch machine owned by a Belgian and registered as British, 
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Flight’’ Photo, 


An Impression of the FAIREY ‘‘ FOX” day bomber. 


CRAFT 


AEROPLANES, SEAPLANES, AMPHIBIANS, 
FLYING BOATS, FOR NAVAL, MILITARY, OR 
COMMERCIAL PURPOSES. 


Sole Manufacturers and Licensees of the Reei Patent Metal 


Airscrew for the British Empire, 


THE FAIREY AVIATION COMPANY LTD. 


Head Office and Works: 
HAYES, MIDDLESEX, ENGLAND. 


Telegrams: “‘Airily,’? Hayes, Middlesex. Telephone: Hayes 136-7-8. 


Works also at 


HAMBLE, Nr. SOUTHAMPTON. 


Telegrams: ‘‘ Airily.”” Hamble, Hants. Telephone: Hamble 17. 
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Conference and had come in contact with the other leaders of 
Imperial thought, and Mr. Colebrook said that if such conferences wore 
easier of access there would be less misunderstanding. 

Mr. C. G. Grey, having been called upon by lord Thomson as 
being of anti-airship tendencies, remarked that he was nothing of 
the kind, for at any rate airships always added to the gaiety of 
nations. They would probably be quite useful vehicles for the 
transport of high officials who liked to travel in luxury, but he 
had doubts about them in time of war. He said that he once had 
a friend in the Navy ( a statement which seemed to cause some 
amusement). That friend had commanded a submarine in the North 
Sea, and whenever a Zeppelin hove in sight he used to come to the 
surface and show his gun, whereupon the Zeppelin used to go away. 
The speaker said that with the big submarines, which apparently 
somebody with intelligence at the Admiralty had produced, the air- 
ship would be in a still worse case. 

Personally he disliked the idea of travelling under that mass of 
inflammable material. Helium was too expensive for this over-taxed 
country. Even the United States with all its wealth could only afford 
enough to fill one airship. And, as his colleague Mr. Dorman had 
suggested, even coal gas was expensive now that it had gone up a 
penny a therm. 

As for free ballooning, it reminded him of the Chinaman’s descrip- 
tion of tobogganing, ‘‘ Goee like Hell, walkee back three mile.” 

Ligut.-Coy. ROBERT LORAINE said that he liked ballooning. 

LorRD THOMSON, closing the discussion, said that the late skipper of 
the Shenandoah, who was killed when the machine was wrecked, told 
him, when he was in the States, that his style in handling the ship 
was cramped by the cost of helium, in that he was afraid to use his 
valves freely, and so he was in favour of hydrogen. The danger of 
it, he said, was exaggerated. lL.ord Thomson added that big ships 
ought to be a Government undertaking during the expensive pre- 
liminary experimental stage. He wished all good fortune to the 
youngest aeronautical Club. 

Ligut.-Coy. Moore-BRABAZON, proposing a vote of thanks to the Chair- 
man, complimented Lord Thomson on his bold and farseeing policy in 
continuing to develop airships when an economy stunt would have 
been so much easier and more popular. 

‘THE AIRSHIP’S FUTURE. 

On the whole there seems to be quite a promising future 
for the airship. Only those in charge of the development of 
our new airships wilk have to hurry a bit unless they want 
to find themselves in the position of a political peer who was 
described by the late Mr. swift MacNeill as ‘(a man with a 
magnificent future behind him.’’ 

The trouble with airships is, as one said years ago, that 
they are like the elephant—whose agility they seem to 
imitate in the air—they breed slowly. As we know to our 
sorrow, our designers take four or five years to propagate a 
new design of airship. And even the Germans, building 
Zeppelins as a mass-production job, took nine months to 
deliver the goods. 

Aeroplanes, on the other hand, breed like rabbits. And if 
it were not for birth-control in the Air Ministry and mis- 
carriages in Trade factories, we should by this time have had 
many more generations of new designs. 

Consequently, aeroplanes are several hundreds of genera- 
tions ahead of airships in the process of evolution. Probably 
the airship of to-day may be regarded as having reachel 
about the same stage as was reached by the hairy mammoit1 
of the pre-glacial period in Siberia as compared with the 
modern civilised Indian elephant who will kneel down at the 
word of command to take up passengers—without the help of 
handling-parties. 

When the airship has reached a stage analogous to that of 
an Indian Rajah’s State Elephant, complete with howdah 
and mahout, we shall have safe and comfortable air trans- 
port over long distances. And by that time the aeroplane 
will have about reached the same approximation to finality 
which makes bicycles and cars so dull and uninteresting. 

3ut long before that everybody who reads these notes will 
be dead and comfortably buried, or cremated, so there is 
plenty of work for all of us to do while we are still alive, in 
improving both airships and aeroplanes. And in view of that 


cheering prospect one wishes all one’s long-suffering readers 
a very Happy Christmas.—c. G. G. 


AN AUSTRALIAN NATIONAL AIRCRAFT INDUSTRY. 


The following letter has been published by the Australian 
Aero Club in The I'ly Paper :— 

While agreeing with the ideals and sentiments expressed 
in your article of The Fly Paper, 28/10/26, I feel that you 
have not quite pointed out to everyone concerned their 
duty. 

To every person connected with Flying during the War, 
and to most of the thinking public, the idea of using German 
Aircraft or that made by her friends is abhorrent. It is un- 
questionably the duty of all Dominions, that, failing their 
own source of supply, they should use exclusively British 
Aircraft. 

While in no way desirous of encouraging any deviation from 
this policy I am of the opinion that a great national obliga- 
tion rests with the British manufacturer of Aircraft. At 
present the price of all types of British Aircraft is excessive 
from Moths at £800 to big machines at £22,000. 

Just compare the Moth with cars selling at the same price. 
Even granted that mass production reduces the cost of the 
car, the present price of Moths seems out of all proportion. 
A lower price would probably lead to mass production in 
‘planes. Againcompare the Moth at £800 with a motor-yacht of 
the same price. here appears to me to be considerably 
more work in the yacht and there is no mass production about 
the yacht. Comparing the big machines costing £22,000 with 
a Sydney Ferry Boat costing £20,000, there does not appear 
to be value for money in the aircraft. 

The urgent necessity of to-day, a necessity of national im- 
portance, is to put the youth of the country in the air. That 
task would be much easier and much quicker if the manu- 
facturers in Great Britain realised their duty and made air- 
craft prices somewhere near the margin of what is reasonable. 
That to-day to my mind is the great outstanding duty owed 
to the Empire by those connected with aviation. 

I feel confident that when the price of aircraft is right 
there will be no necessity for a campaign on behalf of 
Australian Defence or the sale of British Aircraft. Given 
low-price machines the youth of Australia will simply rush 
for flving and vote it the National Sport. Failing the neces- 
sarv reduction in price, the history of aircraft sales in 
Australia I’m afraid will follow along the same lines as those 
of motor-car sales. (Signed) G. N. MILLS. 

[With all of which one agrees cordially. If British manu- 
facturers will not discover how to reduce their prices then 
the Americans will show them how. It is up to the British 
Aircraft Constructor to prove that he is not the same kind 
of fool as was his predecessor, the British Motor Manufac- 
tuireie—— CO GarG.l 


WITH BANJULELE TO BAGHDAD. 


Mr. I. Neville Stack and Mr. B. S. Leete, who are engaged 
on a flight from England to India on two D.H.Moths (A.D.C. 
Cirrus II engines) arrived at Baghdad on Dec. 16, with_the 
banjulele still safe. 4 

The flight across the desert from Cairo to Baghdad, a dis- 
tance of 860 miles, was made in three stages, with stops at 
Amman and Rutbah Wells. They met a sand storm im 
Palestine, and the whole journey across the desert was made 
against head winds with several rain storms. 

“The Times correspondent in Baghdad writes :— 

The Royal Air Force appreciates the difference of this remarkable 
journey from similar more widely advertised long-distance flights which 
included Baghdad as a port of call. The ground organisation appears to 
have been comparatively trivial compared with the elaborate arrange- 
ments for other memorabie flights, and the pilots are carrying out 
the duties of navigators and mechanics in addition to the routine 
task of flying the machines. 

Added to this is the excellent performance of the two D-H 
Moths and their Mark II Cirrus engines. The equipment has 
given no trouble whatever in spite of the fact that from the 
very beginning of the flight bad weather 
has been experienced, including head 
winds practically all the way. 

It apears that the D.H.60, or Moth, 
will soon rival the D.H.s50 as a globe- 
trotter. 
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MAKING THE EMPIRE AIR- 
MINDED.—A_ snapshot of a_ regular 


reader of ‘‘The Aeroplane”’ at Big Creek 
Post Office, Chilcotin, British Columbia. 
Ninety-six miles from the railway, thirty 
miles from the telephone, and thirty 
miles from the doctor. Mails arrive 


once a fortnight, brought by teams 
twenty-five miles from Hanceville, 
having been relayed there from 


Williams Lake. The English cowboy in 
the picture hopes for the day when air- 
craft. will bring him within an heur or 
so of civilisation. 
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AEROPLANES aNnD AERO ENGINES. 


WE HAVE A COMPETENT 
DESIGNING STAFF AND A 
WELL- EQUIPPED FACTORY, 
BOTH OF WHICH ENSURE 
FIRST-CLASS WORK BEING 
CARRIED -OUT TO OUR 
CLIENTS’ REQUIREMENTS. 


EVERY ENGINE BEFORE 
DESPATCH IS DISMANTLED 
FOR INSPECTION AND AFTER 
RE-ASSEMBLY IS TESTED 
UNDER SUPERVISION OF 
OUR QUALIFIED AND AP- 
PROVED INSPECTION STAFF. 


“AIRDISCO™ 
Avro tvp2 
“04K. 


300-330 h.- 
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‘Nimbu 


MARTINSYDE 
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ENGINES. 
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240 ep? wl) MA.” 

300 h.p. HISPANO. 

Ico h.p. MONO, 

LE RHONE, etc, 


MACHINES. 


D.H.g AVRO type 504K. 
Pils POLerIGHTER, 

MARTINSYDE F4. 
Dito SsLAPLANE. 


SPARE PARTS for 
MACHINES and 
ENGINES. available. 
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INSTRUMENTS, CAMERAS, 
BomsB Racks, C.C. Gears, 
ARMAMENT, A.G-.S, etc. 


A.D.C. AIRCRAFT, LIMITED, Cables: 


Ly om REGENT HOUSE, 89, KINGSWAY, LONDON, E\GLAND, i Tai ce ae eee 
Works and Aerodrome : Croydon, Surrey, 
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THE ROYAL AIR FORCE. 


The London Gazette. 
Dec. 14. 

GENERAL Duties BrRaNcH.—J. F. Griffiths is granted a S.S. comn. 
as a Plt. Off. on probation with effect from and with seniority 
Dec. 3; Pit. Off. on probation B. B. Dowling (Lt., Manch. R., 
R.A.R.O.) is confirmed in rank (Nov. 23); Plt. Off. R. N. T. Gape 
is promoted to the rank of Flg. Off. (June 1) (since deceased) (sub- 
tituted for the notification in the Gazette of Aug. 17). 

The following are transferred to the Reserve :—CrLass A: Fit. Lts.— 
M. Burbidge, A. E. Reynolds (Dec. 12); E. H. Attwood (Dec. 13). 
Fic. Orrs.—L. W. Beck, D. E. Hall, G. F. Mackay (Dec. 12); B. A. 
Davy (Dec. 13). CLass B:* Fut. Lt.—C. A. Elliott (Dec. 12). FLG. OFF.— 
Hl. A. Dinnage (Dec. 12). Cass C: Fit. Lr.—G. H. Allison (Dec. 12). 
Fic. Orrs.—C.. H.-F.- Nesbit (Dec: 12); W. J. Brown (Dec. 13). 

Els, (Of. Al Oy eollard, V.c., M:C.) Civ (Capt, f AlueReserve), 
resigns his S.S. comn. (Dec. 15); Flg. Off. M. Kortright (Lt., Suffolk 
Regt.) relinquishes his temp. comn. on return to Army duty (Nov. 20). 

SToRES BRANCH.—Flt. Lt. H. V. Robbins (Lt., The Border Regt.) is 
granted a perm. comn. in this rank on completion of probationary 
service (Aug. I, 1925): 

MEDICAL BRANCH.—FIt. It. (Hon. Sq. I.dr.) W. R. Reith, M.D., A.M 
relinquishes his temp. comn. on account of ill-health (Dec. Io). 

CHAPLAINS BRANCH.—The Rev. A. McHardy, M.C., M.A., to No. 2 
granted the relative rank of Air Commodore on appointment as 
Chaplain-in-Chief, R.A.F. (Oct. 25). 

RESERVE OF AIR Forck OFFiIcers.—The following Plt. Offs.-are pro- 
moted to the rank of Flg. Off.:—D. P. Jones (Oct. 27); A. C. Robert- 
son (Nov. s); F. M. Brownlee (Nov. 21); E. J. Dilnutt (Dec 

The following Flg. Offs. relinquish their comns. on completion 
of service:—W. H. Herd (Oct. 23); G. A. Gowler (Dec: 8);-R. CC. 
Rodger, M.C., D.C.M. (Dec. 9); C. G. Boothroyd, D.F.C. (Dec. 12). 


Appointments. 


” 


By A) 


Week ending Dec. 20. 

GENERAL DutTiIrs BRANCH.—Wing Commanders R. M. Hill, M.C., A.F.C., 
to H.Q., Egypt, for Technical Staff Duties, 30/11. D. S. K. Crosbie, 
O.B.E., to R.A.F. Depot, Uxbridge, Supernumerary, pending posting 
on transfer to Home Hstab., 20/11. E. H. Johnston, O.B.E., D.F.C., 
to R.A.F. Depot, Uxbridge, Supernumerary, pending posting on transfer 
to Home Estab., 25/11. B. LL. Huskisson, D.S.C., to No. 10 Group 
H.Q., Lee-on-Solent, for Air Staff duties, 20/12. 

Squadron Leaders A. Coningham, D.S.O., M.C., D.F.C., A.F.C., to 
R.A.F. Cadet College, Cranwell, 20/72. “IT. QO. Studd, D-F:C.,-to No. 4 
FYLS., Heypt, 26/21. 

Flight Lieutenants S. T. Freeman, M.B.E., to M.A.H.E., Felixstowe, 
8/12. P. Murgatroyd, to Heliopolis Details, Egypt, 29/11. W. As 
Harvey, to R.&A.F. Station, Upavon, 14/12. W. H. Poole, A.F.C., 
M.M., to No. 1t F.T.S., Netheravon, 20/12. P. H. McSwiny, to A. and G. 
School, Kastchurch, 1o/z1. W. R. Castings, M.B.E., to R.A.F. Depot, 
Uxbridge, on transfer to Home KEstab., 4/1, and to Air Ministry, 


A MAJOR TRADE.—Air Vice-Marshal Sir John Steel, K.B.E., C.B., C.M.G., 
Officer Commanding the Wessex Bombing Area, Air Defences of Great Britain, 
inspecting the passing-out term of Aircraft Apprentices at the Electrical and 
Wireless School, R.A.F., Flowerdown. At a meeting of the Royal Aeronautical 
Society on Dec. 16, Group Capt. R. P. Ross, D.S.O., A.F.C., commanding this 
unit, objected to Wireless being referred to as a ‘‘ minor trade.” 


300 Aircraft Apprentices at Flowerdown. 


They are a remarkably smart lot. 


Directorate of Personal Services, 10/1. C. H. Cahill, to M.A.EH.E., 
Felixstowe, 4/1. 

Flying Officers J. E. G-H. Thomas, to R.A.F. Base, Gosport, 9/12. 
N. T. Goodwin, to R.A.F. Depot, Uxbridge, on transfer to. Home 
Estab., 17/11. R. A. A. Cole, to Aden Flight, 24/11. F. G. Jennings; 
to C.FIS., Wittering, 21/12. 

Pilot Officers B. B. Dowling, B. E. Moody and W. J. Pickard, to 
No. 2 Sqdn., Manston, 14/12. H. D. Gunton and R. H. Donkin, to 
No. 13 Sqdn., Andover,. 14/12. J. A. Tindall and V. G. A. Hatcher, 
to No. 7 Sadn.,. Bircham Newton, 14/12. E. D. Mach. Hopkins); 
Cc. P. Ashton-Jinks, W. M. Phillips and G. A. Underwood, to No. 4 
Sqdn., S. Farnborough, 14/12. F. Gower-Jones and A. F. Merritt, to 
No. 12 Sqdn., Andover, 14/12. C. S. John, to No. 58 Sqdn., Worthy 
Down, 14/12. H. C. Johnson, to No. 99 Sqdn., Bircham Newton, 14/12. 
D. Mackenzie, to No. 207 Sqdn., Eastchurch, 14/12. HE. G. Searson, 
to No. 16 Sqdn., Old Sarum, 14/12. H. J. Walker, to No. 39 Sadn,, 
Spittlegate, 14/12. 

MrpicaL BraNCcH.—Squadron ITeaders R. EB. Bell, M.B:, to No. 23 
Group H.Q., Grantham, 6/1. T. C. St. C. Morton, MDS Dae ean 
H., to R.ACEY Depot; “Uxbridge; 2/ x: 

Flight Lieutenants G. H. H. Maxwell, M.B., to E. and W. School, 
Flowerdown, 18/1. KE. C. K. WH. Foreman, to H.Q., Halton, 20/1. 
I. P. McCullagh, M.B., to R.A.F. Station, Tangmere, 17/1. 

STORES BRANCH.--Pilot Officer H. M. S. Dawes, to No. 24 Sadn., 
Kenley, 17/12. 

CHAPLAINS: BRANCH.—The Rev. A. McHardy, M.C., M.A., to No. 
F.T.S., Digby, on transfer to Home Hstab., 6/T. 

The Imperial Defence College. 

The following officers of the R.A.F. will attend the first 
course at the College of Imperial Defence : 

Wing Cdr. R: EH? C. Pierse, DS Os eae Came see Wing 
Cdr. W. S. Douglas, M.C:, Di .Cypisea ys Wii Sate iced eee 
Tomkinson, D.S.O., A.F.C., ¢.s., Sq. Ldr. Gy Crime ies 
IDA Crs, (Da Setlh 

Signal Communication in War. 

A lecture was delivered at the Royal United Service Insti- 
tution on Dec. 15, by Major R. Chenevix Trench, O.B-E.) 
M.C., on ‘‘ Signal Communication in War.’’ Major-General 
A. R. Cameron, C.B., C.M.G., Director of Staff Duties, War 
Office, was in the Chair. 

Major Trench said that signal communication was one of 
the greatest problems of modern war. ‘The striking power 
of the sea, land and air forces of to-day was growing beyond 
a commander’s power of control. 

After describing the signal communication methods em- 
ploved in the Army, the lecturer went on to describe the 
signal communications used in combined operations. He de- 
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Top Speed ... 
Cruising Speed 
Span Sot 
Length 

Height a ace 
Rate of Climb at 
ground level 


130 m.p,h. 
110 m.p.h. 
79 ft. 6 in. 
66 ft. O in, 
Lt. O 17. 


765 ft.[min. 
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THE DE HAVILLAND 


HERCULES 


THREE ENGINED AIR '!LINER 
ENGINES: 450:H.P. BRISTOL JUPITERS. 


‘The ‘HERCULES’ produced to the order 
of Imperial Airways Limited for the Cairo— 
Karachi Air Mail Service is an ‘air liner’ in 
every sense of the word. Maximum comfort 
for the passengers combined with really high 
performance and the embodiment of every 
safety’ precaution render it the finest and 


most up-to-date commercial aircraft in the 
World.”’ Vide Press. 


The ‘‘ HERCULES ”’ with full load will take off and climb 
with only two engines running and with only one engine only 
loses height very slowly. 


The fuselage frame is constructed entirely of steel, the 
passenger cabin being mounted internally and insulated with 
sound proof material. 


A large luggage bay is located behind the cabin. 


The cabin can be warmed or cooled by the movement of a 
small lever. 


Sufficient fuel is carried for flights up to 525 miles. 


The auxiliary starter motor is operated from the pilot’s cocxpit. 


A complete wireless transmitting and receiving set is installed. 


THE DE HAVILLAND AIRCRAFT 
GOs ETD; 


STAG LANE AERODROME, EDGWARE, 
MIDDLESEX. 


Telegrams : Havilland, Edgware. 
Telephone : Collindale 6160-3. 
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seribed the work of a Squadron co-operating with a Division 
and said that all the wireless apparatus for these operations 
was found and maintained by the R.A.F. 

The lecturer also described the various methods of com- 
munication used, such as W/'T, R/T, flares, ground-panels 
and grappling, and their advantages and disadvantages. He 
thought that an advanced landing ground with a special 
cable to Divisional H.O. was necessary for Army Co-operation 
aircraft. 

Major Trench said that a successful example of the co- 
ordination of the three Services existed in the Signal Board, 
a permanent Board, sitting in peace or war, to co-ordinate 
the signals of the three Services. It was absolutely essential 
that the signallers of the three Services should use the same 
procedure and speak the same lafiguage. 

[This Board is shown in the Air Force List under the title 
of Signals Committee, and its R.A.F. members are Wing 
Cdr. G. P. Grenfell, D.S.O., and Fit. Lt. V. H. Tait.] 


se 
HIS MAJESTY’S ARMOURED CARS. 

Very few people, even in the R.A.F., unless they have 
served in Iraq, know much about the functions, manners and 
customs of the Armoured Car Sections of the Royal Air Force. 
Therefore one believes that the pictures which appear in this 
issue will be of considerable interest to many people in the 
R.A.F. as well as to the civilian readers of this paper. 

The armoured cars in Iraq were taken over by the R.A.F. 
from the Army when the supreme command in Iraq was 
given to an Air Officer of the Royal Air Force. Presumably 
the idea was that troops of His Majesty’s Army in Iraq 
should be used for garrison purposes and for the bigger puni- 
tive expeditions and that the mobile units for ordinary patrol 
work should belong to the R.A.F., whether in the air or on 
the ground. 

The personnel of the Armoured Car Companies are air- 
craftsmen of the R.A.F. under R.A.F. officers who have been 
taken off flying either permanently or temporarily. Thus the 
armoured cars afford a change of occupation which, however, 
is by no means a hayen of rest, as the pictures show. 

This inter-change of personnel naturally makes for easier 
co-operation between the armoured cars and the aeroplanes, 
as the officers of the A.C. Companies understand the move- 
ments and the needs of the aircraft with which they co-operate 
better than they would if they had no air experience. 

The duties of the armoured cars are exceedingly varied. 
For example, they may be used in ground operations against 
tribes which are causing trouble. A year or so ago armoured 


cars co-operating with aeroplanes utterly broke a raid by the 


forces of Ibn Saud, Sultan of Nejd, while that potentate was 
temporarily hostile, in the interval between being our war- 
time ally and again our ally to-day. These forces tried to 
raid the Trans-Jordan Kingdom which we have received the 
mandate to protect. 

Also the armoured cars do desert patrols and reconnais- 
sances when such work is required at closer quarters than is 
possible for aircraft. 

On the civil side they are employed in driving new trails 
on a compass course across the desert, which trails are of 
use to aircraft as well as to the motor caravans which in 
these days are becoming quite numerous. 

Most people are under the impression that the Nairn mail 
service between Haifa and Baghdad is the only motor service 
across the desert, but one gathers that several native firms, 
colloquially known as Wogs, also operate motor services be- 
tween Baghdad and Beirut, and that one of these, equipped 
with Lancia cars, is quite reasonably effective. 

Yet another of the duties of the armoured cars is to provide 
mail escorts for the Nairn Transport Company. These escorts 
run 500 miles out across the Syrian Desert in all weathers and 
temperatures, below freezing point in the Winter and up to 
127 in the shade in the hot season. 

Yet another form of duty is escorting persons of importance 
who cross the desert by car in preference to travelling by 
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air. One of these jobs recently was escorting Ali, the former 
King of the Hedjaz, and his family, across to Baghdad on 
a visit to his brother, King Feisal of Iraq. 

Among minor duties the armoured cars have been used to 
take out and erect lighthouses on the Cairo—Baghdad air 
mail route for night-flying practice. And they are generally 
used for the salvage of crashed aircraft and the destruction 
of such parts as may not be worth transporting. 

As the pictures show, it is the humour of the personnel of 
the armoured cars to give each car a name, after the manner 
of His Majesty’s ships. The idea is good, for its gives the 
car a personality which adds to its crew’s interest reay wate 

A few additional words describing the pictures may be of 
interest. 

No. 1 shows seven Rolls-Royces of No. 4 Armoured Car 
Company ready for the desert route. 

No. 2 shows how the crews of the car go into action when 
not actually firing from the cars themselves. This picture 
was in fact taken during a practice shoot. 

No. 3 shows the type of lighthouse which is being used 
experimentally on the desert route. This particular light is 
on the landing ground at Falluja and the people shown are 
the personnel of the armoured cars and Iraqui Arab police. 

No. 4 shows a Rolls-Royce wireless tender leaving the 
Euphrates Ferry at Falluja. 

No. 5 shows the Rutbah Fort, which is practically the half- 
way house between Palestine and Baghdad. It is actually 
300 miles from Baghdad. Besides being a fort it is a Govern- 
ment rest house, and a number of rooms in it are used by 
the Nairn Transport Company as an hotel. Presumably Im- 
perial Airways Ltd. will acquire similar premises. 

No. 6 shows a section of No. 4 Armoured Car Company with 
four Rolls-Royce armoured cars and two armed Fords, which 
apparently act as scouts and tenders. 

No. 7 shows a desert reconnaissance in progress, the force 
consisting of one armoured car as the fighting unit, with a 
Rolls-Royce tender carrying wireless apparatus and stores. 

No. 8 shows His Majesty’s armoured car Conqueror bogged 
near Landing Ground “H” on the Air-mail route. This 
occurred in March last. The box on the running-board is a 
36-gallon tank of water. 

Such bogging is a very frequent occurrence in the Winter 
season. The digging out of a bogged car is a troublesome 
job, for any effort to drive the car out merely digs the wheels 
in deeper. 

From what one can gather, none of our armoured cars are 
equipped with that variety of ‘‘ spade chain ’? which is ob- 
tainable from stock at almost any decent automobile store 
in the United States. For the information of those con- 
cerned, these chains are fitted like ordinary Parsons non-skid 
chains, but on the tread the place of the chain is taken by 
a cast-steel plate curved to fit the tread of the tyre, and from 
that plate rises at right-angles a thwart-wise rib about as big 
as a man’s hand. A wheel so fitted looks rather like a paddle- 
wheel of a ship. With these spades it is almost impossible 
for a car to get bogged unless a wheel falls into a hole. 

No. 9 shows the Iraqui camel police, who co-operate with 
the R.A.F. in the desert, taken at Habbaniya. They are said 
to be extremely efficient. Their uniform strikes one as 
curious in that it consists of a perfectly good whipcord tunic, 
rather like our ordinary field-service jacket, worn over the 
ordinary Arab petticoat instead of riding breeches. 

No. io shows armoured cars returning from a reconnais- 
sance over the Syrian Desert, and approaching the pontoon 
bridge at Baghdad built by the late General Mande. 

Of the two independent pictures, one shows H.M.A.C. 
Conqueror in action, using the Nahrwan Canal as cover. This 
canal is part of the old Babylonian canal and irrigation system 
dating to anywhere before 600 B.c. The other shows one 
of the Nairn desert mail cars which run between Haifa and 
Baghdad. ‘These cars are all Cadillacs, but one gathers that 
Mr. Nairn would have used Rolls-Royces if they had been 
obtainable when he started the service. 


On the left is H.M.A.C. ‘‘ Conqueror ’”’ firing, and on the right is one of the cars of 


the Nairn Transport Co., who run a regular mail and passenger service between Haifa and Baghdad across the 
desert. The route is patrolled and guarded by Armoured Cars of the R.A.F. 
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Safety, Speed 
& Comfort 


IN WESTLAND MACHINES 


For eleven years we have been designing 
and building aeroplanes, and to-day the 
reputation of Westland Aurcraft for safety, 
sheed and comfort 1s world-wide. | 
1. The Yeovil Bomber. | 
2. The Westland Widgeon. é : : , : | 
Our designs comprise all types from private single 

seaters to large twin engined bombing machines. 


In these days road travel is anything but pleasant. By owning a light | 
passenger machine you can recapture the joys of travel. We intend to | 
publish shortly particulars of Widgeon III, a light passenger Monoplane | 
which will be within reach of the man of moderate means. The machine | 
folds, and will go comfortably into an ordinary garage. Widgeon II, the | 
barent machine was the fastest machine in the Grosvenor Cup Race this | 
year, with an average speed of 105.5 m.p.h. | 


We are supplying numbers of machines to the Royal Air Force both at 
home and abroad. We have our own 4 ft. wind channel for testing 
| models, and our extensive aerodrome is situated by the side of the works 
for testing the finished machines. Enquiries are solicited for aircraft for 
all purposes. 


WESTLAND AIRCRAFT FOR BUSINESS OR PLEASURE. 


WESTLAND AIRCRAFT WORKS 


(Branch of Petters Limited), 


YEOVIL ENGLAND. 
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WITH THE ARMOURED CARS IN IRAQ.— (Left to 
“ Harvester’s’’ gun. (3) The light-house at Falluja. 
Fort, on the Air Mail Route. (6) ‘‘B’’ Section, No. 4 Coy. 


(9) Iraqui camel police. (i0) The Maude Bridge, Baghdad. 


right, top to bottom): (1) Rolls-Royce cars of No. 4 Coy. (2) 
(4) W/T tender coming off the ferry at Falluja. (5) Rutbah 
(7) A desert reconnaissance. (8) ‘* Conqueror’ bogged. 
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Aeroplane 


AIRCRAFT 


OF ALL TYPES. 


(Flight Photo. 


THE ‘“‘ HORSLEY.” 


The Hawker Horsley was selected, after exhaustive tests, as 
the R.A.F. Standard Day Bomber, once again demonstrating 


the efficiency of Hawker design and _ construction. i 


THE H. G. | 
HAWKER ENGINEERING Co,, LTD. i 


LZZZLIEESSS 


KINGSTON. BROOKLANDS. 
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THE RHYMES OF RUFUS RUDERBAR. 
At the Depot. 


T. SQUADRON. 
Before a raw recruit is made 
To take his place upon parade 
He’s led off to the Transport Yard 
Where aero-engines, running hard, 
Direct their blasts upon his stomach 
And make his quivering ear-drum ache 
And gradw lly inure him to 
Our S.M.’s soft and dove-like coo. 


(The ostensible reason is to teach recruits airscrew 


drill, but the real reason is as stated.) 
ScHOOL oF P.T. 
Contortions that would lay out flat 
With envy any acrobat 
Are here performed in normal course 
To benefit our vital force; 
And while the doctors glum look on 
To see their occupation gone 
And pass remarks in accents bitter 
The R.A.F. grows daily fitter. 
Each day the supple personnel 
More supple grow and soon they’ll well 
Attain the object of this school— 
To make a human two-foot rule. 


"THe CENTRAL BAND. 
As one wanders through the grounds 
The ear’s assailed with horrid sounds— 
Pandemonium let loose-— 
Like the vulgar, loud abuse 
With which the larger felines greet 
Their keepers as they bring them, meat. 
These dreadful sounds, I understand, 
Denote the practice of the Band. 


“THE STORES OFFICER. 
You'll find him in his office seated, 
A cosy spot and snugly heated 
With COAL, the best from off the pile, 
And chuckling gaily inwards while 
Those who have incurred his hate 
Get naught but high-explosive slate. 


Our Adjutant. 


(AN AUTOBIOGRAPHICAL MEMORY.) 


Our Adjutant’s a wizard and can prove by rule of three 

That none upon the station works so steadily as he; 

For when the gay thermometer beneath the heat wave mounts 
Yow ll find him trotting sternly off to check the bar accounts. 
His motto is ‘‘Decentralise as largely as you can ae 

Which means “Sit back and take a rest and let some other man 
Do dirty jobs, while you look on to see he doesn’t shirk— 
And anyhow you’ll always find some fool who looks for work.”’ 


Our Adjutant’s a hermit and, except for short week-ends, 
He never, never goes on leave for binges, busts or bends; 

He labours hard from Tuesday night to Thursday morn or so, 
Then off upon his short week-end our Adjutant doth go. 


Tll admit that this is libellous against the average 
Adjutant who slaves away to fill the virgin page 
With periodical returns which Ministry devours, 


But this one is a wizard, is this adjutant of ours! 


The Pen is Mightier than the Sword. 
The Rulers of our fate are men 
Who wield a keen and subtle pen: 
Gone are the days when strength and skill- 
At-arms, allied to dauntless will, 
Could wrest from life a competence 
Or teach a less skilled foeman sense. 
Proclaim the dreadful truth abroad— 
The Pen is mightier than the Sword. 
The erring youth in days gone by 
Who had incurred the angry eye 
Could most emphatically reck- 
On he would get it in the neck. 
But that is changed; the peccant he 
Is merely assured that the 
Air Council with displeasure note 


That he has played the giddy goat 
And nowadays does C. G. G,, 
When up against the Admiralty, 


Pick up a large and knobby mace 
And bash a Sea Lord in the face? 
Or else in Whitehall have a fight 
To settle which is in the right? 

No! Snugly seated in his den 

He reaches for his fountain-pen. 


MALLITE 


THE AERONAUTICAL 


PLYWOOD 


STRONGER AND MORE DURABLE THAN METAL 


For AERO and SEAPLANES manufactured to the 


BRITISH AIR MINISTRY SPECIFICATION 2.V,3 by the 


AERONAUTICAL & PANEL PLYWOOD CO., LTD. 
218-226, Kingsland 


Phone ; Clissold 3680 (3 lines). 


Gone are the days when forcefulness 
Could rescue damsels in distress; 
The Sword cannot avert the wreck, 
The Pen alone can sign the cheque. 
When Air Vice-Marshals quail before 


The Pencil of an auditor 
It must be clear to lesser men 
The Sword cannot compete with Pen 


The Spread of Aviation. 
It is not strange a BIRD should play 
Above the tree-tops—EKAGLH, JAY, 
PEACOCKE, PIDGEON, WREN and ROOK, 
HOBBY, FINCH and CHICK and DUCK, 
COCK and WOODCOCK, SWANN and DOVE 
Disport themselves in realms above— 
But wide-spread aviation’s nigh 
When other creatures start to fly. 
For BROCK the badger leaves his lair 
To. taste the joys of upper air; 
The lordly SALMOND and the PARR 
And ROACH all aviating are; 
The SPRATT, the PIKE, the BRILL, the DABBS 
Leap lightly from their marble slabs. 
While rising from the vasty deeps 
Into the air the DOLPHIN leaps 
To join the BULLOCK and the STEER 
In mazy aerial career. 
The FOX, when followed hard by hounds, 
Above the cloud-banks swiftly bounds 
To frolic gaily there amid 
The gambols of the LAMB and KIDD. 
If things continue at this gait 
All nature wide will aviate 
And only Kiwi will be found 
With toes dug fast in solid ground. 


[ NOTE :— 
All these animals exist 
Within the Monthly Air Force List. 


I know that Rook should rhyme with Look 
And Duck should rhyme with Luck, 

But Duck must here be rhymed with Book 
Or Rook be rhymed with Muck. 


The Further Spread of Aviation. 
[Demonstrating that the Kiwis must fly if they wish to remain on 
the ground.] 

Bach animal with FEATHER, HIDE and SCALES a-flying goes 
And this example’s followed by each PLANT and FLOWER that blows, 
The CAMPION and LAVENDER, the STOCKS, the PINK, the ROSE; 

And HAY and ROOT among the crops in MEADOWS, FIELD and 

PLAYNE, 
Where rustic STILES lead off from RHODES along the quiet LANE. 


While all the merry GREENWOOD—the ALDER, BIRCH and PYNE, 
The POLLARD, BERRY, OAKES and BUSH, ELLAM, TEEK and 
VINE, 
FORREST, WOOD and GLEN and GROVES—has fallen into line 
With WATERS, POOL and BOURNE and FORD, with BURNS and 
BROOKE and WEIR 
And all are flying gaily through the crowded atmosphere. 


CLIFF and CRAIG and HEATH and DOWN and MEAD and MARSH 
and DALE 
Across the noisy HEAVEN on their AIREY pinions sail, 
While MOSS and COMBE and PARK behind come swiftly in their 
TRATLL,; 
And joys of aviation DREW the CHAPPELL KIRK on high 
Where, joined by FLINT and STONE and ROCK, incessantly they 
fly. 


So thus we reach the following and curious paradox— 

Since mammals, fishes, reptiles, and forests, rivers, rocks, 

And flowers and fruit have joined the birds to fly in airy flocks 
The wretched Kiwi soon will find he has not anywhere 
To place his feet on solid ground unless he takes to air. 


THE AIR SERVICES ASSOCIATION. 

The Annual Re-union of the Air Services Association will 
take the form of a supper and dance at the Victoria Man- 
sions Restaurant, 24, Victoria Street, S.W.1, on Jan. 8, at 
7.30. 

The promoters hope to be able to organise a whist drive 
if sufficient non-dancers are interested. 

Tickets, 4s. 6d. each, may be obtained from D. H. Sim- 
monds, hon. sec., 50, London Wall, E.C. Guests may be 
invited and new members can be enrolled at the Restaurant. 
The Association includes serving members of the R.N.A.S., 
REC, RAS, and W RAF. 


Road, London, E.2. 


Grams : VICPLY, KINLAND, LONDON. 


DECEMBER 22, 1926 The Aero plane 843 


Aircraft Equipment : 
eas vey Meets we Vie purpose if its a —ss 


eguipmert 15 unsatislactoly 


She several tterns which will for the subyect of Am munition. 
this serres of announcements are contidently ee 
recornmended to the constderation of all Aircraft Bom bs ref Gear. 


Designers, Manufacturers and Users, arid to alf 


concerned in the equipment of Air Organisations Camera, Air 
(‘Eagle’). 
sek ede! 


AIR PHOTOGRAPHY for CIVIL AIR SURVEYS, Lights. 
and for MILITARY RECONNAISSANCE, Guns, Belt and 
demands apparatus that will produce the most perfect resuits in rum eed. 


( VICKERS SCARFF). 


the minimum of time. _ Gun Cameras 

. HA KT cy) _ (HYTHE MK). - 
/AGLE » Aartomatic “Gun Mountings 
(Ame -Oleo-Pneumatic 
Undercarriages 

is the most up-to- & Tall Skids. 
St are Petrol & Oil | 
of its class. . Accessories. 
item of the equp- (eaMgnelcce rence 

ment of Air Sur- Stores. 


veyors and Aijr 


ee, | Reid Control 


The many advantages of the ‘* Eagle ” Camera, will be realised | Indicators. 
after perusal of its illustrated deszription, which may be obtained StreamlineWires 
upon application to VICKERS LIMITED (Sole Selling Agents). & Steel Tierods. 


Manufactured by Etc Etc 
WILLIAMSON MANUFACTURING Co, Ltd., WILLESDEN GREEN, N.W.10 : 2 


Be set Department: 
Vickers House kd Broadway, Selephone: VICTORIA 6900 
LON D ON ,S.W. ie Je/egrams:NICKERS, SOWEST,LONDON. 
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To be known as one who has visited the Paris Aero Show 
and to appear in any of those places where the more or less 
air-minded do congregate is to invite interrogation. The 
general nature of such an interrogation is usually decidedly 
comprehensive—it will take some such form as ‘“‘ What do 
you think of it? ’—“ Is it worth seeing? ’’—‘‘ Is there any- 
thing interesting there? ’’—‘‘ Are the French really doing 
anything worth mentioning? ”’ etc. 

Now questions such as these can be answered very simply. 
There were at the Grand Palais—apart from side-shows such 
as the exhibits of the French Military Air Service, the Air 
Lines, the Section Technique, and so forth—fifty different 
aeroplanes and just about fifty different engines. It is a 
little difficult to conceive of an exhibition of which this could 
be true which would not be worth seeing, or which would not 
contain something interesting. And therefore the general 
answer to these general questions must be ‘“‘ Yes.”’ 

When that answer has been returned however it is invari- 
ably found that the interrogator wants more detailed infor- 
mation. What in particular is worth seeing? How do French 
aircraft compare with our own in design, construction and 
performance? and so forth. 

Now these questions are exceedingly difficult to answer 
shortly and accurately,—more particularly when one has just 
returned from a three days’ visit in which one has had to 
attempt to collect data concerning practically every one of 
the roo aeroplanes and engines there assembled. 

The Show is open for nine hours daily, but even journal- 
ists require occasional refreshment. Say one has eight hours 
a day in the Salon—that means gathering impressions and 
making notes of strange machines and engines at the rate 
of a little over four per hour. This produces a _ certain 
amount of bewilderment for a day or two, and requires time 
for mental digestion. However one will attempt to put some 
impressions of a more or less detailed nature on record. 


AEROPLANE DESIGN. 


In the matter of design there is a considerable difference 
between British and French practice. The French are a 


ruil naira 
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The Aeroplane 


THE TREND OF AIRCRAFT DESIGN 
BY SW. 
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IN FRANCE. 


SAYERS, 


mechanically ingenious race with a hankering after novelty, 
Whereas British designers may be suspected of somewhat 
too great a regard for ‘‘ Safety First ’’ and seem loth to 
abandon the well-tried braced biplane, French designers are 
asa race out to try to produce something aerodynamically 
novel in the hope that it will also prove efficient. Hence a 
much greater variety of aircraft types is to be found in 
France. 

It may be doubted whether these machines on the whole 
have any great advantages over the British type of braced 
biplane. Such as they may have are due rather to general 
cleanness of body lines, and to the decidedly different regula- 
tions in regard to stress requirements which are enforced in 
France. 

It can be said that some of the best French machines com- 
pare very favourably indeed with the products of any other 
nation in their own class. It is difficult in the face of its 
actual achievement to believe that the Breguet XIX. is any- 
thing other than one of the World’s very best aeroplanes, 
and the amazingly large share of the World’s Records held 
by French aircraft could never have been secured by poorly 
designed and badly constructed machines. [On the other 
hand no Air Ministry stress merchant would pass the 
Breguet system, which is common to other French Firms, of 
carrying the main load-wires to the undercarriage, and, 
worse still, through the centre of the wheels. And one 
doubts whether any R.A.F. squadron which did a lot of fly- 
ing would consent to use the springing system of those same 
wheels.—c. G. G.] 

ART VERSUS COMPILATION. 

On the other hand, some of the products of quite well 
known French designers are startling, almost unbelievable. 
The explanation of this state of affairs is one believes to be 
found in French national characteristics. A French designer 
does seem to see his design as one complete unit, and the 
whole has to satisfy his eye. Designing is treated for what 
it really is—an art. Some of it is mighty poor art—some, 
on the other hand, is amazingly good. 
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UNDERCARRIAGE SPRINGING FROM THE PARIS SHOW.—Left, the springing of the three-engined Fokker 
monoplane (type F.VII 3M.). Top, centre, the Morane shock absorber encased in a duralumin undercarriage strut. 
Right, top, the Béchéreau springing, which is fitted with a small pneumatic dash-pot. Right, bottom, the spring- 
ing of the Mureaux monoplane. The top of the wheel and the axle-box girder are covered by a pressed duralumin 


housing, which is not shown. 
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TITANINE-EMAILLITE, LTD., 
EMPIRE HOUSE, 


175, PICCADILLY, LONDON, W.1. 


Telegrams & Cables: “Tetrafree, Piccy, London.” 
TELEPHONES Codes: WORKS: Hendon (London), 
Regent 4728. A.B.C. 5th Kd. and Bentleys. New Jersey (U.S.A.). 
Gerrard 2312. Milan (Italy). 


KINDLY MENTION “ THE AEROPLANE ’” WHEN CORRESPONDING WITH ADVERTISERS. 


The Aeroplane 


Won 


SAMA MNY N 


fir worn ae UU Cf Mf 


METAL: AIRSCREWS AT THE PARIS SHOW.—Left, the Levasseur adjustable pitch airscrew. 
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In this the 


forged blades. of duralumin are screwed (internally) and fit onto the steel boss. A vernier locking device permits 


small adjustments of pitch. 


Centre, the Comte forged duralumin airscrew marketed by the Loire-Gourdou- 


Leseurre firm. Right, the new Levasseur-Reed with the latest Reed steel boss rendering the boring of bolt holes 
unnecessary. 


The English designer is a much more practically-minded 
person and is rather apt to regard an aeroplane as an assem- 
blage of organs (wings, fuselage, tail, undercarriage and 
power plant) which provided that each unit is up to its own 
particular job is bound to function when put together. And 
in fact it does, very much better than the bad specimens of 
the artistically designed type, but not so surprisingly well as 
the really successful ones. 

PERFORMANCE FIGURES. 

On the face of the figures for performance given by the 
French manufacturers it appears that taken all round the 
French Air Services get surprisingly good performances from 
their newer machines when the figures for useful load and 
engine power are considered. When one attempts to com- 
pare these figures with corresponding figures for British air- 
craft however somewhat serious difficulties arise. 

In the first place the official test figures for new British air- 
craft are usually not available for the most recent types of 
machine. Secondly, when they are, they are not directly 
comparable with the French figures. One reason for this is 
that a French aeroplane on official tests does low altitude 
speed tests with an airscrew designed for speed, and climb 
tests with an airscrew designed for climb. 

The argument in favour of this process is quite rational. 
If you want to use the machine for speed work low down or 
to know the best it can do under those conditions, you must 
fit an airscrew of characteristics distinctly different from 
those giving the best results in climb. 

3ritish machines, however, are compelled by the Air 
Ministry to do all their tests with one air-screw designed to 
give the best all-round performance, on the grounds that 
even if it were intended to use the machine sometimes as a 
low-altitude fighter and at other times as high up as it can 
be coaxed you cannot in service carry two alternative air- 
screws about with you and change them as required. The 


DETAILS FROM PARIS.—Left, strut fitting on the Breguet duralumin float. 
the carburretor of the Jupiter engine on the Loire-Gourdou-Leseurre Fighter. This takes the place of the standar 
exhaust air heating arrangement usual with the Jupiter. 


result is that British figures give a lower maximum speed 
and a lower climb than could be attained if French practice 
in this matter were adopted. 

[Of course the Air Ministry argument, like those of most 
experts, is sheer nonsense. In war a machine should have 
either speed or climb. A compromise is dangerous. And 
there would be no real difficulty in war, when money is 
worth nothing, about transporting two classes of airscrews 
for each fighting machine.—c. G. G.] 

STRENGTH AND STRUCTURE WEIGHT. 

A second feature which makes difficult the comparison of 
French and British designs on a basis of absolute merit is 
to be found in the difference between official requirements 
as to strength. The predominant strength requirement for 
French service aircraft is capacity to stand pulling out of a 
dive at high speeds. So the French Authorities call for very 
high factors in the wing structure when the C.P. is fairly 
far forward. 

To meet this requirement the average French high-speed 
machine has its rear spar far forward in the chord, where it 
will take a large share of the load in this condition, and con- 
sequently, despite the very high factors achieved, French 
wings are not as much heavier than British wings as might 
be expected 

In this country the diving condition is given great import- 
ance, not so much from the point of view of pulling out of 
a dive, as from a consideration of the very great torsional 
stresses on the wing, and the very heavy loads on tail and 
fuselage, which occur in a dive at high speed. To secure 
the load factors in nose dive which are demanded in this 
country, it is advantageous to keep the rear spar well back 
in the chord, where it contributes little to the strength of the 
wing when pulling out of a dive, and to use a very strong 
fuselage and tail structure, which are not currently found in 
French designs. 
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Right, the muff supplying hot air to 
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World’s Non-stop Record Broken 
on WAKEFIELD CASTROL! 


On October 28th, M. Coste and Capt. —thus breaking the World’s long-dis- 
Rignot left Le Bourget on a Brequet tance non-stop record. They then flew 
XIX biplane (500 h.p. Hispano-Suiza on to Calcutta, and thence returned 
engine), and 32 hours later landed at to Le Bourget, having covered in al! 
Jark,Persia,having covered3,390 miles 12,420 miles in 106 hours’ flying time. 


To ensure the absolute reliability and minimum consumption 
essential to beat duration records, M. Coste and Capt. Rignot 
followed the well-established precedent by using — 


WAKEFIELD 
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the product of an all-British Firm. 
C. C. WAKEFIELD & Co., Ltd., Wakefield House, Cheapside, London, E.C.2: 
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Telephone: 
No. 4773 (3 lines). 
(P. B. Ex.) 


GEORGE - PARNALT & C2 


PROPRIETOR GEORGE G PARNALL., Telegram ss 


AIRCRAFT DESIGNERS & CONSTRUCTORS. WaRbLANES” BRIS TOe- 


Experimental 
Works and Test 


Station :— 


London Office :-— 
EVELYN HOUSE, 
62, Oxford St., W.1. 


| Yate Aerodrome, 
i 
| Tel. Museum 4375. 


Gloucestershire. 


’ Tel: Chipping: 
Sodbury 50. 
| 
~ 
Parnall Plover Single-Seat Ship’s Fighter. Jaguar or Jupiter Engine. 
FACTORIES " 
PARK ROW, BRISTOL:: 
DESIGNERS & MANUFACTURERS OF COLISEUM WORKS cates amen o 
whey a hg AD ie alee PA R K ROW QUAKER FRIARS, BRISTOI 


SPARE PARTS SUPPLIED :..:. 


BRISTO L MIVART STREET, BRISTOL 
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It has been said that, as a result of this difference of atti- 
tude as regards strength, the British type of fighter is quite 
safe in a dive but liable to fail if pulled out brusquely at 
high speeds, whereas the French fighter could quite safely 
be pulled out of a dive if it did not fail before the pulling-out 
stage was reached. 

The fact is that no modern high-speed machine may safely 
be dived to its limiting speed and then pulled out with any 
sort of vigour. French technical opinion seems to regard 
the danger of ham-fisted handling in a reasonably high-speed 
dive as greater than that of holding on in a dive till an ex- 
cessive speed is attained. British opinion seems to be the 
precise contrary, yet both opinions lead to the production of 
reasonably safe machines. Possibly the explanation is to be 
found in the characteristics of the average pilot of the two 
nationalities. 

Certain authorities have expressed the opinion that the 


difference between the French and British stress require- 
ments should not account for any serious difference in struc- 
ture-weight between machines of the two countries, This 
opinion does not seem to square with the facts. French 
wings, in high performance machines, are probably a little 
heavier than British wings for similar machines. On the 
other hand French fuselages and tail units certainly look a 
lot less substantial than corresponding British organs, and 
over-all one believes that the French gain on total structure 
weight. 

As a result they are able either to carry a larger disposable 
load on the same power-loading and performance, or the same 
disposable load with a lower power-loading and a better per- 
formance. As against this British machines are distinctly 
more robust than the average of French machines and will 
pretty certainly give better service under arduous conditions. 

(To be continued.) 
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WIRELESS ON THE CAIRO—KARACHI LINE. 

The importance cf adequate communication between com- 
mercial aircraft in the air and the ground organisation upon 
which all aircraft ultimately depend is now generally realised. 
On the Cairo—Karachi Air Line which is to open early in 
1927, the importance of such intercommunication is if any- 
thing greater than it is on the European air lines. 

The only practicable method of providing such inter- 
communication is by means of wireless telegraphy or tele- 
phony, and in equipping the new air line advantage of the 
experience already gained in the Continental services of Im- 
perial Airways has been used. 

A complete cham of Marconi aerodrome ground stations 
is being provided along the whole route by the Air Ministry, 
and the D.H.66 machines to be used on the route are all 
fitted with the Marconi 150 watt A.D.6 Telephone-Telegraph 
equipment. ‘his is of the same type as that now in service 
on. other Imperial Airways machines, but modifications and 
improvements have been made to suit tlhe new conditions. 

Hitherto it has been customary to fit aircraft with two 
separate windmill-driven generators, one supplying power 
for lighting purposes and the other giving both high and low 
tension supplies exclusively for wireless purposes. On the 
D.H.66 one generator alone is used to supply power for both 
purposes, and this generator is driven by a new type of auto- 
matic constant-speed windmill which will maintain the 
generator voltage constant at any air speed between 60 and 
130 m.p-h. 

In the event of a forced landing this dual purpose generator 


A Marconi A.D.6 Transmitting and Receiving set. This 
is shown installed in a Handley Page Hampstead belong: 
ing to Imperial Airways Ltd. The control switches may 
be seen above and to the right of the control wheel. 


may be driven as a motor-generator from the battery used in 
the lighting system, to supply power to the wireless trans- 
mitter. In addition, this generator may be coupled to the 
Bristol gas-starter engine which is carried, thus making it 
possible to maintain communication over longer periods than 
the limited battery capacity would allow. 

The A.D.6 aircraft equipment, which is illustrated as fitted 
in the Handley Page Hampstead is a combined transmitting 
and receiving set which is normally completely enclosed, and 
can be fitted in any convenient position in the aircraft. It is 
controlled from the cockpit by a compact system of switches, 
and only needs attention other than operation of these 
switches, if repairs or replacements become necessary. 


IMPERIAL AIR COMMUNICATIONS. 


[The Approach Towards a System of Imperial Air Com- 
munications, by the Secretary of State for Air. 91 pp. 
and 25 maps. H.M. Stationery Office. 5s. net.] 


The Air Ministry has published in the form of a Blue 
Book the Memorandum by the Secretary of State for Air laid 
before the Imperial Conference, 1926, together with the Re- 
port of the Imperial Air Communications Special Sub-Com- 
mittee. 

The Memorandum contains a comprehensive review of the 
civil air activities of the whole world and is illustrated by 
a large number of maps and diagrams. 

The section dealing with the approach towards a system of 
Imperial Air Communications covers the rise of aeroplane 
transport from 1920 to 1926, the first Imperial Aeroplane 
Services, the progress towards the establishment of Imperial 
Airship Services and the future of Imperial Transport. 

In his foreword to the publication, the Secretary of State 
for Air says :—‘‘ Intensive concentration upon technical re- 
search and development, and upon the study of meteorology, 
has greatly strengthened the foundations upon which future 
progress can be achieved.”’ 

The publication is a useful record of progress up to the 
present time, and the maps are excellent 


THE NEXT AERO SHOW IN PRAGUE. 


The Aeroklub Republiky Ceskoslovenske, otherwise the 
Aero-Club of the Czecko-Slovak Republic, intimates that its 
Fourth International Aeronautical Exhibition will be held in 
Prague from June 4 to June 16, 1927, under the auspices of 
the President of the Czecho-Slovak Republic. 

Remembering the success of previous Aero Shows in 
Prague, and the number of visitors who have been attracted 
there from all the Central and Northern European countries, 
it is to be hoped that the British Aircraft Industry will make 
a co-operative effort so that British aircraft may be ade- 
quately represented. 


A SPANISH WEST AFRICAN FLIGHT. 


On Dec. to a flight of three Dornier Wal flying boats 
(Rolls-Royce engines) left Melilla to fly to Fernando Po, 
Spanish West Africa. Major Rafael Llorente is in command 
of the flight, and Capts. Antonio Llorente and Ignacio 
Jimenez are the pilots of the other two boats. Each machine 
carries three officers and one mechanic. 

The flight will be carried out in nine stages as follows :— 
Melilla—Casablanca—Las Palmas—Port Etienne—Dakar— 
Konakri—Monrovia—Grand Bassam—Lagos—Fernando Po. 

On Dec. 12 the three boats left Casablanca at 08.17 hours 
and arrived at las Palmas at 16.00 hours. 


WHAT’S IN A NAME? 


Capt. Pelletier Doisy, the well-known French aviator and 
Rugby player, has recently won an action against a distiller 
who named an apéritif ‘‘ Pivolo,” the pilot’s popular nick- 
name. 

Pivolo was awarded 10,000 francs damages and the de- 
fendant was ordered to remove his name from all prospec- 
tuses and advertisements under a penalty of 200 francs for 
each contravention. 
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THE FLYING CLUBS. 
The London Aeroplane Club. 


Report for week ending Dec. 18. 

Total flying time 20 hrs. 30 mins. ‘There were three blank days owing 
to fog and rain. 

The following members received flying instruction :—J. J. Hofer, 
H. R. Presland, J. E. Sawyer, E. R. Wilson, M. P. Susman, H. Soloman, 
J. G. Crammond, A. J. Richardson, B. Roxburgh Smith, A. J. Lingard. 

The following had solo flights:—C. E. Murrell, H. Spooner, T.ady 
Bailey, S. O. Bradshaw, N. Jones, L. J. C. Mitchell, J. H. Saffery, 
G. Terrell, G. C. Bonner, A. R. Ogston, O.. J. Tapper, K. V. Wright. 

The following members had joy-rides:—J. J. Hofer, Miss Wilson, 
Miss Morris. 

The Club will be closed down for one week from Thursday, Dec. 23. 


The Lancashire Aero Club. 

Report for week ending Dec. 18. 

Total flying time for week 9 hrs. 30 mins., made tp as follows :— 

Dual with Mr. Brown :—Messrs. Wade 1 hr. 20 mins., Crosthwaite 50 
mins., Birley 4o mins., Leigh 35 mins., Hughes 30 mins., McNair 25 
mins., Fallon 25 mins., Miss Emery 25 mins., Messrs. Newton and 
Harper 20 mins. each, Hargreaves, Dobson, Anderson and Nelson 15 
mins. each, Costa 10 mins. Solo :—Messrs. Lacayo 45 mins., Costa 
I5 mins., Goodfellow and Dobson 10 mins. each. Joy-ride :—With 
Mr. Costa, Mr. Torres 20 mins. ‘Tests:—so mins. 

There is really nothing amusing to record, unless one includes 
the fact that Mr. Dobson, our Mono engine expert, went solo on 
Wednesday. On the same day our chairman set off Helvellyn-wards 
on his super-Gosport, but had to turn back at Windermere on account 
of weather conditions. He got back to Woodford safely through a 
mixture of fog and snow-storm, which was quite a stout effort. In fact, 
it deserves another little parody, thus :— 

John had John had a 
Great big Wonderfull 


Oversize Radial 
Wheels on Engine— 
John hada So: * oth? 
Great big (said John) 
O-le- © We go.” 
@; 


I have been challenged to say anything original this week about 
our deplorable weather. As it is practically the sole topic of con- 
versation among our members it is obvious that the only original 
thing left to say about it is nothing, which I propose to say accordingly. 

A Happy Christmas and Good Iandings to Everybody. 


The Newcastle-upon-Tyne Aero Club, 
Report for week ending Dec. 109, 
Total time flown 8 hrs. go mins. Dual 4 lirs. 25 mins. Solo 
5 mins. Passenger 10 mins. ’ 
The following members flew under instruction :—Messrs. M. Kennedy, 
A. Bell, .R. Stawart, ‘Turnbull, H. Ellis, Miesegaes. 


} hrs. 


DOPES AND 


SUPREME 


For tautening, weather-proofing ; 


EXCLUSIVELY USED ON ALL BRITISH AND ALLIED WAR PLANES. 


Used on FIRST AEROPLANE ACROSS ATLANTIC, FIRST AEROPLANE 
TO AUSTRALIA, AND R.34 AIRSHIP TO AMERICA AND BACK. 


ECONOMICAL. 


Sole Manufacturers in Great Britain of Cellulose Acetate. 


BRITISH CELANESE LIMITED. 


Head Office and Sales Department: 8, WATERLOO PLACE, LONDON, S.W.1, 
Telephone: Regent 4045, 


Works: Spondon, near Derby. 


CELLULOSE 


“NOVELLON ” 


FIRE RESISTING - - . 
- DO NOT DETERIORATE IN STORE - 


FOR ALL CLIMATES. 


Mr. J. D. Irving and Mr. D. Mathews flew solo during the week. 

The following members flew with passengers :—Mr. R. N. Thompson 
with Mr. Percy, Mr. C. Thompson with Mrs. Heslop, Dig Hi les. 
Dixon with Mr. F. H. Phillips, and Mr. R. N. Thompson with Mr. 
and Mrs. Willis. 

Mr. Irving successfully passed the tests for his Aviator’s Certificate 
on Saturday, in spite of a very strong and gusty wind. 

Flying was possible only on Monday, Saturday and Sunday, owing 
to gales on the remaining days of the week. 

On Friday, Mr. Ellis with Mr. Heppell as passenger brought up a 
new Renault Avro from Witney to Sherburn, completing the -journey 
to Cramlington on Saturday. Unfortunately the Renault developed 
trouble during the last mile of the journey and it could not be put 
on service on Sunday. 

G-EBLX (Moth), the only machine on service for training at present, 
had engine trouble on Sunday morning, a broken piston causing Mr. 
Parkinson to execute a very difficult forced landing while flying with 
Mr. Kennedy, who was under instruction at the time. The engine 
cut out just after leaving the aerodrome and it was only through 
Mr. Parkinson’s skill that the machine was undamaged. 

The Moth and the Avro should be both on service for the Holidays. 

The aerodrome will be closed down on Christmas and New Year’s 
Day only. Flying will be as usual on other days. 


The Midland Aero Club Ltd. 

Report for week ending Dec. ce 

Total flying time xr hr. 30 mins. 

The meteorological people having enveloped the aerodrome in a fog 
of the best quality, complete with particles of carbon, flying has been 
practically nil. 

Messrs. J. Brinton and G. V. Perry made solo flights. 

The Club will be closed down during the Christmas Holidays, from 
Dec. 23, to Wednesday, Dec. 29. 


The Yorkshire Aeroplane Club. 

Report for week ending Dec. 17. 

Total time flown was only 2 hrs. 55 mins., arrived at as follows :— 

Solo 1 hr. 55 mins. Dual 4o mins. ‘Test ro mins., and a joy-ride given 
by Mr. Carter ro mins. 

Messrs. Dawson, Mann, Watson and Wood flew solo, and Mr. Lax and 
Miss Woodhead received dual instruction. 

On Saturday, 11th, the first Aerial Commercial Traveller made his 
appearance at the aerodrome when Messrs. C. P. B. Ogilvie and ds Pac 
Phillipps took us by storm in their Avro G-EBSB. They had set out 
from Birmingham a few days previously and had since been touring 
the country calling at the principal towns en route for the purpose 
of taking orders for the “ Tellus” Super-Vacuuim Cleaner, a sample 
of which was carried in the machine. Mr. Phillipps informed us that 
one of the other Clubs had been extravagant enough to purchase on¢ 
for cleaning out the interior of their Moths, but in spite of all the 
merits he claimed for this elaborate apparatus we refused to take 
the bait by following their example 

Perhaps if he would arrange to call next time with a cheap line 


ACETATE 


VARNISHES 


also petrol and castor-oil proof 


SAFETY FIRST. 


Dope Works: Maybury Gardens, 
Willesden Green, N.W.10. 


Telephone: Willesden 1619 and 2380. 
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TheSUPERMARINE “SOUTHAMPTON” 
TWIN-ENGINE FLYING BOAT 


(Iwo Napier-Lion Engines.) 


\ 
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CELLON 


Sits IDlejeie wit 
Proved Efficiency” 


CELLON (Richmond) td. 


Cellon Works, Petersham Road, 
Richmond, SURREY. 


Telegrams: 
AJAWB, Richmond, Surrey. 
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Telephone: 
RICHMOND 2213 (3 lines). 
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in Super-Rat-traps we would consider giving him an order for some. 
It would certainly be a case of money well spent, some bags of flour 
used in the Bomb-dropping Competition at our last Pageant having 
been partially consumed by these pests during a recent week-end ! 

After four days’ stay, the travellers left us for Manston, in Kent, 
calling at I.eeds on their way to complete some business. 

Our next visitor was an S.E.5 (G-EBPD), piloted by a Mr. 
Atcherley, who had flown over from York on the Monday. He had 
intended leaving again the same afternoon, but because of fog was 
obliged to wait until the next morning. 

On Friday another Avro landed here, Mr. Baxter Ellis of the New- 
castle Club with Mr. Heppell, their Chairman, having come from 
Witney (Oxon). ‘The machine, which was fitted with a Renault engine, 
has been bought from the Berkshire Aviation Company for the Club’s 


mse.—R. O. ‘1. 


The Hampshire Aeroplane Club. 

Report for week ending Dec, 16. 

Total flying time for the week 8 hrs. 40 mins. 

Instruction flying 6 hrs. 4o mins. Solo flying 1 hr. 20 mins. Test 
flight for visibility, etc. 40 mins. 

‘he following members had instruction :—lieut. Heinemann, R.N., 
r hr. 25 mins, Cooper 1 hr. xo mins., Moloney 40 mins., the Hon. 
H. R. Grosvenor 40 mins., Everett 50 mins., Dickson 25 mins., Shepherd 
20 mins., Stokes 15 mins., Nicholson 15 mins., Kerry 10 mins., Keeping 
io mins., Burry to mins., Preston tro ming. 

The soloists were :—Lieut. Graham, R.N., 35 miuns., Preston 25 mins., 
Perfect 10 mins., Keeping 10 mins. 

Morning mist has been a nuisance several times this week, and in 
consequence, we are thinking of adopting the Lancashire Club’s test 
for visibility and would appreciate the loan of the telescope and half- 
crown which they used for that purpose. 

We have a perfectly good Scotsman in the person of McCracken who 
could be relied upon to do the observing of the coin. 

There is one slight drawback to this test as applied to the Hamp- 
shire Club, in that our instructor also hails from north of the 
Tweed and therefore it may be difficult to induce him to leave the 
eround in case he should lose sight of the half-crown. 

To enable the Staff of this Club to enjoy a well-earned rest, the 
premises will be closed from Thursday, Dec; 23, £0 Wednesday, Dec. 
29, inclusive. 

| Notr.—Owing to an Editorial Error Mr. Simmonds was credited with 
being the first Club Secretary to qualify for an “A” Jicence. As a 
matter of fact (not ‘‘ of course,” as a daily paper would doubtless say) 
Mr. Simmonds is the Chairman of the Hampshire Club’s Com- 
mittee. The Secretary, and a hard-working and highly efficient one 
at that, is Mr. Perfect, who, though an accomplished soloist, has not 
yet reached the “A” in alt.—¢e. G. G.] 


The Australian Aero Club. 
(NEw SovutH Wales SECTION.) 


Report for week ending Oct. 30. 
Total flying 21 hrs. 50 mins. Number of flights 77. Dual Instruction 
=) 


1 hr. 5 mins. Pupils’ solo flying 1x hrs. 55 mins. Pilot members 
flying 5 hrs. 4o mins. Pupils under instruction ro. Pilot members 7. 

Pupil members’ dual :—J. R. Palmer 45 mins., C. W. Perry Io mins., 
G. Littlejohn 10 mins. 

Pupil members’ solo.—M. Rosenfeld 2 hrs. 30 mins., E. B. Wilshire 
1 hr. 35 mins., N. F. Stewart 1 hr. 30 mins., M. C. Kent 1 hr. 20 mins., 
J. R. Palmer © hr. 2omins., we Reid 1 hr. 10 mins., C) Wo-Perry 
<9 mins., S. Aurousseau 45 mins., I. G. Carrick 45 mins., G. Little- 
john 10 mins. 

Pilot members’ flying for week :—H. Hammond 1 hr. 30 mins., 
R. King rt hr. 20 mins., S. I. Tyler 55 miuns., G. F. Hughes 35 mins., 
R. H. Boyden 35 mitis., H. Ross 30 mins., R. W. Reid 15 mins. 

A Goop BEGINNING.—The Club has just completed the first three 
months of its actual flying operations and if the results of this period 
are any indication, the future of the Club’s work is indeed promising. 
Naturally this first period was largely taken up with organisation 
and there have been the inevitable minor troubles and problems which 
are inseparable from any new venture. But the process of acceleration 
has been rapid so that the Club has: fully reached “ flying speed ’”’ 
and, given reasonable luck its progress should be even more rapid 
from now on. 

The record of our first three months’ flying will certainly bear 
comparison with fhat of any similar Flying Club in England, and 
actually exceeds the record of the I.ondon Aeroplane Club. In our 
first three months our Moths have made 960 flights, totalling 306% 
hours’ flying and nine pupils have actually passed all their tests for 
(OA 2 igence 

In addition to these, five other pupils are flying solo and will shortly 
be ready for their tests. ‘Ten pilot members are regularly flying on 
Club machines and a number of others are waiting to begin, At the 
end of the first flying year of the I.ondon Aeroplane Club 19 pupils 
had gained their “A” T.icences in 1,200 hours’ flying. 

Very great credit is due to our able instructor for these* results and 
with improved organisation he hopes for even a better record in the 
future. ‘The only accident during training to date was a very minor 
one due to a faulty axle breaking on a heavy landing. ‘The quality of 
the flying of the newly-fledged pilots is uniformly good and in every 
case they promise with experience to develop into sound and reliable 
pilots. 

The average dual instruction before first solo. was 6 hrs. §1 mins. 
and the average total dual and solo flying before licence test were 
respectively 8 hrs. 40 mins. and 6 hrs. 45 mins. ‘These figures are 
extremely good considering the fact that the instruction was inevitably 
lacking continuity, and will compare more than favourably with any 
flying school. 

The quality of the pupils was no small factor in these results, and 
in a very comprehensive and able report on the first course of flying 
joints out that the pupils were extraordinarily 
keen and yet not over ‘confident. The success of his first batch of 
pupils, who were not selected in any way but. were accepted for train- 
ing subject only to medical fitness, is evidence of the fact that 
Australians are on the whole naturally endowed with the flying 
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temperament. While these results reflect great credit on those con- 
cerned, both instructor and pupils, they will serve only as an 
incentive to greater efforts and better organisation so that even more 
may be accomplished next time. 

The Controller of Civil Aviation, who flew to Sydney with Capt 
mH. J. Jones, M.C.,: D.F.C., to test the pupils, is also to be con- 
gratulated on the justification of his faith in the usefulness and 
certain success of the Flying Club scheme. He can go right ahead 
with his plans for the extension of the Flying Clubs throughout 
Australia with his faith backed up by practical results. The support 
and encouragement he has given to this Club. will be repaid with 
redoubled efforts to make the scheme a success and our experience and 
figures will always be available to assist any new Clubs that may 
be started in other centres. ; 

Capt. EH. J. Jones, M.C., D.F.C., examined eight candidates for 
Pilot’s Licence ‘* A” on Oct. 30 and 31 and Nov. 1 All the candidates 
who went for the tests passed. Our new Club trained. pilot members 
are:—Mr. EH. B. Wilshire, Mr. R. H. Mitchell, Mr. M. Rosenfeld, 


MEG e Gr. Canrrce. Mr. M. C Kent Minn Ne Fa. Stewatty ir) Sy Ee 
Aurousseau, and Mr. J. T. Reid. 
The following letter has been received from the Controller of 


Civil Aviation : 

Dear Sir,—With reference to the pupils who were recently presented 
by your Club for examination for Private Pilots? 
to advise that the report submitted by the examining officer is 
exceedingly satisfactory and indicates that the flying instruction 
has been thoroughly and conscientiously carried out. 

It is very gratifying to find that this state of affairs exists in the 
early stages of your operations and the 
do much to ensure not only 
increase in the activities of 

(Signed) H. C. BriInsmMeEaD, Controller of Civil Aviation 
DINNER TO Capt. E. W. Leccatt, M.C.—On Wednesday, Nov. 3, at the 
Hotel Australia, the Punil Members of the first course of instruction 
entertained Capt. FE. W. Leggatt, M.C., at dinner. The gathering was 
a most enjoyable one, particularly as eight of the company had just 
passed their licence tests. Glowing tributes to the skill and patience 
of our instructor were paid by all the members present and Capt. 


Licences, I have 


foundations laid 
continuance of success but 
your organisation. 


should 
also an 


Leggatt was presented with an engraved gold wristlet watch as a 
souvenir. Our engineer, Mr. R. EF. Beeston, was also presented with 
a suit case. 


The fuel was good and, with all engines giving full revs., flying 
speed was kept up throughout the evening. In some instances Air 
Navigation Regulations were somewhat bent, but there was only one 
really heavy landing. Great sympathy was shown to the 
new pilot who crashed late in the evening and the 
his comrades were most touching. It was a fine exhibition for so 
young a pilot to find his way home in so dense a fog ! 

[Capt. Leggatt has thanked his pupils publicly and gracefully in a 
letter to the Fly Paper, the organ of the Club 1 
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floral tributes of 


Supermarine “ Southampton’ 


(TWO 450 H.P. NAPIER LION ENGINES.) 
AS AN EXAMPLE OF WIDE RANGE OF DESIGN. CONTRAST THE ABOVE TWIN ENGINED MACHINE WITH THE SUPERMARINE 


NAPIER S4 MONOPLANE DESIGNED AND CONSTRUCTED FOR THE SCHNEIDER CUP RACH, 


SUPERMARINE 


£500 FROM THE FLYING Bai.—At the final meeting of the Flying Ball 
Committee on Wednesday, Nov. 10, the Honorary ‘Treasurer, Mrs. 
R. W. Perkins, presented the balance-sheet, which showed a _ profit 
of £518 5s. 7d. A cheque for this amount was handed over to the 
President of the Club, who expressed the gratitude of the Club to the 
ladies who had so ably organised the Ball and told them that their 
splendid effort had placed the Club in a position to acquire another 
aeroplane. After the meeting the ladies of the Committee were enter- 
tained at tea. 

It was resolved that the Ball be an annual function and that the 
date of the next Flying Ball will be Tuesday, Aug. 16, 1927. 

SUNDAY FLYING.—In view of the number of pilot members now 
waiting to fly at week-ends the Committee has decided that machines 
will be available for use of members from 10 a.m. on Sundays pro- 
vided an experienced pilot duly authorised by the Committee is present. 

PASSENGERS IN CLUB MACHINES.—The Committee has decided that pupils 
who gain their “A” Licence will not be allowed to carry friends as 
passengers until they have had at least 40 hours’ solo flying experience. 


COMMERCIAL AERONAUTICS. 


[Owing to this paper going to press a day earlier than usual, because 
of the Christmas Holidays, no table of aircraft avail 
able.—ED. ] 


moventents is 


Croydon and General Notes. 

The chief event of the week was the departure on Satur- 
day morning of the De Havilland Hercules (3 Bristol 
Jupiters) for Cairo. The machine was piloted by Mr. C. F. 
Wolley Dod, chief pilot of the Cairo-Karachi service. Mr. 
Howard travelled as spare pilot. ‘The passengers were Sir 
Sefton Brancker, Air Commodore and Mrs. J. G. Weir, and 
Mr. Tony Gladstone. A start was made at 07.30 a.m.} and 
Paris was reached in x hr. 35 mins. 

There must have been very considerable delay after this 
as Lyon was reached too late to allow the machine to reach 


Marseilles before dark. ‘The Hercules got to Marseilles on 
Sunday, and there further progress was stopped by bad 


weather. 
A second machine started on Monday morning, piloted by 
Mr. Hinchliffe, with Mr. Warner and Mr. Dudley Travers 
as second and third pilots. 
The machine carrying Sir 
Hoare will leave Croydon on 
F. l,. Barnard. 
The regular 
Jan. 1, and on 


Samuel and the Lady Maud 
Boxing Day, piloted by Mr. 


service from Cairo to Basra will begin on 
April r it will be extended to Karachi. 
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One is inclined to think that it will not be a complete suc- 
cess until one can go the whole way from England to India 
by air. ‘The chief difficulty, one is told, is that the part from 
Marseilles to Alexandria must be a flying-boat route, and it 
is said that there is not a commercial flying-boat in existence. 

One is inclined to think that if a Supermarine Southamp- 
ton were fitted up as a commercial machine, the ideal boat 
for the job would then exist, for, one is told by experts that 
the Service Southampton does in fact lift a bigger “ useful 
load’? than any wheeled machine. 

Presumably the Short Calcutta (three Jupiters) which is 
now being built is intended for some such job, but it is likely 
to be some time before the type is ready to run a service. 

Three engined aircraft have again been in trouble this 
week. On Thursday an inward-bound German Junkers had 
one engine put out of action owing to the breaking of a 
water connection. ‘The Junkers do not seem to be able to 
fly on two engines, and so a landing was made at the back 
of Folkestone. ‘The passengers continued their journey to 
London by train. 

An Argosy bound for Cologne had. one engine go dead 
when many miles from Cologne. It was found on this occa- 
sion that, although there was a full load on board, the 
Argosy maintained her height and, in_ fact, could actually 
gain height on two engines. The machine was able to make 
Cologne with ease. 

There was an unfortunate accident at Croydon on Friday. 
Herr Karl Walthur, a German mechanic, was starting up 
one engine of a Junkers, and, when pwling the airscrew 
over he slipped. ‘The engine started with the pull, and the 
mechanic fell into it and had his skull split open. He was 
taken to Purley Hospital, where he died an hour later. 

On Sundav the 6 h.p. A.N.E.C: monoplane, which has 
been at Croydon for some time, was careering wildly about 
the grass. One watched it for some time from the middle 
of an active police trap on Purley Way, but it did not get 
off the ground. However, it seemed to stir the ambulance 
and fire engine into a wild state of activity. 

In case Imperial Airways. Ltd., are considering any further 
night-flying experiments, they might do well to engage Mr. 
Dudley Watt, who seems to be quite skilful at this form of 
amusement. On a recent night he flew from. Gosport to 
Upayon on the Sopwith Swallow to keep a dinner engage- 
ment. Now the Swallow is about the last machine on which 


MISCELLANEOUS 


one would care to do night-flying, but that sort of feeling 
does not enter into the mind of ‘‘ Dangerous Dan.” ‘ 

He followed Southampton Water up as far as Southampton, 
and then followed the railway until he saw the lights of 
Winchester. He then cut across to Upavon. via the lights 
of Andover. On arrival at Upavon Mr. Watt says that he 
“Just flew down with his engine on until he felt the ground 
and then switched off! ’’? This should remove all doubts 
from the minds-of those who may doubt Mr. Watt’s skill as 
a pilot. ; 

Mr. Bailey, who runs the weekly Southampton-Guernsey 
service, lost his machine in curious circumstances on Tues- 
day night. He moored the Sea Eagle inside St. Peter Port 
in its usual position overnight. When he came down in the 
morning to take it back to Southampton it had disappeared. 
On fishing about in the harbour he, found it on the bottom, 
having been cut in halves by a ship that had passed in the 
night. Capt. Lamplugh of the Insurance Company was cross. 

Mr. Horsey, when returning from Cologne last week in a 
W8b, saw the curious and rare phenomenon of a mock sun. 
That is to say, he saw two perfect and complete suns in the 
sky at the same time. This phenomenon is very rarely seen 
except in Polar regions. ‘The pilot points out that the sun 
was the only thing which he saw double, so that there can 
be no doubt about the existence of the phenomenon.—c. D. 


PERSONAL NOTICES. 


DEATH. 

BAILEY.—On Dec. 15, at T.etchworth, Herts, Phyllis, wife of Sa. 

Ldr. George Cyril Bailey, D.S.0., R.A.F. 
MARRIAGE. 

HASLAM—CUTHBERT.—On Dec. 15, at St. Mary’s Church, Headley, 
James Alexander Gordon Haslam, M.C., D.F.C., R.A.F,, to Helen 
Kinnear, daughter of the late W. M. Cuthbert, of Cape Town, and of 
Lady Seymour-Iloyd, and step-daughter of Sir John Seymour-Iloyd, 
K.C., of Headley Grove, Headley, Surrey. : 

FORTHCOMING MARRIAGE. 

BLACKER—PEEI,.—A marriage has been arranged, and will take 
place in February, between Major L. V. S. Blacker, The Guides, eldest 
son of Major Latham Blacker, late Royal Artillery, and Mrs. Blacker, 
and the Hon. Doris Peel, daughter of Viscount and Viscountess Peel. 

BIRTHS. 

BIRKBECK.—On Dec. 16, to Mary Neville (née Moxon), wife of 
Fit. Tt. Birkbeck R.A.F.—a son. ~ 

3BROOKE-POPHAM.—On Dec. 15, at 27, Welbeck Street, London, to 
Opal, wife of Air Vice-Marshal Brooke-Popham—a daughter. 
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In low visibility the Marconi Direction Finder—installed on aircraft or at 
Ground Stations—is a valuable aid to navigation and makes for safety 
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Sir Samuel Hoare, the Air Minister, in an address at the Royal Aero 
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ON OUR LONG-SUFFERING READERS. 
s being the-last issue of THr AEROPLANE for the year 
1926 it behoves one to show some appreciation of all that 
the readers of this paper have done for it during the past 


This 


twelve months. Despite, or perhaps because of, the fact 
that THE AEROPLANE is run on lines entirely different from 
those of any other paper of one’s acquaintance, it seems not 
ouly to meet with the approval of its readers but actually 
to inspire them with a kind of exasperated affection. 

If one may judge by the stacks of Christmas cards and 
kindly greetings which have reached the office from all parts 
oi the World it would seem that THE AKFROPLANE is regarded 
rather as a person than as a thing. And the fact that, in 
spite of our best endeavours to keep the paper on the Secret 
List as it were, the circulation has insisted on going up by 
something like a thousand copies a week in the course of 
1926, seems to indicate that for some reason THE AEROPLANE 
is a persona grata. 

This curious personal interest which the readers seem to 
take in the paper is, when one comes to think of it, a very 
high tribute to the Staff of Tur ArRropLanr. Probably the 
explanation is that all members of the Staff are, unlike 
trained journalists, intensely keen on their own subjects. 

The trained journalist, at any rate of the type which news- 
paper editors seem most to desire, seems to be an entirely 
disillusioned unenthusiastic person who is prepared to write 
with .eqtfal inaccuracy on any subject under the sun when 
his tap is turned on by the editor. He is rather like one of 
those. conjurors’ bottles which pour out liquor of any desired 
flavour (alleged) at the bidding of the conjuror. 

The: members of the Staff of THr ArROPLANE, on the con- 
trary, in spite of having been entirely concerned since their 
early youth with the desolating occupation of making a 
living out of aviation, still manage to retain their enthusiasm. 
Each is as keen as ever on instructing and amusing the 
teaders of the paper in his or her special subject. And 
not one is a professional journalist. Each has been brought 
up to some other, and respectable, trade, and so all have 
some: knowledge of facts about some subject or other. 


~ OUT INTO THE WEST. 


If there is one thing more than another which all we 
people on the Staff of [HE AEROPLANE appreciate, it is the 
zood wishes which we have received from R.A.F. units all 
over the World, ashore and afloat. ‘he object which we 
have all placed first and foremost in our work is the welfare 
of the R.A.F.-We.Lave always tried to-make ‘ar AprRo- 
PLANE the unofficial organ of the Air Force. 

These Christmas messages from all over the World prov 
that we have met with the success for which we hoped. One 
therefore takes this opportunity of expressing one’s gratitude 
to all those unknown friends in the R.A.F. who so evidentl; 
appreciate our efforts in their interests. 

The Aircraft Industry also has been very kind. in- its Christ- 
mas greetings. One is painfully aware that every now and 


then criticisms which appear in THR ARrROPLANE of British 
business methods and British designs get people in the 
Trade very much on the raw. But, happily, the great 


majority of the people in the Trade are big enough to realise 
that criticism is a tonic and that praise is enervating. 

Not long ago one very well-known manufacturer to whom 
one had written some distinctly unkind criticism replied, on 
the coals of fire principle, ‘‘ Your criticisms are always 
welcome. We ought always to fear those who speak too well 
of us,’’ and added the quotation from St. Luke, VI. 26, 
““Woe unto you when all men shall speak well of you.’’ 

And as a corollary one of his colleagues produced a pro- 
verb from Doctor Thomas Fuller’s Gnomoigie of 1732, ‘‘ He 
is not good himself who speaks well of everybody alike.” 

As Pheedrus remarks in one of his fables, ‘“‘ The name of 
friend is common, but truth in friendship is rare.’’ ‘There- 
fore one claims that as friendly critics of the Aircraft In- 
dustry the Staff of THE AEROPLANE can do more good to the 
Trade than could ever be done merely by unmitigated prais« 
or as our American brethren ‘just handing out taffy.” 
And one is glad to find that so many people in the Trad 
agree with this point of view. 

Another section of the readers of —THr AEROPLANE which 
one particularly wishes to thank for their appreciation is 


say, 


New York Water Front, with Mr. Kenneth Walton’s De Havilland Moth (Cirrus en- 
gine), the first British light aeroplane to go to America, being towed ashore in New York Harbour on Nov. ZS, after 
Sir Alan Cobham had failed to get it off the water, when lowered from the steamer which brought it to America. 
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composed of the Flying Club people. The kindly things 
which have been said, or rather written, by those valued 
officials of the Flying Clubs who contribute to THr ArRO- 
PLANE the weekly reports of the doings of the Clubs, have 
been most gratifying. They show that the amount of space 
which is devoted to the Flying Clubs each week in THE 
AEROPLANE is appreciated. : 

As one has stated in this paper on several occasions, one 
regards the Flying Clubs as being the basis on which pri- 
vate civilian flying as distinct from commercial flying will 
be built up in the future. If one had not had such faith 
in the Club movement one would not have devoted to the 
doings of the Clubs, which may seem trivial to some of our 
high-browed scientists or very superior Service people, an 
amount of space every week which might very well have 
been occupied by scientific formule or descriptions of new 
foreign aircraft, or news of the Royal Air Force. 

One is convinced that from the Flying Clubs will eventu- 
allv grow a great class of owner-pilots, who on the one hand 
will some day be good human material for the Royal Air 
Force, and on the other hand will provide business for the 
Aircraft Industry, but whose chief function in the scheme of 
things will be to promote airzmindedness among the British 
Public and make easier the task of those who have to 


THE S.O.S. 

On Monday, Dec. 27—the official date for the Boxing Day 
Bank Holiday—the Rt. Hon. Sir Samuel Hoare, Bart., Secre- 
tary of State for Air (known for short among the Aeronautical 
community as the S.O.S.), the Lady Maud Hoare, his wife, 
and sundry others, left Croydon Aerodrome in a D.H. 
Hercules (Bristol Jupiter engines) for India. 

One imagines that few if any of one’s readers have ever 
been up at such an hour of the morning at this time of the year 
so one must explain that it was pitch dark and very cold. 

One is very silly ever to get up at 06.30, but to do it on 
a Bank Holiday is sheer madness. And when that Bank 
Holiday is Boxing Day, a day on which one is supposed to 
be recovering from the effects of Christmas, then the act is 
sure and positive lunacy. 

At any rate the Morris Oxford-and-Asquith thought so when 
its cold sleep was rudely disturbed. And it was quite sure of 
it when it had to have its headlamps lit in the morning. 

On arriving at Croydon at 07.00 hrs., one was amazed to 
hnd dozens of cars already there, and scores of people, al- 
though it was too dark at first to see who they all were. 
The de Havilland Hercules was standing out on the tarmac 
and the Bristol Jupiter engines were being started up. 

Mr. F. Ll. Barnard,. who will take the machine as far as 
Cairo, appeared in the beam from a car headlamp. He in- 
formed one that he would probably be spending an _ old- 
fashioned Christmas later in the day, as the weather reports 
predicted heavy snow south of Dijon. 

The most lunatic of all the mad people who were at Croy- 
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THE START FOR INDIA.—Left to right, 


extract from an unwilling Treasury enough money to build 
up an adequate Air Force and to organise Imperial air 
routes. 

One only hopes that in time to come the Club movement 
will grow to such an extent that the doings of Clubs and 
owner pilots will occupy many pages each week in THE 
AEROPLANE. This, week they occupy no space at all, because 
of Christmas Holidays. 

The most sincere desire of the Staff of Tuam AKROPLANE is 
to maintain the interest of all readers of the paper and to 
increase that friendly feeling which already exists. That 
means that THe AKROPLANE must go on improving. 

The only way in which the Staff can improve the paper is 
by learning what does and what does not interest the 
readers. And to that end one would earnestly ask any 
reader who feels called upon to criticise anything which 
appears in THE AEROPLANE to send in his or her criticism 
without delay, and to express that criticism without regard 
to the feelings of the Staff of this paper. 

Once again, on behalf of all the members of the Staff, one 
thanks all the readers of this paper for their good wishes 
and the friendly interest which they have shown. Mav 1927 
be a year of prosperity to all of us who are concerned with 
flying.—c. G. G. 


TO INDIA. 


don at this unheard-of hour were Mr. Roy Fedden, his step- 
son and a friend, all of whom had started from Bristol by 
road at 03.40 that morning, and arrived at Croydon at 07.10. 
Mr. Fedden is the creator of the Bristol Jupiter engines and 
the keenness displayed by motoring up 130 miles at that 
hour of the year indicates one reason why the Jupiter is the 
most successful air-cooled engine of its class in the world. 

The first really sane person one encountered was Mr. 
Jeffs, assistant C.A.T.O., and an ever-present help in time 
of trouble. Mr. Jeffs at once guided one to a spot where 
Imperial Airways Ltd. had conceived the sensible idea of 
issuing hot coffee and rum to all the lunatics present. 

Just before 07.30 hrs. Sir Samuel and the Lady Maud 
Hoare arrived, and after numerous flashlight photographs had 
heen taken, they embarked in the Hercules. With them 
went Sir Geoffrey Salmond, who is thus making his second 
flight to India—where he is to command the R.A.F. 

Mr. C. Llewellyn Bullock, private secretary to the S.O.S., 
was also on board. Sq. Ldr. EK. L. Johnston, of R.33 renown, 
was the navigator, and Mr. Emmott, whe flew with Mr. 
Cobham to the Cape and back, went as the official photo- 
grapher. Mr. Mayer, of the Bristol Company, who wrote 
such a graphic account of the Bloodhound’s trip. to Cairo and 
back piloted by Lt.-Col. Minchin, went as engine-engineer, 
and Mr. MHatchett went as wireless engineer. Corporal 


Hetherington, R.A.F., as Sir Geoffrey Salmond’s batman, 
completed the 10 passengers. 
At 07-35 


hours, just as daylight was beginning, Mr. Barnard 


Mr. F. L. Barnard (pilot), the Laly Maud Hoare, Sir Samuel Hoare, Sir 
Eric Geddes, Sir Samuel Ins‘one, Mr. Llewellyn Bullock and Sir Vyell Vyvyan. 
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granted by the Fédération Aéronautique 

Internationale to the Heinkel-Napier sea- 
plane fitted with 450 h.p. Napier engine. 
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Carrying a load of 500 kilogrammes this machine 
teached a height of 3: miles, whilst with a load 
of 1000 kilogrammes an altitude of 2; miles was 
attained. 


These records wete obtained with the identical 
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the German competition to discover the best 
German commercial seaplane. 
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opened up the engines and took straight off over the new 
buildings and the machine disappeared to the South-East. 

As the machine disappeared the day seemed to arrive quite 
suddenly and one was able to see who were the other brave 
people present. Air Chief-Marshal Sir Hugh Trenchard and 
Air Marshal Sir John Salmond represented the Royal Air 
Force. Imperial Airways Ltd. were represented by Sir Eric 
Geddes (smoking a cigar at that hour!) Air Vice-Marshal Sir 
Vyell Vyvyan, Sir Samuel Instone, and Major Mayo. Mr. 
and Mrs. Walker and Mr. Loader were there for the De Havil- 
land Company. 

Among others present were the Master of Sempill and the 
Hon. Mrs. Forbes Sempill (very pleased because she had got 
up the previous week to see another Hercules off!). In fact 
practically everyone of note in the aeronautical community 
was present, and all of them (like Winnie-the-Pooh whom one 
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THE FIRST PASSENGERS.—Left to 
right, Air Commodore J. G. Weir 
(R.A.F. Reserve), Mrs. J. G. Weir, 
Capt. T. A. Gladstone (of the Cairo— 
Kisumu Air Line), Air Vice-Marshal 
Sir William Sefton Brancker (Director 
of Civil Aviation) and Flg. Off. C. F. 
Wolley Dod (R.A.F. Reserve), Pilot. 
The personnel of the first De Havilland 
Hercules (D.H.66) (three Jupiter en- 
gines), which left Croydon on Saturday, 
Dec. 18, to fly to Cairo, where it be- 
comes the first unit of the Imperial Air- 
ways fleet for the Cairo—Karachi sec- 
tion of the Great Imperial Air Route. 


is said to resemble in figure) going for 
fast thinking walks round the machine 
to keep warm. One congratulates them 
all, including oneself, for getting up and 
going to Croydon and one is sure that 
none of them regrets being present at 
what was a most impressive occasion. 

Ijater we heard that the Hercules had 
passed over Le Bourgét at 09.35 hrs.., 
and had landed at Dijon at 11.35 hrs. 
Here there was a pause for lunch of 
more than an hour, and finally the party 
landed at Marseilles at 15.45 hrs. 

sefore the machine left Sir Samuel received the following 
telegram from H.M. the King. 

The Queen and I wish you and T.ady Maud bon vovage a successful 
visit and a safe return. 

The flight will continue via Naples, Malta, Benghazi, Sol- 
lum, Aboukir (where Mr, Wolley Dod will take the machine 
over from Mr. Barnard) and Ziza to Baghdad. Here the 
party will be augmented by Sir Sefton Brancker, who, as is 
his custom, is wintering in the warmer parts of the Empire. 

From Baghdad they will proceed via Bushire and Jask to 
Karachi. Hence after a rest they will go to Delhi. They 
will return by the same route to Cairo. Thence they will fly 
to Khartum where they will fly by Mr. Tony Gladstone’s 
air line in the Pelican (D.H.50, Bristol Jupiter) to Kisumu 
and back. From Cairo they will return by surface trans- 
port to England.—c. D. 


WITH BANJULELE TO BAGHDAD. 


It is now possible to give a fuller account of the first part 
of the flight towards India undertaken by Mr. T. Neville 
Stack and Mr. B. S. Leete on two D.H. Moths (A.D.C. Cirrus 
II engines). 


It will be remembered that they left Stag Lane on Nov. 10. 

The following is the itinerary of their flight as far as 
Cairo, which is very illuminating :— 

London—Paris :—Raining and bad visibility. 


AN EGYPTIAN TRIUMPH.—Messrs. Leete (left) and Stack having flown on D.H. Moths (Cirrus engines), com: 
plete with banjulele, from London to Heliopolis, are given a triumph (in the Roman sense) by their former com- 
rades of the R.A.F. Since then they have reached Baghdad and are continuing towards India. 
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An Impression of the FAIREY ‘‘' FOX” day bomber. 


AEROPLANES, SEAPLANES, AMPHIBIANS, 
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COMMERCIAL PURPOSES. 
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Airscrew for the British Empire, 


THE FAIREY AVIATION COMPANY LTD. 


Head Office and Works: 
HAYES, MIDDLESEX, ENGLAND. 


Telegrams: “‘Airily,’’ Hayes, Middlesex. Telephone: Hayes 156-7~8, 


Works also at 


HAMBLE, Nr. SOUTHAMPTON. 
Telegrams: “‘ Airily.” Hamble, Hants. Telephone: Hamble 17. 
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Paris—Lyons :—Storm, rain, and thunder. Tanded in the 
dark at Lyons. The usual lighting apparatus had been put 
out of action by the storm. 

Lyons—Marseilles :—Good trip. Rhéne valley flooded 
offering no facilities for forced landings. 

Marseilles—Pisa :—300 miles over Alps and sea in four 
hours. Pisa aerodrome flooded. 

Pisa—Rome—Naples :~Good weather. Stayed in Naples 
two days. 

Naples—Malta :—470 miles in 63 hours. Visibility bad ail 
the way, in spite of which Malta was hit in a direct line, 
thus showing excellent navigation. Stayed in Malta seven 
days owing to bad weather. 

Malta—Homs :—Left Malta in bad weather, visibility bad 
with rain, low cloud, and N.W. wind. Escorted by R.A.F. 
seaplanes for 80 miles. Did not see African coast until 10 
nules off and hit coast 13 miles west of Homs, the objective; 
another example of extraordinarily fine navigation. Mr. 
Leete had five minutes’ petrol-feed trouble which caused 
“certain uneasiness.’? No ship seen the whole way. Very 
hospitably received by the Italian Colonial Air Force. 

Homs—Benghazi :—450 miles in approximately 6} hours’ 
continuous flying, 250 miles of which was over hostile country. 
Rain and high winds. Held up at Benghazi one day by bad 
weather. 

3enghazi—Porto Bardia :—Very bad weather. Rain, storm 
and thunder. Both machines blown over. An Arab saved 
Stack’s machine from going right over, and Stack saved 
Leete’s machine from the same fate. 

Porto Bardia—Cairo :—Strong wind astern. Covered over 
joo miles in 4 hours 55 mins. Rain and clouds on part of 
journey. Arrived Heliopolis between 15.30 and 16.00 hours. 

Their arrival was a surprise to all. They passed over 
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Cairo in very close formation and made excellent landings 
in spite of a very gusty wind. On coming to rest the control 
of the aircraft was taken over by many enthusiastic R.A.F. 
mechanics, who escorted them triumphantly to the tarmac. 
On getting out of their machines everyone was astounded 
with the cleanliness of their aircraft and the immaculate 
appearance and the ever cheerful spirits of the pilots,—one 
of whom (it is unnecessary to mention which) immediately 
took out his sole piece of luggage, to wit the banjulele, and 
let go in his old inimitable style, so well known to the R.A.F. 
in Egypt and Iraq. 

They only stayed in Cairo one day, and, as reported in 
THE APROPLANE of last week, they have since arrived at Bagh- 
dad; after crossing the desert, 860 miles in three stages, in 
the face of a sandstorm, rain and strong wind. 

This flight, although treated with indifference by the 
general press, must rank as one of the finest efforts of the 
year; and only goes to prove that subsidisation and journalis- 
tic assistance are not absolute essentials to the successful 
performance of long-distance flights. 

As a purely individual and personal accomplishment it 
does show what can be done by British pilots flying perfectly 
standard production aircraft, and this flight should do more 
to convince the average man-in-the-street what can be done 
with equipment ‘‘ bought over the counter ”’ than any num- 
ber of record flights made with specially built machines.— 

L. B. 
WITH BANJULELE BEYOND BAGHDAD. 

Mr. T. Neville Stack and Mr. B. S. Leete arrived at Basra 
on Christmas Day. 

On Dec. 26 they left for Bushire at 10.00 hours and after a 
forced landing at Bandar Dilam arrived at Bushire at 15.00 
hours. 


BEATING HELVELLYN. 


On Dec. 15, Mr. J. F. Leeming, one of the founders and 
the original Chairman of Committee of the Lancashire Aero 
Club, started from Woodford Aerodrome near Manchester 
with the intention of landing on the top of Helvellyn, the 
mountain which lies approximately between Windermere and 
Ullswater. His machine was the new Gosport Avro with the 
Avro Alpha engine. Accompanying him in another Avro 
was Mr. Bert Hinkler, the test pilot of A. V. Roe and Co. 
Ltd., who had with him a photographer belonging to The 
Manchester Guardian. 

The two machines left Woodford in fine weather with good 
reports from the North. A few miles West of Preston they 
met a hailstorm, but afterwards had clear weather till they 
reached Lancaster. Thence across Morecambe Bay they ran 
into heavy patches of sea mist. At anything over 5,000 feet 
they were in bright sunshine, but above a sea of clouds. 

According to the report of The Manchester Guardian’s 
photographer the two machines made several attempts at 
diving through the clouds to find clear air underneath. But 
after, as he put it, groping about for some time, they de- 
cided that they would have to return. They followed a com- 
pass course over Morecambe Bay, and, after meeting two 
or three hailstorms, landed at Lancaster for petrol. ‘The rest 


ere 


THE CONQUEROR OF HELVELLYN. 


of the journey back to Manchester was made in almost total 
darkness. But with the help of the Ship Canal and the Mere 
at Rostherne they were able to find the Woodford Aerodrome, 
where they finally landed in a snowstorm. Although the air 
had been quite clear on their outward journey, on their way 
back every town was enveloped in fog and smoke. 

Fortunately the engine of each machine ran perfectly and 
if the flight did nothing else it proved that the Avro Alpha 
is a reliable all-weather engine. Mr. Leeming deserves every 
credit for a sporting effort. 

THE SECOND ATTEMPT, 

A second attempt was made on Dec. 21 when Messrs. 
Leeming and Hinkler together in the Avro Gosport started 
from Woodford. Owing to plug trouble they had to land at 
Lancaster, where they spent the night. The next morning, 
Dec. 22, the weather being unexpectedly fine, they decided 
to attempt a landing on Helvellyn, though no special pre- 
parations had been made. For the previous flights they had 
arranged to have assistance on the top of the mountain, 
with smoke fires to indicate the direction of the wind, but 
this time they decided to do without. 

They landed within a few yards of the cairn on the sum- 


-The Avro Gosport, with Avro Alpha engine, in which Mr. John Leeming, 


Chairman of Committee of the Lancashire Aero Club, and Mr. Bert Hinkler, landed on the top of Helvellyn. 
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LONDON To 
BAGHDAD. 


The two CIRRUS-MOTH Light Aeroplanes piloted by Captain T. Neville 
Stack and Mr. B. T. M. S. Leete have reached Baghdad. 


Both machines are fitted with A.D.C. ‘‘CIRRUS” Mark II aero engines 
and have accomplished’a record flight for Light Aeroplanes (including a 250 
mile sea crossing) and this again demonstrates the reliability of “CIRRUS” 
aero engines. 

“CIRRUS” aero engines have been supplied to The British Air Ministry, 
The-Six English Light Aeroplane Clubs, The Australian Air Force, The Australian 
Aero Clubs, The Irish Free State Aero Clubs, The De Havilland School of Flying, 
4 number of British Aircraft Constructors, Foreign Governments and Private 
Owners, etc., etc. 


“CIRRUS” ENGINES HAVE NOW FLOWN ONE MILLION MILES. 
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Designers and Manufacturers: 


Cables: 


A.D.C. AIRCRAFT, LTD., REGENT HOUSE, 89, KINGSWAY, LONDON, W.C.2. — “sirdisco, 


London.” 
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mit of the mountain, and about 20 or 30 yards from the 
Striding Edge precipice, where the slope was. such that the 
machine attempted to run backwards down the hill, and was 
only held in position by keeping the engine going ‘until Mr. 
Leeming was able to jump out and fix some stones as chocks. 
By sheer chance Professor E. R. Dodds, Professor of Greex 
at Birmingham University, happened to have climbed Hel- 
vellyn the same morning, and was actually on the summit 
when the machine arrived. Consequently the two aviators 
had independent evidence of their accomplishment. 

The worst part of the flight was the bumpiness of the air 
near the mountain. One drop was so sudden that Mr. Leem- 
ing lost a letter which he was to have dropped at Thirle- 
mere and Mr. Hinkler lost a cushion, Apparently they 
would have lost themselves but for their Avro safety belts. 

After a brief stop on the summit the machine got away 
uphill over Striding Edge above Red ‘arn, a performance 
which was in itself evidence of the pulling power of the 


Avro Alpha. Thereafter they landed on Windermere for 
petrol and reached Woodford early in the evening. 

It is interesting to note that the Avro Alpha engine, which 
has been kept more or less on a private secret list, appar- 
ently till it acquires Air Ministry approval, gives 120 h.p. 
for a weight of only 230 lbs., including the two magnetos 
and exhaust pipes. The petrol consumption is estimated at 
about four gallons to the hour. It gives maximum power 
at 1,650 revs., but in the Avro Gosport cruises quite com- 
fortably at 1,200 r.p.m. 

Everybody concerned with the performance deserves to be 
congratulated. The Avro people on having proved the pull- 
ing power of the Alpha and the rough-landing ability of 
the Gosport, Mr. Leeming on his energy and initiative in 
having organised a flight which must certainly help to make 
Lancashire and Cumberland air-minded, and both Mr. Leem- 
ing and Mr. Hinkler on their pluck and skill in carrying 
the attempt to a successful conclusion.—c. G. G. 


TRAINING AIRCRAFT APPRENTICES. 


A paper on “ The Training of Aircraft Apprentices ’? was 
read by Wing Cdr. C. D. Breese, A.F.C., R:A.F., Officer com- 
manding the Technical Training Section, No. = School of 
Technical Training (Apprentices), Halton, before the Royal 
Aeronautical Society on Dec. 16. Colonel the Master of 
Sempill was in the Chair. 

Colonel Sempill opened the proceedings by announcing that 
the Council of the Society had decided in memory of the late 
Mr. A. B. Elliott, who died at Basrah as the result of a bullet 
wound while acting as engineer on Sir Alan Cobham’s Flight 
to Australia, to award an annual prize of five guineas ‘for 
competition among the Aircraft Apprentices at Halton. The 
prize would be awarded for a paper, the subject to be de- 
cided by the Commanding Officer at Halton and the Council 
of the Royal Aeronautical Society. There would be no con- 
ditions as to the spending of the prize. 

Introducing the Lecturer, Colonel Sempuill said that Wing 
Commander Breese was the Engineer Lieutenant, R.N., in 
charge of the technical examination of all those who entered 
the Naval or Military Wings oe the R.F.C. through the 
Central Flying School in 1913. said that he thought that 
the importance of the training e fie Aircraft Apprentices in 
the R.A.F. could not be exaggerated. The Royal Aeronautical 
Society had invited Air Vice-Marshal Sir Philip Game to 
open the discussion and give expression to the voice of 
authority. He described Sir Philip as the Director of T'rain- 
ing in the R.A.F. whereas the Directorate of Training is 
only one of Sir Philip’s Departments as Air Member for Per- 
sonel. Sir Philip had been unable to accept the invitation. 
Wing Commander Breese, in the course of a very interesting paper, 
said that if the rapid expansion of the science and practice of 
aviation was not to be hindered two things were essential, the brains 
to foresee, to design and to direct and the practical skill to con- 
struct and maintain. In the R.A.F. the period of training aircraft 
apprentices was three years and three thousand apprentices were 
under training at the present time. 

The object of the three years’ intensive training, as applied by the 
Service, was to produce a mechanic who would be able to maintain 
and repair a large number of different types of aircraft and aero- 
engines. He must possess a high degree of skill in all the processes 
used in repair work, and a thorough knowledge of the principles of 
construction, assembly, and operation of many different units. 
Civilian training on the other hand was directed towards the pro- 
duction of a mechanic having sound knowledge of a number of the 
processes or repair and production as applied to one type of engine 
or aircraft. 

Describing the training at Halton, Wing Commander Breese said 
that technical training began after three weeks spent in letting the 
apprentice settle down into Service routine, learning the rudiments of 
discipline, drill, barrack-room procedure, etc. The first year was 
devoted to teaching him the basic principles of his trade and the 
skilful use of tools. Two-thirds of the working hours were spent 
in the workshops and one-third in the school. In this way the practical 
and theoretical sides were taught simultaneously. 

The lecturer exhibited some examples of the work of the apprentices 
during their first year, both as fitters and riggers. From the first 
the apprentice was taught to read from blue prints and to make 
rough sketches of the work in hand. ‘The first year’s school work 
consisted of the fundamental facts of mechanics, heat, electricity 
and magnetism. His studies also included drawing, history, literature, 
ete., and science and mathematics. 

After the first year a further specialisation was made in each 
trade. The second year was devoted to teaching the detail of the 
special subject of the trade. During the last year the apprentices con- 
centrated upon the repair of engines and aircraft and practised the 
running and fitting of bearings, etc. The final four months was 
spent in revision. 

The classes were arranged so that no instructor had more than 
ten boys. Each entry constructed complete machines (of condemned 
material). 

All trades spent three weeks at the aerodrome learning the handling, 
cleaning and maintenance of aircraft, swinging of airscrews, taxying, 
filling up and methods of salving crashed aircraft. 
also given to all apprentices. 

After a description of the educational side of the training Wing 
Commander Breese said that he was convinced that it was essential 
for the production of the particular type of mechanic required by 
the Service. 


The minor trades included turners, sheet metal workers, motor body 
builders, wireless opera LOTS, Etc, 


Flights were 


An apprentice was not considered to be a fully-qualified mechanic 
until he had served one year with a Service unit, where he was ex- 
pected to acquire that experience which might enable him to apply 
what he had been taught at the School of Technical Training. 

The system of training was in no way tightly bound down. Altera- 
tions were made every year as expansion showed up the weak points. 

With regard to discipline, drill and so on—an apprentice did not 
spend a great deal of time learning drill. A high standard was 
maintained because there was strict discipline and contro] during 
the short but very frequent periods each day when he paraded and 
marched to and from barracks, workshops and school. 

Group CaPTAIN R. P. Ross, D.S.O., A.F.C. (Commanding the Electrical 
and Wireless School, R.A.F., Flowerdown) objected ‘to wireless being 
called a “ minor trade.” They were very proud of it at Flowerdown. 
He wished the Squadrons would realise that the ex-Aircraft Appren- 
tice straight from Halton or Flowerdown was not the finished article 
but required the twelve months’ experience -mentioned by Wing 
Commander Breese. 

WING COMMANDER BREESE apologised for calling wireless a ‘‘ minor 
trade’? and said he was referring to the numbers of apprentices who 
followed it and not to the importance of the subject. 

WING COMMANDER ‘TT. R. CAVE-BROWN-CAVE thought it was very satis- 
factory that a Society usually so inclined towards theory should listen 
to such a practical paper as that of Wing Commander Breese. 

Lr.-Co,. Lockwoop-MarsH said that Halton was one of the pivots. 
on which the organisation of the Air Force depended. No one who 
had ever been to Halton could imagine that there was too much drill. 

He thought it strange that there were not more applications for the 
vacancies at Halton and that parents did not seem to realise the 
advantages of this training and of subsequent service in the R.A.F. 

He would like to ask Wing Commander Breese what was the attitude 
of the Trade Unions towards time-expired Airmen who had been 
Halton apprentices. 

He thought the value of the education at Halton was shown by the 
number of apprentices who went to Cranwell and eventually obtained 
commissions. 

He thought the pivot lacking in Air Force organisation was an 
Engineering Branch of officers. King’s Regulations authorised Com- 
manding Officers to nominate a qualified engineering officer to take 
charge of the workshops in each Unit. He himself had spent four 
days. trying to discover through the medium of the Air Force List 
to which Units the qualified Engineering Officers had been allotted. 
[One cannot understand-why Col. Lockwood-Marsh took four days. 
He should have telephoned to THE AEROPLANE, when any member of 
the staff could have collected the information for him from the Air 
Force Iist in half an hour.} 

COLONEL I. CuRTIS, C.B.E., M.A. (Educational Adviser to the R.A.F.),. 
said that experience at Halton should help to dissipate the impres- 
sion that learning and practical application did not go together. 
The better the education the shorter the period of training. 

THE CHAIRMAN (COLONEL THE MASTER OF SEMPILL) though that too: 
much attention was paid to general education. The training was more 
suitable for officers than for mechanics and would lead to a wrong 
relative position between voung officers and their mechanics. He 
thought that the work of the apprentices should be productive and 
scrap material should not be used. Old engines should not be used 
for training fitters. In the Navy the apprentices were employed on 
work of definite use. 

There was a great disparity in the time spent on practical work in 
the Navy and in the Air Force. In the Navy an apprentice worked’ 
in the workshops for 46 hours a week for five years and in the Air 
Force an apprentice did only 16 hours a week for three years. [On 
the other hand an engine-room hand is never anything but a 
mechanic, whereas an aircraftsman may have to fight as an infantry 
soldier in self defence.] He believed that the Trade Unions would 
accept time-expired Naval ratings but not time-expired aircraftsmen. 

WING COMMANDER BREESE said that he would like to see the appren- 
tices working upon productive work and the School of Technical’ 
Training would welcome production jobs which they could do. They 
were now getting modern types of engines for instructional purposes. 
The examples of work which he had shown were representative of skill- 
of-hand and not of application. No decision had been made by the 
Trade Unions and the question of Halton-trained mechanics would not. 
arise for another ten years. Economy was the reason for the three 
years’ training and everyone concerned with this training would be 
very thankful for another year, but that was out of the question 
at present. 

Regarding the relationship between officers and mechanics, a bad’ 
mechanic would not make a better officer. He thought that the 
provision of Technical Officers would probably be met by the Air- 
craft Apprentices who were given commissions. The seven hours’ drill 
per week included all clothing parades, barrack routine, etc. ‘There 
was no red-tape about Halton and the syllabus was continually being: 
modified.—c. M. MCA. 
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A FEW ACHIEVEMENTS OF 


de Havilland Aircraft 


ZOoN DD OON 
CAPE TOWN 
AND BACK 


LONDON 
AUSTRALIA 
AND BACK 


DURING 1926. 


Sir ianecopham, K:b.E., 
DC wa carried. out. this 
flight of 17,000 miles ona 


For this flight of 26,000 
miles Sir Alan Cobham’s 


machine was a 


D.H. 50 J 
LANDPLANE 


Engine : Armstrong 
Siddeley Jaguar. 


| DAs ees) 
SEAPLANE 


Engine : Armstrong 
Siddeley Jaguar. 


THE Won by Capt. H. S. Broad, D.H. MOTH 
KING’S CUP A.F.C., flying for Sir Charles Engine: 
RACE C. Wakefield, on a standard Mk. I‘ Cirrus.” 


iON. D..O2N 
BAGH DAD 
by Light Plane 


CAIRO 
KARACHI 
AIR LINE 


ultimate choice falls on de Havillands. 


Mes:rs, T. Neville Stack 
and Bernard Leete have 
flown to Baghdad on two 


For the new _ pas:enger 
and mail service Imperial 


Airways Ltd, are using 


DH. MOTHS 


Engines : 
Mk. II ** Cirrus.” 


D.H. 
HERCULES 
Engines : 

3 Bristol ‘* Jupiters.” 


During the year 1926, 


q Wherever Aeroplanes are required for practical purposes the 


D.H. Aircraft have flown upwards of five million miles and new 
machines have been shipped to every continent of the world for 
military and civil purposes. 


All interested in flying should subscribe to the 


“Dit. Gazettes” a 


monthly publication describing the activities of the de Havilland Aircraft 
Co. Ltd., and the achievements of its products. 


THE DE HAVILLAND AIRCRAFT CO. LTD. 


EDGWARE 


Telephone: COLINDALE 6160-6163. 


STAG LANE AERODROME 
MIDDLESEX 


Telegrams: HAVILLAND, EDGWARE. 
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THE ROYAL 


The London Gazette. 
eG. 25. 

GENERAL Dutirs BRaNcCH.—The following Plt. Offs. on probation are 
confirmed in rank (Dec. 2) :—E. G. Searson, H. J. Walker. 

The following are transferred to the Reserve :—C.Lass A: FLt. Lts.— 
G. Birkett (Dee: 5), D. Craik, D.F.C. (Dec. 40), B.J. Watts (Deersi9): 
FLG. Orn.—C. C. K. Dagg, A.F.C. (Dee. 23). : 

Cass B: Fic. Orr.—R. J. Copley (Dec. 19). 

Crass C: Fie. Orr.—F. R. Eason (Dec: 23): 

The following resign their S.S. comns.:—Flt. Lt. A. A. Ward (Lt., 
R-A]R.O;, RA.) (Dec x0), Fig. Off. DitC) Mo hercuson (Dec: e121): 

F. H. Kennedy, Lt., R.N., Fig. Off., R.A.F., relinquishes his temp. 
comn. on return to Naval duty (Oct. 31); Flg. Off. A. Leslie-Moore 
relinquishes his S.S. comn. on account of ill-health and is permitted 
to retain his rank (Oct. 30). 

Plt. Off. G. F. G. Cox is dismissed the service by sentence of General 
Court Martial (Dec. 3). 

STORES BRANCH.—Flg. Off. H. J. Hunter is granted a perm. comn. in 
this rank with effect from Nov. 24, 1925, on completion of probationary 
service; Flg. Off. on probation H. Seidenberg is confirmed in rank 
(Oct. 6); Plt. Off. J. KE. Welman takes rank and precedence as if his 
appointment as a Plt. Off. bore date Aug. 10. Reduction takes effect 
from Nov. 25. 

MEMORANDUM.—Lt. I. W. B. Parsons relinquishes his temp. comn. 
on re-enlistment in the Territorial Army (May 17, 1920). 

RESERVE OF AIR FORCE OFFICERS.—GENERAL DUTIES BRANCH.—H. N. 
Miller is granted a comn. in Class B as a Plt. Off. on probation 
(Dec. 21); H. P. Wilson is granted a comn. in the Special Reserve 
as a Pit. Off. on probation’ (Dec. 21): 

The following Flg. Offs. relinquish their comns. on completion of 
service :—A. IL. Jones (Oct. 24); H. E. Winch (Oct. 24); G. S. Fiske 
(Nov: 27)3 Wa J. Burr, M.-C D-CA, MAL (Dec 17)" Se Pa ba De WL 
Bucknall (Dec. 19). 


Appointments. 
Week cndine Dee. 26. 

GENERAL DUTIES BRANCH.—Wing Commander W. S. Douglas, M.C., 
D.F.C., to R.A.F. Depot, Uxbridge, for course at Imperial Defence Col- 
lese, xy x. 

Squadron Teaders. A. Hi. Peck, D.S:0., M.G.j) ito HQ.) Trad, e712. 
L. L. MacLean, to Aircraft Park, India, 7/12. D.F. Stevenson, D.S.O., 
M.C., to R.A.F. Depot, Uxbridge, en transfer to Home Hstab., 25/11. 

Flight Lieutenants J. V. Read, M.B.E., to No. 4 F.1T.S., Egypt, 7/12. 
I. M. Rodney, to Aircraft Depot, India, 7/12. H. A. Smith, M.C., to 
No. 55 Sadn:, Iraq, 7/12. E. F. Turner and W. H. Knowlden, to 
H.O:, Iraq; 7iies . Ms Hlworthy,, to) No.4 Ssadnyy iad, 7a ed 
Collins, to No. 30 Sqdn., Iraq, 7/12. L. C. Wynne-Tyson, to Station 
Commandant, Basrah, 7/12. G. F. Moody, to No. 6 Armoured Car 
Coy, Iraq, 7/12. M. A. Simpson, to R.A.F. Depot, Uxbridge, 1/12. 
M. H. Coote, to No. 29 Sadn., Duxford, x/1. LL. Darvall, to CFS, 
Wittering, 31/12. W. HE. G. Bryant, M.B.E., to School of Army Co- 
operation, Old Sarum, 20/12. F. G. Brockman, to H.Q., Fighting Area, 
Uxbridge, 7/12. V. Buxton, O.B.E., to No. 14 Sadn., Palestine, 18/12. 

Flying Officers F. W. Wrench, to R.A.F. Training Base, Leuchars, 
15/12. R. H. Barlow, to R.A.F. Training Base, Leuchars, 23/12. H. J 
Paine and R. J. EK. Haynes, to Station Commandant, Basrah, 7/12. 
E L. Kingham, to INO. 47 Atm. "Car (Coy, Iraq) 7/12. 9G. lacey, to 
Aircraft Depot, Iraq, 7/12. B. TI. Crook, to No..6 Arm. Car Coy,., Iraq, 
a/t2, AS B: Kay. to) No. 6 Sqdn., Iraq, 7/22. (Be. He thorpe,. 107 Air 
craft Depot, India, 7/12. (Hon. Fit. Lt.) I. E. Brodie, to No: 5°Sqdn., 
India, 7/12. M. D. Ommonney and C. A. Bell, to No. 31: Sqdn., India, 
7/12, R. He Holmes, to sNo. bo Psqdn., Indra, 7/22) een Coyle; ta 
Aircraft Depot, India, 11/12. J. FH. Mehigan, to No. 2 Wing H.Q:, 
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India, 11/12. L. J. Booth and J. H. Powle, to No. 20 Sadn., India, 11/12. 
F. S. S. Lamprey, to No. 208 Sqdn., Egypt, 18/12. L. R. W. Tillard, 
H. C. Macphail and R. D. Adams, to No. 31 Sqdn., India, 11/12. N. K. 
Howard, to Aircraft Depot, India, 11/12. E. S. Burns, to R.A.F. Base, 
Gosport, 1/1. R. F. Overbury, to School of Naval Co-operation, Lee- 
on-Solent, 1/1. I. Butler, to Home Aircraft Depot, Henlow, 29/12. 
Vv. A. C. Ross, to No. 58 Sqdn., Worthy Down, 1/1. I. G. BE. Daley 
to R.A.F. Training Base, Leuchars, 1/1. 

Pilot Officers E. G. H. Russell-Stracey, J. N. Young and T. K. 
Merrett, to Aircraft Depot, India, 7/12. A. V. Hammond, to No. 208 
Sadn., Egypt, 7/12. J. D’A. Keary, to R.A.F. Training Base, Leuchars, 
10/12. G. B. Collet, to No. 5 Sqdn., India, 11/12. W. R. J. Spittle 
and C. J. Veevers, to Aircraft Depot, India, 11/12.. J. C. Lewis, to 
No. 28 Sqdn., India, 11/12. E. G. Hordern, to Station Flight, Dux- 
ford, 1%. 

Mepical, BRANCH.—Squadron Leaders D’A. Power, M.C., to H.Q., Air 
Defence of Great Britain, Uxbridge, 8/1. R. S. Overton, to H.Q., 
Iraq, 7/12. W. E. Hodgins, M.B., to R.A.F. Depot, Uxbridge, on 
transfer to Home Estab., 17/11, and to Air Ministry, Directorate of 
Medical Services, 5/1. Flight Lieutenant W. E. Barnes, to R.A.F 
Hospital, Halton, 28/1. Flying Officers A. F. Cook, to Palestine 
General Hospital, 7/12. I. I. Ryder, to R.A.F. British Hospital, Iraq, 
7/12. W. D. McKeown, M.B., and E. J. Jenkins, to H.Q., Egypt, 14/12. 

STORES BRANCH.—Squadron I.eaders W. C. Clark, to Stores Depot, 
Iraq, 7/12. F. Tedman, M.B.E., to Aircraft Depot, Iraq, 7/12. N. R. 
Fuller, to H.Q., Iraq, 7/12. Flight Lieutenants EK. E. Porter, M.B.E., 
D.C.M., and A. T. Shaw,.to Aircraft Depot, Iraq, 7/12. ~H- pees 
Tansley, M.C., to Supply Depot, Egypt, 7/12 E. W. Lawrence, to 
R.A.F. Depot, Egypt, 7/12. J. Hobbs, to Aircraft Depot, India, 11/12. 
Flying Officers C. B. Horsfield, to No. 8 Sqdn., Iraq, 7/12. H. O. 
Fellowes, to Inland Water Transport, Iraq, 7/12. B. W. Hemsley, to 
No. 5 Sadn., India, 11/12. G. L. Worthington, to Aircraft Depot, 
India, 11/12. A. P. Woollett, to Air Ministry, Directorate of Equip- 
ment, 7/12. Pilot Officers D. J. Divett, to.No. 84 Sqdn., Iraq, 7/12. 


The Electrical and Wireless School, R.A.F. 


On Dec. 19, Air Vice Marshal Sir John Steel, K.B.E., C.B., 
C.M.G., A.O.C. Wessex Bombing Area, inspected the Passing- 
out term of Aircraft Apprentices who have been trained 
at Flowerdown. 

In the course of his Report, Group Capt. R. P. Ross, 
D.S.O., A.F.C., Commandant, says that there were 248 Air- 
craft Apprentices under training at Flowerdown. Of these 
196 were in training as Wireless Operator Mechanics, 10 as 
Instrument Makers, and 42 as Electricians. The discipline 
and drill had been excellent. The educational standard at- 
tained by the entry now passing out had been very good 
indeed. They have shown a spirited and unfailing interest 
in their work. 

A high standard has been maintained in technical sections 
and workshops. ‘The voluntary evening classes have been 
well attended. Every Aircraft Apprentice had successfully 
operated wireless instruments in the air. 

Of the present entry 10 have passed out as Leading Air- 
craftsmen, 20 as ist class Aircraftsmen, and 6 as 2nd class 
Aircraftsmen. 

A Cadetship has been offered to AA. T. Shelley, who was 
also the winner of the Hyde-Thomson Memorial Prize. 

AA. F. J. Spedding has won the Air Ministry Prize for 
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IN THE SHADE OF THE SHELTERING PALM. 


The St 


afi of the R.A.F. Depot, Middle East, at Aboukir, 


Egypt, with Group Captain F. W. Bowhill, C.M.G., D.S.O. (Officer Commanding) in the middle of the front row. 


The present O.C. is Group Captain K. G. Brooke, C.M.G., Group Captain Bowhill having taken over 


Technical 


Staff duties, Iraq Command. 
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CAIRO—KARACHI 
The New Imperial Air Line 


Determined by their long and successful experience 
on the Air Lines now running, Imperial Airways 
are using a standard grade of—— 


Wakefield 
SAT ROL 


to lubricate the “Jupiter’’ engines of the 
D.H.66 Air Liners on the Cairo-Karachi 


Airway now being inaugurated. 


Khartoum Kisumu Aeroplane Lands 
Air Line. on Helvellyn. 


he argunned by wivilan cxteevig On Dec. 22nd, Messrs, B. 
3 4 se Hinckler and J. F. Leeming landed 


in the Empire overseas. h 
Following the precedent so well on Helvellyn using an Avro, the 


established, Wakefield CASTROL engine being lubricated with Wake- 
is the lubricant used. field CASTROL. 


Whatever the enterprise, where maximum 

reliability, the maintenance of perform- 

ance over long periods, and economy in 

working are essential, then inevitably 
the lubricant chosen is— 


WAKEFIELD 


—the product of an All-British Firm. 
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C. C. WAKEFIELD & Co., Ltd., Specialists in Motor Lubrication, Wakefield House, Cheapside, London, E.C.2. 
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the Highest Aggregate Marks in all sections. AA. A. F., 
Monks has won the Air Ministry Prize for the highest marks 
in Technical Subjects, and AA. Bourne has won the Air 
Ministry Prize for the highest marks in Educational Subjects. 


The Auxiliary Air Force. 

The Trophy presented by Lord Esher for the best all- 
round Squadron of the Auxiliary Air Force, was presented to 
No. 601 (County of London) (Bombing) Squadron on Dec. 23, 
at the Duke of York’s Headquarters, Chelsea, by Air Chief 
Marshal Sir Hugh Trenchard. 

Sir Hugh Trenchard inspected the Squadron and said that 
there was no reason why the Auxiliary Air Force machines 
should not be kept as efficient as the equipment of a Regular 
Squadron. 

No. 6or (County of London) (Bombing) Squadron is com- 
manded by Sq. Ldr. the Lord Edward Grosvenor. 


A Further Correction. 

The following letter las been received :— 

Sir,—With reference to your correction in the issue of Dec. I, as 
to when Sq. Ldr. Jillings qualified as a pilot, both you and your 
correspondent are wrong. Sq. Ldr. Jillings, then a znd Lieut. and 
an Adjutant of No. 3 Reserve Aeroplane Squadron, learned to fly 
at Shoreham. He took his ticket, No. 1178, .on Apr. 15, 1915, at 
Shoreham aerodrome. The machine was a Maurice Farman, known 
locally as the “‘ White Hope,’’? and on the same machine Lord Hugh 
Cecil, Mr. Oswald Mosley, Major Greer (late C.A.T.O., Croydon) and 
several other people, whose names are now known, did much of 
their early flying. 

(Signed) GEOFFREY DORMAN. 


R.A.F. SPORTS 
Inter-Service Boxing. 

H.R.H. the Prince of Wales was present at the Stadium 
Club on Dec. 9 when the first team championship to be 
organised by the Services’ Boxing Association was decided. 
The contest was between teams of eight, representing the 
R.N., R.M., and R.N.V.R.; the Army; the R.A.F.; and the 
Territorial Army. 

The Army scored 28 points, the R.A.F. were second with 
16 points, the Territorials third with 15 points, and the Navy, 
Marines and R.N.V.R. fourth, with 13 points. 

Boxing at Salisbury. 


A successful boxing tournament, organised by officers of 
the R.A.F., Old Sarum, took place at the Victoria Hall, 
Salisbury, on Dec. 2, in aid of the Old Sarum Cot at the 
Great Ormond Street Hospital for Children. About £30 was 
raised for the fund. 

The first part of the programme consisted of four-round 
contests between the R.A.F., Old Sarum, the R.A.F., Nether- 
avon, and two local men. ‘The second half consisted of 
three-round contests ‘between officers of the R.A.F., Old 
Sarum, and Cambridge University. 

Feather-weights—AC. Asplin (Old Sarum) knocked out AC. Scanlon 
(Netheravon). 

Light-weights.—AC. Hughes (Old Sarum) beat AC. Jacobs (Nether- 
avon) on points after a fairly even contest. AC. Morris. (Netheravon) 
and Hurstridge (Salisbury) fought a fast, even fight. The result 
was a draw. é 

Middle-weight.—This was a special six-round contest between AC. 
Rollason, R.A.F. Middle-weight Champion, and AC. Lewis. The 
Referee stopped the fight in the fifth round and Rollason was de- 
clared the winner. 

Welter-weight.—AC. Ing (Old Sarum) beat J. Kerley (Salisbury) on 
points. 

In the Officers v. Cambridge feather-weights Fig. Off. A. C. Watkins 
won easily on points from D: Y. Obeysekeri (Cambridge). 

Light-weights.—Flg. Off. Loughman (R.A.F. Champion) beat W. D. 
Bujterworth (Cambridge) after one of the fastest bouts in the 
evening. : 

Middle-weight._Flg. Off. I. McGregor (Welter-weight Champion) 
knocked out R. J. Andrew (Cambridge) in the first round. 

Light-Heavy-weight.—T. Wright (Cambridge) beat Flg. Off. C. A. Bell 
(Wakefield Champion, 1926) on points. 

A special Middle-weight contest was fought between Plt. Off. S. A. 
Thorn (Wakefield Champion, 1925) and Plt. Off. Underdown (Wake- 
field Champion, 1926). Thorn won on -points. 

The tournament ended with an exhibition match between T. Phillips 
(Instructor to the 2nd Welch Regt.) and Private Sullivan (2nd Welch 
Regt.). 

Eastchurch Station Sports Summary. 

Crickrt.—Early in the season matches were spoilt by the weather, 
but in July and August some excellent games were played. R.A.F., 
Manston, won both inter-station games, the first rather easily, but 
the second, at Manston, was a well-fought game. Good victories were 
obtained over the United Services (twice), Sheerness Garrison (twice) 
and King’s School, Rochester. A feature of the season was an 
all-day match against the KEastchurch Old Boys’ Association (com- 
posed of members of the R.N.A.S. stationed at Eastchurch during 
the War, 1914-18). This was played at Eastchurch on Aug. 25 and won 
by **-Present.”’ , 

In Inter-Section matches Ground ‘Training Section carried off the 
honours. 

Outstanding - individual efforts during the season ‘were those: of 
Cpl. Turner, who scored two centuries, and AC. Moffet, who made 
55 against King’s School and several other good scores. AC. BEllis 
and AC. Altria shared the bowling honours and F-S Bird proved 
himself an efficient wicket-keeper. : 

RIFLE SHOOTING.—Teams were entered for the R.A.F. and Kent 


County Meetings. In the former Eastchurch shot for the Chief of 
the Air Staffs Cup, scoring 1,102 out of a possible 1,600, and securing 
second place. The R.A.F. Individual Championship at Bisley was won 
by L-AC. Willott, of Eastchurch, who took the aggregate cup and 
medals with a score of 323, out of a possible goo. Fit. Lt. Dark and 
Sit. Burton were fourth and sixth respectively with scores of 314 
and 305. For Kastchurch to have three out of the first six marksmen 
in a competition in which 40 took part, and to carry off premier 
honours, is very satisfactory. 

In the Tyros Challenge Cup L-AC. Hulse came third, AC.1, Lee was 
sixth, and AC.1. Kirby eighth. 

At the Kent Meeting Eastchurch shot for the President’s Cup and 
came out third. 

SWIMMING.—The R.A.F. Swimming Association was formed this year 
and during the past season no fewer than 18 Officers and 50 East- 
church Airmen qualified for the R.A.F. Swimming Certificate. It is 
probable that for the size of the Station, these numbers compare 
favourably with others. 

A successful Water-polo season has be2n achieved. Great keenness 
and skill, particularly on the part of L-AC.s Tucker and Brittan, have 
prevailed throughout and most enjoyable home and away matches 
have been played against Maidstone (5—2 and 1—6), Sheerness (1—1, 
I—2) and R.N., Chatham (r1—o, 1—2) in the Kent League, Div. II, 

Swimming at Eastchurch is definitely popular with all ranks. This 
is not surprising as the bath 1s one of the best in the Service and 
it is hoped a large number of novices will avail themselves of the 
excellent facilities next year. 

Box1nc.—The first match of the season took place at Eastchurch 
against Manston en Oct. 21. Each Station was represented by a team 
of 8 novice Airmen and 1 Officer. Eastchurch won 7 out of the 9 
contests staged. 

Association Football. 

R.A.F. v. Oxford University.—The R.A.F. beat Oxford at 
Uxbridge on Dec. 8 by 3 goals to I. 

The Morning Post account of the game states :— 

As it happened, the luck favoured the smarter side, and prob- 
ably the Air Force have never had such a good eleven as the men 
captained by Flg. Off. Webster. Bennett, a new centre forward, set 
a capital example in getting quickly to the ball and passing accurately, 
his leadership doing much to bring out the good form of Fig. Off. 
Chipper and ACs. Morris and Grist, the left wing. All these men 
were in great form, and nothing better than. Chipper’s good shooting 
could be desired. The halves and backs played together with such 
sure understanding that the forwards had plenty of the ball, and 
they made good use of their opportunities. 

The R.A.F. team were :— 

AC. A. A. Baker (Halton); I.-AC. W. Bangay (Cranwell) and Fig. 
Off..S. N. Webster, A.F.C. (captain) (Martlesham Heath); Cpl. J. Atkins 
(Cranwell), AC. F. S. Gudgeon (Cranwell), and AC. J. Hogg (Uxbridge); 
Sit. G. Turner (Netheravon), Fig. Off. A. B. Chipper .(H.M.S. 
Furious), AC. J. G. Bennett (Duxford), AC. S. J. Morris (Halton), 
and A.C. H. Grist (Cranwell). 


The R.A.F., Great Yarmouth. 


The seventh annual re-union dinner for Officers who at one time 

served at Great Yarmouth was held on the last Saturday in October 
at the Café Royal. -Major Egbert Cadbury, D.S.C., D.F.C., was in the 
chair.. This dinner has always been a singularly happy affair (largely 
due to the efforts of its secretary, ‘‘ Blossom ’”’), and this year’s was 
particularly so—as no less than twenty-two sat down to dine, 
Unfortunately many serving members were abroad. 
_It may interest, and sadden, them to know that there is practically 
none of the fabric. of -the station left—one “Short” shed, the 
engineers’ shop and-a few huts—the rest is levelled to the ground 
and forms a playground for sea-gulls and Scotch fisher girls; ‘The 
old White Ensign hangs in the church with a bronze plate ‘beneath 
it, and the spirit of the old station is still alive amongst 
many.—c. F. S. G. . 


—————— 


The R.A.F. in Parliament. 


RiA.F. “MESS BILLS. 

In the House of Commons. on Dec. 13, in reply to a question by 
Mr. J. Hupson, the SECRETARY OF STATE FOR AIR said that the monthly 
limit of £5 to be expended on wine in the individual mess bills 
of the officers of the .R.A.F. was fixed as a reasonable maximum when 
regard is had to the varying circumstances of officers and the amount 
of entertainment given by them. The term “ wine”? as used for this 
purpose in the King’s Regulations and Air Council Instructions for 
the R.A.F. was interpreted as including all kinds of intoxicants. 

H.M:s. VINDICTIVE. 

In the House of Commons on Dec. 15, Capt. GARRO-JONES asked the 
First LORD OF THE ADMIRALTY whether H.M.S. Vindictive made use 
of the catapult apparatus installed for launching aeroplanes. MR. 
BRIDGMAN : ‘‘ The answer is in the affirmative.’? [Letters from readers 
suggesting that ‘‘ affirmative’? should read ‘‘infirmary ” will not be 
published, and, anyway, it is called a ‘‘sick-bay”’ in the Fleet Air 
Arm.—C.. M. MCA‘] 

R.A.F. EQUIPMENT. 

In the House of Commons on Dec. 15, in reply to a question by 
MR. HAMMERSLEY, the SECRETARY OF STATE FOR AIR said that out of a 
total of 22 types of machines (excluding experimental machines) in use 
by the R.A.F. to-day, there were only two which were designed prior 
to r917—one a Service and one a training type. The number of 
machines of these types at the present time represented approximately 
36 per cent. of the total number of machines. 

AN ITALIAN PARACHUTE. 

In the House of Commons on Dec. 15, in reply to a question by 
Cou. Day, the SECRETARY OF STATE FOR AIR said that the trials of the 
new Italian parachute at Stag Iane were a private demonstration. 
Representatives of the Air Ministry had attended by invitation. 
A successful descent had been made from 1,200 ft. by Lieut. Freri. 
The result of the test was considered to be sufficiently satisfactory to 
warrant further experiments. 
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THE ROYAL AIR FORCE CAPE FLIGHT. 


An official account of the flight of four Service machines from Cairo 
to the Cape and back to England based on the report of Wing Cdr. 
C. W. H. Pulford, O.B.E., A.F.C., has been issued by the Air Ministry 
in the form of an A.M. Communiqué No. rgor. The Report starts with 
a description of the organisation of the flight and explains that the 
flight was carried out in the ordinary course of R.A.F. training and 
that no attempt was made to break records. . 

The object of the flight was to visit the Dominion of South Africa 
and the various Colonies on the route and to gain experience in long- 
distance flying, in testing the despatch of reinforcements and in co- 
operating with the local forces. 

The route which was practically the same as that organised by the 
R.A.F. in 1919 and followed by Sir Pierre van Ryneveld in 1920, was 
divided into three sections, Northern, Central and Southern. 

The Northern section, organised by the Middle East Command ex- 
tended from Aboukir to Nimule (Southern Sudan border). The Central 
section which was in charge of one R.A.F. officer, one N.C.O., and 
three airmen lay between Jinja in Uganda and Abercorn in Northern 
Rhodesia. The Southern section in charge of one R.A.F. officer and 
two airmen stretched from N’dola to Cape Town. 

The Flight was equipped with four Fairey IIJID aeroplanes with 
Napier Lion (Series V) engines. A spare machine and spares were sent 
to Aboukir and two spare engines and various spares were dumped at 
Kisumu (Lake Victoria). Another spare machine and four spare en- 
gines and other spares were dumped at Cape Town or Pretoria. 

The Flight was formed at Northolt on Nov. 6 and was complete with 
personnel on Dec. 1. Consumption tests and practice flights with 
heavily-loaded aeroplanes were carried out at Northolt in addition to 
the supervision of the machines selected for the flight and the prepara- 
tion and checking of the equipment, maps, etc. 

The weight of the equipment which could be carried was roughly 
450 lbs. and included spare parts, tools, kits, arms, medical stores, 
emergency rations, etc. 

Wireless was not carried for three reasons: (a) it was heavy, (b) it 
would be of no value in Central Africa, and (c) it required a skilled 
operator. 

The machines were packed at the R.A.F. Packing Depét, Ascot, and in 
order to save time at Aboukir they were packed with the undercarriages 
on and centre sections in place in special large cases. The spare 
machines were packed in ordinary cases as there was insufficient 
tunnel clearance on the Kenya and South African railways. 

The ground party for the Northern section left Cairo on Dec. 22. 
They travelled through Wadi Halfa to Khartum, thence along the 
White Nile to Rejaf and by car and carrier to Nimule distributing fuel 
and preparing landing grounds along the route. 

The Report states :—‘‘ The aeroplanes of the Flight were disembarked 
at Alexandria on Jan. 25 and except for carrying away most of the 
overhead electric light cables and thus fusing all the lights in a street 
in Alexandria, were transported by road to Aboukir without incident.” 

The personnel engaged in the flight were:—Wing Cdr. C. W. H. 
Puliord, ©. Bees FC. se Pitedtas bee em lack worth sd sb G2. buliteeeets 
125 ey BEA Davee, PNPORO Salley TOpig AWA JG, g8higovey Ish, Jie Dep ds Ih 
Gillman (Navigation), Flg. Off. A. A. Jones (Technical), Sjt. Hartley 
(Fitter) and Sjt. Gardener (Rigger). The first four were pilots. 

The Flight started from Heliopolis at 07.10 hours on Mar. 1 and 
finished there at 08.35 hours on May 27, one day ahead of the time- 
table. The total flying time for the four aeroplanes for the flight to 
the Cape and back to Cairo was approximately 568 hours. The actual 
time between Cairo and return for the leader’s aeroplane was 140 
hours 5 minutes. 

Very little trouble was experienced during the flight. One magneto 
had to be replaced, also two airscrews and all the oil tanks, but no 
major repairs were necessary. 

Except for a slight adjustment of the time-table at Kosti on account 
of very low visibility and an alteration in orders at Nairobi on the 
return flight the programme was maintained throughout the flight. 
This was owing to the reliability of the engines and aeroplanes and 
also to the efficient ground organisation prepared by the advance parties 
of R.A.F. personnel. 


ONE OF THE CAPE FLIGHT. 
Co. Ltd., with spare airscrew below the fuselage, for shipment to Cairo. 


The following account consists of extracts from the official Report: 
THE OUTWARD FLIGHT. 
Cairo-Assiut, 220 miles. Assiut-Aswan, 260 miles. (4 hrs. 57 mins.) 

At 07.10 hours on Mar. 1 the Flight took off in formation from 
Heliopolis for Assuit against a strong head wind. As they passed 
over Helwan aerodrome aeroplanes from No. 47 Sqdn. ranged along- 
side and waved good-bye. 

The wind changed from south to north at Samalut thus enabling 

The country between Cairo and Assiut had no outstanding features. 
There is the usual strip of cultivation along the banks of the Nile. 
Except for the Fayum Oasis where it is much deeper this strip ex- 
tends on the western bank for perhaps five miles in depth until it 
reaches the Desert. It is much narrower on the eastern bank. 

After Assiut the desert on each side of the cultivation appears to 
be hilly and is much intersected by valleys. Between Quara and Luxor 
the country is very broken. 

It may be of interest here to describe the routine on landing which 
was adhered to during the whole flight. Immediately on landing and 
whilst taxying in, R.A.F. ensigns were hoisted; they were not kept 
fiving in flight owing to the heavy wear and tear. Air intake plugs, 
airscrew, engine, cockpit and compass covers were immediately put 
on. The aeroplanes were then pegged down and flying controls se- 
cured. Where the ground was too hard for screw pickets heavy 
weights such as full oil or petrol drums were used instead. The usual 
practice was to peg down with one picket to each wing tip, one to 
the airscrew, and one to the tail, the camber gear being wound down to 
normal. In localities where there was any likelihood of rain all petrol 
tank air vents were plugged in order to prevent water getting in. Re- 
fuelling and routine inspections were then proceeded with. 
Aswan—Wadi Halfa, 185 miles. Wadi Halfa—Atbara, 350 miles. (5 hrs. 

46 mins.) 

The Flight left Aswan for Wadi Halfa at 07.09 steering by compass. 
Halfa was reached at 09.04. Aircraft were filled up to full stowage of 
petrol taking eight gallons extra in the rear seat as the next journey 
was the first long flight. Halfa was left for Atbara at 10.52 on a com- 
pass course for Abu Hamed. 

Over the Nubian Desert up to 6,500 feet it was found to be very 
bumpy, and the Flight struck particularly heavy bumps when passing 
over the numerous jebels (hills) between Halfa and Abu Hamed. 
Atbara was reached at 14.43 after a flight of 3 hrs. 51 mins. 

Atbara—K hartoum, 175 miles. (2 hrs. 27 mins.) 

Atbara was left for Khartum at 09.39 hours, but the Flight had 
to return after 20 minutes owing to one aircraft (No. 1102) developing 
a leaky petrol sight glass. 


Khartum was reached at 12.38. The Flight remained at Khartum from’ 


Mar. 4 to 6, the aeroplanes being housed in two Bessonneau hangars 
erected for the Detached Flight of No. 47 Sqadn. stationed at Khartum. 
An Haboob (sandstorm) struck Khartum from the north-west at sun- 
set on the evening of Mar. 5. It was the Flight’s first experience of 
such a thing and it was found to be very unpleasant. Although the 
aeroplanes were housed, the precaution had been taken before leaving 
them of putting on all covers and inserting plugs in the air intakes, 
so that these were not filled with sand. 
Kharitum to Kosti, 175 miles. (2 hrs. 25 mins.) 

The Flight left Khartum for Kosti and Malakal at 07.25 on Mar. 6. 

The Flight followed the Nile. The visibility was under a mile in 
places. An endeavour was made to climb out of it but at 7,000 feet it 
was no better and the Nile was lost to view. At Kosti at o9.50 the 
Flight landed having increased the length of the journey by about 50 
miles by following the river. 

Having received a weather report from Malakal reporting moderate 
visibility the Flight left Kosti at c9.27 on Mar. 7, but after flying south 
for about 15 miles the visibility became worse than the day before. 
The Flight, therefore, returned to Kosti. 

Kosti—Malakal, 260 miles. (3 hrs. 53 mins.) 

The visibility on the morning of the 8th appeared 1o be no better 
but it was imperative to get on so as to keep to the time-table. The 
Flight, therefore, left Kosti at 09.26. The Nile was followed the whole 
way until Malakal was reached at 13.19 hours. 


A Fairey I1ID (Napier Lion engine) as it left the works of the Fairey Aviation 
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Tyre Wheel Track Tyre Wheel | Track 5 !Wheel YT 
eae ase Length Bore Line Size No. | Length ' Bore | Line Slee No. | Length Bere | Line. 
| - F r 1 
m/m m/m m/m mim | mim | mm m/m m/m jm 
375 x55 1168 | 111.12 | 25.4 | Central] 700X100 {112 150. | 38-09 | Central} 1000 x 150 \210 185. | 60.32 Contra! 
300x60 | 16 | 111.12 | 25.4 | Central ae | T78, | Eb | aaz/ag [1000x180 /148 | 220. | 80. Central 
” * 2 | 149 185. | 55. Central 


45060 | 30 89, 31.75 | Central 


Poeiso. seo }| 650125 |119 | 178. | 55, | 132/46 155 | 220. 66.67 Central 
: entral| “| (147: | 178. | 55, |Central] ,, [166 | 185. | 55. | 125/60 
575 X 60 2 #0, 28. | Central ‘ 188 | 120. | 34.92| Central | 
se . | 38.09} 104/46 900X200 107 185. | 55. | Central 
* 1g6 | 120, 34.92 | Central 750 X 125 us ae 44.45) 132/46 4 108 | 185. | 58, | 125/60 
"log | 150, | 38,09|Central] ” 9 - | 55, | 135/50) 128 | 220. | 66.67) Central 
7 95 | 185. | 55. | Central 137 | 250. | 80. | Central 
65065 | 78 | 178 | 44.45) 132/46 is 99 | 178. | 38,89| 132/46 iy 157.|.185. | 80. | Central 
2. 79 | 178, | 44.45|Central| _,, 12 | 150. | 38.09|Central} ” 902 | 185. | 60.32| Central 
»  |100} 178. | 38.09| 132/46 * 176 | 178. | 44.45| Central se ec Sees ae 
ee 0l?) 178. ~|' 31-75) 132/46 m 179 | 178 | 55, | 132/46 }1100220 |134 | 220. | 66.67 | Central 


60075 | 21 | 160. 28, |Central! go9x 150 61° 185. | 55. 135/50 i; 136 | 250. | 80. Central 


, {180 | 150. | 38.09| 104/46 : | | 
/ r 162°; 185, | 55. | Central} 975.995 |192 | 185. | 60.32 | Central 


, (186 | 120. | 34.92| Central 163"! 185. | 66.67| 135/50 | | 
es 190 | 150. 38.09 | Central r 63" 185. | 55. | 135/50 . 194 | 185. | 59. 125/60 
70075 | 78! 178. 44.45| 132/46 ve 177 | 185. | 55. 135/50 [1250 x 250 133 | 250. | 80. Central 
” 79 | 178. 44.45 | Central 4 183 | 185. | 55. | Central 9 1154 | 304.8, 101.6 | Central 
- 100 | I78. 38.09 | 132/46 c- 211*} 185. | 60.32, 135/50 | | | 
"tor | 178, | 31.75| 182/46 | :o990c180 \fe7 | 185.- | 55 ee 1500 X 300 |115 | 304.8) 101.6 Central 
700x100 | 77 | 178. | 44.45| 132/46 174 | 250. | 80. |Centrall,--,. ese 122 | came 
Bere iee” ssar uiscien | rad] desi: '95.. «Central ft oe tee | 400 | Toa Central 
- 95 | 185. 55. | Central rv, i187 | 220. | 66.67 | Central " | m4 ; 
es 99 | 178. see 132/46 is 901 | 185. | 60.32| 125/60 ]1750X350 193 | 400. | 125. | Central 


*wheels Nos. 161, 162, 163 and 211 are of stronger type than the other wheels for 800 X 150 tyres. +Wheel No. 169 is fitted with Ball Bearings. 
Grease gun equipment is now a standard fitting on all wheels. 


THE PALMER TYRE LIMITED, 


Contractors to the Admiralty, the War Office, and the Air Ministry, 


Telegrams :— z Telephone :— 
“Tyricord, Cannon, London.” T00 106, CANNON STREET, LONDON, E.C.4. City 1477 (Two Lines). 
D/IND PARIS: 31, Rue la Boétie. (365) 
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The Governor of the White Nile Province and the Officer Command- 
ing the z2th Sudanese Battalion greeted the Flight. 

As a malarial district had now been reached, the Flight started 
taking five grains of quinine daily. This was kept up until Pretoria. 
Malakal—Mongalla, 350 miles. (3 hrs. 54 mins.) 

The Flight left Malakal for Mongalla at 07.36, the course taking them 
over Fagak, Kongor, Awoi and Bor and then the east bank of the 
Nile. The visibility was bad. 

It was very hot and muggy at Mongalla. The temperature did not 
fall much at night and little relief was gained. 

Monga'la—Nimule, 124 miles. (1 hr. 32 mins.) 

Having been warned that Nimule was the last placé in the world 
at which to stop the C.O. had intended to fly te Kisumu in one day. 
Just before starting, however, the starboard magneto of No. 1103 was 
found to be defective. This caused a delay of about 3} hours while 
a spare one was fitted. 

The course to Nimule passed over Rejaf. On this flight also it 
was too thick for detail of the country to be seen. The ground rises 
all the way. 

The Flight landed at 11.60 hours, a large crowd of natives being there 
to see them land. They met here Sq. Ldr. Coningham, D.S.O., M.C., 
DEG, sand Fit, site orleead? =0:5;@., (D.S.C., D. biG.) the sormer be 
ing on his way back to Cairo after attending a Conference of Governors 
at Nairobi whilst the latter was in charge of all arrangements for the 
Flight between Malakal and Nimule. 

The crews slept in their hammocks for the first time. All ham- 
mocks were provided with mosquito netting which covered the ham- 
mock like a bag. The occupant after getting into his hammock could 
make it mosquito proof by pulling taut the draw strings of the mouth 
of the bag. All members of the crews found that to get into a ham- 
mock when it was pitch dark with the hammock swaying violently, 
and then to pull the draw string tight before the mosquitoes could 
get in was a task which required considerable agility and patience. 
Nimule to Kisumu, 320 miles. (3 hrs. 43 mins.) 

Before leaving Nimule the Chief of the village came up and saluted 
and though no one could understand what he said, it was easy to dis- 
cern what he meant. Apparently he remembered the visit to Nimule 
of a twin-engined aeroplane for he gave in pantomime a very good 
description of her landing and taking off. This aeroplane must have 
been the ‘ Silver Queen.” 

he Flight left the ground for Kisumu at 08.40, the course taking 
them over Lira, Soroti and Mbale. 

The visibility for 1} hours after “ take-off’ was poor, but at 10.15 
hours the pall which had enveloped them ever since they left Khartum, 
disappeared. The contrast in visibility was extraordinary for inside 
ten minutes a visibility of about 1 mile increased to that of about 
50 miles. It is an interesting fact that the visibility was bad for so 
great a distance (over 1,200 miles). The Governor of Malakal said that 
such conditions were most unusual and could give no explanation of 
the cause. It seemed improbable that it was all due to sand because 
after Kosti there is no sand. The leader’s assumption is that if it was 
sand then there must have been a series of terriflc sandstorms in the 
desert between Atbara and Abuhamed, the wind carrying the sand 
laden air southwards. 


The Flight was met at Kisumu by Flt. Lt. Emmett, M.C., D.F.C. 
(the officer in charge of the Central Section) and the ground party of 
rt N.C.O. and 3 airmen. They had erected the spare aeroplane and 
had also installed most of the stores in a Bessoneau. The rainy season 
had started at Kisumu when the Flight arrived. It rained in the 
afternoon at any time after 4 p.m., but never rained in the morning. 

Whilst at Kisumu all the aeroplanes were thoroughly inspected, the 
25 hour inspection being carried out on all engines. The spare aero- 
plane (No. 1107), which had been erected by the ground party was 
tested and both spare pilots were given as much flying as possible. 
Kisumu—Mwanza, 240 miles. Mwanza—Tabora, 185 miles. (4 hrs. 

38 mins.) 

Mwanza was reached at 09.50, in the presence of a large crowd of 
natives kept in check by a company of the King’s African Rifles. The 
ground was very soft, large pools of water having formed. 

As soon as the rain stopped the Flight prepared to leave the ground, 
only to find that two aeroplanes had become bogged right up to the 
axles. It took about 50 Askaris of the African Rifles on each aero- 
plane to manhandle them out. It was found that the best way to 
get out when bogged was, to stop the engine, dig the ground from 
before the wheels, raise the tail and lft up along the main spars of 
the wing together, at the same time pushing on the wheels. 

The ground was left for Tabora eventually at 13.15; despite the 
bogginess the aeroplane took off very well. They landed at Tabora at 
15.18, the Governor of Tanganyika, Sir Donald Cameron, being there to 
meet them. There was an enormous crowd of natives lining the edges 
of the aerodrome. On landing the leader received, from the Air 
Ministry, a cable directing him to land at Nairobi on the return 
journey, if considered possible. 

Bush exists most of the way between Mwanza and Tabora though 
there are many large grass areas to be found up to halfway. After 
that the bush becomes very thick and the aircraft pass over some 
extremely rocky hills. ‘Tabora was easily seen from the air as it 
is on the railway, with large workshops alongside it. It is the 
headquarters of the 2nd Battalion of the King’s African Rifles. 

The following incident narrated by the Officer Commanding the 
Flight may be of interest as an illustration of the truth of the saying 
Nothing is ever lost in Africa. 

Whilst the Officer Commanding 2nd Battalion King’s African Rifles 
was being taken for a flight his goggles, which he had borrowed 
from one of us, blew off. They fell in thick bush about six or seven 
miles south of Tabora. The loss of a pair of goggles was incon- 
venient for it meant that somebody in the Flight had to fly without 
them. Early next morning about two minutes before taking off a 
native was seen running -fast across the ground towards us. On 
reaching us he handed me the goggles, quite undamaged, and then 
walked away. Where or how he had found them was never dis- 
covered but the incident bears witness to the honesty of the native. 

During the stay the Flight stopped at the mess of the King’s 
African Rifles. The 2nd King’s African Rifles are recruited largely 
from amongst the Angoni and Yao tribes in Nyassaland, and are an 
extremely fine and fearless looking lot of men. On parade they 


appear very smart. They wear a black fez, blue jersey, shorts and 
blue puttees without boots. Practically every man wears at least two 
medals, in particular the Regimental Serjeant-Major, a man of 23 
years’ service. 

The troops could not get over the fact that the Flight had come 
from Mwanza in 2} hours. It seemed incredible to them for it was 
a good 14 days’ march away. The Serjeant-Major was offered a flight 
but he said he didn’t want one. On being asked by the Officer Com- 
manding why he didn’t, he replied: “ Well you see Bwana, the Bwana 
N’Degi when they first flew learnt to do it by numbers and I don’t 
know the drill’!! 

Tabora—Abercorn, 300 miles. (3 hrs. 13 mins.) 

The Flight left Tabora for Abercorn at 08.25, visibility being ex- 
treme. The course was laid to cross the northern edge of Lake 
Rukwa over the Tanganyika escarpment to Kasanga on Lake 
Tanganyika and from there down the Lulu to Abercorn. 

Before the Flight left England a dual source of supply of petrol and 
oil to Abercorn had been arranged, one lot by rail and steamer from 
Dar es Salaam via Ujiji and the Lake, the other by rail and porters 
from Pretoria via Livingstone. Both lots arrived in time though the 
consignment from Livingstone only arrived two days before the aero- 
planes and that only after tremendous exertions on the part of porters. 
Abercorn—N’Dola, 342 miles. (4 hrs. 1m mins.) 

Abercorn was left for N’Dola at 09.54. In spite of the low density 
of the air (.78) no wind, and 8 gallons of petrol extra in the back seat, 
the aeroplanes got off well. The course took them over the northern 
edge of Lake Bangweulu from thence to N’Dola crossing a strip of 
the Belgian Congo between Bangweulu and the Luapula river. Ex- 
cept for the forbidding looking marshes of Lake Bangweulu and the 
mangrove swamps of the Luapula river there is forest all the way. 

When south west of Lake Bangweulu the aircraft saw ahead what 
looked like a wall of very heavy rainstorms which stretched right across 
the course. Course was altered to the northward to avoid some of 
these and by diving between the gaps of others the aircraft managed 
to avoid them. 

The Flight landed at N’Dola at 14.05 in the presence of a large crowd, 
the whole EKuropean population being there. 

N’Dola—Broken Hill, 104 mils. (i hr. 2m mins.) 

The Flight took off in formation at 10.00 for Broker Hill, landing 
there at 11.21, the whole population turning out to see the landing. 
Thick forest exists between N’Dola and Broken Hill. There were one 
or two open spaces but these were marshy valleys. 

Broken Hill—Livingstone, 303 miles. (3 hrs. 21 mins.) 

The Flight left Broken Hill for Livingstone at 08.46, the course 
taking the aeroplanes over the Kafue River, Mazabuka, Batoka and the 
Kalomo River. A good deal of cloud was encountered which neces- 
sitated flying at about 9,000 ft. above sea level most of the time. 
The visibility was extreme. The spray from the Victoria Falls at 
Livingstone was sighted over 40 miles away. 

Livingstone was reached at' 12.07, the aeroplanes having first flown 
over the falls. The Governor and Lady Stanley were there to meet 
them. The party were motored out to see the Matoppos Hills which 
are about 25 miles south-east of Bulawayo where Cecil Rhodes and 
Sir Starr Jameson lie buried in the top of the largest kopje. Close 
to their graves stands the memorial to Major Wilson and his party 
of 30 men who were surrounded and killed to a man on the Shangani 
River by the Matabele in the Matabele war. 

Livingston—Bulawayo, 243 miles. (3 hrs. 6 mins.) 

The Flight took off from Livingstone at 10.08 and after saluting the 
Governor shaped course for Bulawayo. The course took the aircraft 
over Wankie, Malindi, Gwaii, Nyamdlhovu and then along the railway 
to Bulawayo. 

Bulawayo—Palapwe Road, 200 miles. (2 hrs. 31 mins.) 

The Flight took off in formation at 10.09 and after saluting the 
Governor shaped course for Palapwe Road, ‘The course lay past the 
Matoppos to Francis Town where course was altered for Palapwe. 
Palapwe was reached at 12.40, the whole white population and many 
natives being there to see the landing. The Commanding Officer was 
introduced by the Resident Magistrate of Serowe to Tshkedi Khama 
the Regent of Bechuanaland. 

Tshkedi Khama asked if the Flight could fly over Serowe, which is 
the capital of Bechuanaland, whilst the Flight was at Palapwe. ‘This 
was done on the following day. 

No. 1105 had to return and land owing to oil trouble but the 
remainder after escorting her back continued the flight over thick 
bush country to Serowe. Serowe is some 30 miles north-west of 
Palapwe and is quite a large native town with 20,000 inhabitants. 

The Flight did not stop long over Serowe for the noise of the 
engines had stampeded all the cattle and donkeys in the place. 
They could be seen charging up and down the roads at full speed. 
It was an amusing sight to watch, but the Commanding Officer de- 
cided, in the interests of Serowe, to cut short the demonstration and 
return. On landing at Palapwe the natives could not believe that 
the aeroplanes had been to Serowe and back in an hour as it would 
take them two days. 

Palapwe Road—Pretoria, 232 miles. (2 hrs. 43 mins.) 

The Flight took off in formation and left Palapwe Road for Pretoria 
at 07.31 hrs. After crossing the Limpopo River the tops of a range of 
hills which had to be crossed were observed to be covered in clouds. 
To get over the aeroplanes were compelled to come down low, about 
so ft. from the ground and dodge about considerably. The railway 
was met about 35 miles north of Pretoria and then followed. 

On arrival at 10.14 over the aerodrome hundreds of cars and masses 
of people were assembled. The edge of the concrete apron leading 
to the hangars was lined with South African Air Force aeroplanes. 
On landing the Flight was met by General Brink (Chief of the 
General Staff), Colonel Sir Pierre van Ryneveld and the Mayor of 
Pretoria. 

The aeroplanes were then wheeled into hangars and after lunch 
work was started on giving all aeroplanes the 25 hours’ routine over- 
haul. Beyond one or two minor adjustments everything was found to 
be in perfect order. ‘The wood shrinkage was considerable and it was 
found necessary to tighten up all spar bolts. Flt. Lt. W. E. Reason 
was in charge of the ground organisation on the Southern Section. 
Pretoria—Johannesburg, 35 miles. (ir hr. I min.) 

The Flight left Pretoria at 09.25 in company with 14 aeroplanes of 
the South African Air Force for Johannesburg. The whole formation 
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was 19 strong as the spare machine was taken as well. ‘The British 
Flight was in the van, the South African Flights astern. 

Before landing at Johannesburg at 10.26 hrs. the formation flew the 
whole length of the Reef which runs for about 20 miles east and 
West of Johannesburg. As soon as the Flight landed at Johannesburg 
the South African aeroplanes returned to Pretoria. A large crowd 
was assembled. On landing the Mayor of Johannesburg welcomed 
the Flight on behalf of the city. 

Johannesburg—Bloemfontein, 227 miles. (2 hrs. 42 mins.) 

The Flight left Johannesburg for Bloemfontein at 02.33 hrs. on 
Apr. 18. Although the density of air at Johannesburg gave a true 
height of about 8.000 feet, no difficulty was found in taking off. 

On landing at Bloemfontein No. 1102 reported a leaky oil tank. Oil 
had luckily only started running out about half-an-hour before the 
landing. On examination it was found that the port side of the tank 
was badly split. Repairs were made at once, but in the meantime 
a wire was sent to Pretoria to despatch a spare tank. This was 
received on the oth and installed straight away. 
Bloemfontein—Beaufort West, 304 miles. (3 hrs. 37 mins.) 


The Flight took off from Bloemfontein in formation and left for 


Beaufort West at 09.41 hrs. The visibility was extreme, wind about 
Io m.p.h. from the east. 

The compass course lay over Jagersfontein and the Orange River 
past Philipstown and De Aar Junction over Table Mountain direct 
to Beaufort West. The Flight took up close formation over Jagers- 
fontein as a request to fly over the town had been received. 


Beaufort West—Cape Town, 266 miles. (3 hrs. 41 mins.) 

The Flight took off in formation for Cape Town at 09.26 hrs., their 
course taking the aeroplanes along the railway, over Maljesfontein, 
over the Hex River Mountains past Worcester and over the Drakens- 
berg Mountains. The visibility was extreme, the air being wonder- 
fully clear. The Karoo desert looked like the bed of an ancient sea, 
baked brown by the sun. e 

After Maljesfontein the country begins to rise and becomes very 
mountainous, especially to the south of the railway. 

As they were crossing the Drakensberg the leader noticed No. 1102 
climbing vigorously till finally lost above him at about 16,000 ft. 
On taking up close formation some 10 miles north of Wynberg there 
was still no sign of No. 1102; but as the Flight passed Wynberg aero- 
drome No. 1105 signalled to the leader that No. 1102 had landed. 

The Flight was met by the Minister of Defence, the Chief of the 
General Staff and the Mayors of Wynberg snd Cape Town. 

No. 1102 reported that when over the Drakensberg Mountains the 
oil tank had again split. The pilot had climbed high so as to be 
able to have more time to select a landing ground should the engine 
sieze. On finding the oil pressute holding he had opened his throttle 
and dived for Wynberg at full speed, arriving some 20 mins. before 
the remainder of the Flight. It was disquieting to find a brand 
new tank splitting after only 6 hrs.’ flying; it was decided therefore 
to get a new one made without delay locally. Further examination 
revealed the oil tank of No.-1103 to be ‘cracked. 

Gearing Ltd., of Cape Town, made four new 20-gauge copper tanks 
from the design that was supplied and these were installed. They 
stood up to their work very well and were still in the aeroplanes 
when the Flight arrived in England. 

The greatest assistance was received from the Headquarters of the 
Cape Garrison, a guard being provided at the aerodrome, and all 
cables and telegrams in connection with the Flight being dealt with 
‘by them. 

THE RETURN JOURNEY. 
Cape Town—Victoria West, 333 miles. (3 hrs. 6 mins.) 

The Flight took off in formation from Wynberg at 09.50 hrs. After 
saluting His Excellency the Governor-General, who was present to see 
the departure, course was shaped for Victoria West. 

Victoria West—Kimberley, 207 miles. (2 hrs. 38 mins.) 

Owing to the sand the departure was made by aeroplanes singly at 
10.35 hrs. and after flying in close formation over the aerodrome they 
left for Kimberley. The course took them over the Orange River 
near Hope Town and then parallel to the railway to Kimberley. The 
weather was superb with extreme visibility. Kimberley was reached 
at 13.11 hrs. the Mayor and a large crowd being present. 

Kiniberley—Pretoria, 294 miles. (3 hrs. 28 mins.) 

The Flight took off in formation at 10.36 hrs. and shaped course for 
Pretoria. The course lay over Boshof, Hoopstad, Potchefstroom and 
Johannesburg. 

During the stay in Pretoria opportunity was taken thoroughly 
to overhaul the aeroplanes, controls being renewed where necessary 
The engines were given the routine 25 hrs.’ overhaul, and all aro- 
planes were swung for deviation. 

As the return flight included Nairobi a new time-table was prepared. 

The return flight is not described since most of the country 
was the same as that already passed over. 

Tabora—K isumu, 

The Flight left Pretoria early in the morning of May 3. Buluwayo 
was reached without incident the same day after refuelling at Palapwe 
Road. A stay was made at Bulawayo till the sth. Livingstone was 
reached on the sth; N’Dola via Broken Hill on the 6th; Abercorn on 
the 7th; Tabora on the oth, and Kisumu on the irth. 

Between Kisumu and Tabora the Flight, when in a mountainous area 
80 miles south of Kisumu, ran into a series of blinding rain storms 
which stretched as far as Kisumu. When not in rain low clouds were 
met with which were down to the ground in places. On arrival at 
Kisumu it was found that the fabric on the airscrews of Nos. II02, 1104 
and 1105 had in places started to strip. 

Kisumu—Nairobi, 178 miles. (2 hrs. 7 mins.) 

On May 12 the Flight flew to Nairobi, the course being via Mau 
Summit (10,500 ft. above sea level) past Nakuru and over Lake 
Naivasha. Nairobi was reached after a flight of 2 hrs. 7 mins. An 
enormous crowd had assembled to see the landing as no aeroplanes 
had ‘been seen there before. 

Nairobi was left on the morning of the 1sth at 10.27 hrs. ‘The 
ground was waterlogged and columns of spray rose as each aero- 
plane took off. As the clouds were low everywhere course was shaped 
west, south of the N’Gong Hills over the Migungani plain and then 
north to Kisumu up to Kerocho Valley. On arrival at Kisumu a snake 
which had crept in and twined itself round the spokes of the leader’s 


port wheel, whilst at Nairobi, was still there. The 25 hr. engine 
routine overhaul was carried out on all aeroplanes between 
May 15 and 16. 

Kisumu—Jinja, 116 miles. (1 hr. 24 mins.) 

A start was made for Mongalla via Jinja at 06.36 hrs., but at 07.20 
hrs. the Flight was compelled to turn back owing to heavy rain- 
storms completely barring the path. A fresh start was made at 14.18 
hrs. on the same day, Jinja being reached at 15.42 hrs. The weather 
just beyond Jinja appeared extremely black and threatening. The 
storm the night before had brought down the wires between Kisumu 
and Jinja. All telegrams for Uganda from Kenya (87 all told) were, 
therefore, taken by the Flight. 

JTinja—Mongallo, 346 miles. 

Mongalla was reached without incident after a flight of 4 hrs. 12 
mins. There had beén rain two days previously and the landing 
ground was very soft in certain places. No. 1104 became’ bogged 
while taxying in, and again when taking off the next morning. The 
other aeroplanes were fortunate not to get bogged also as the tracks 
of No. 1104 were only 3 ft. to the left of the track of the others. 

Malakal was reached on the 20th and Khartum on the azst. It 
was very hot at Khartum, the temperature being 115° in the shade. 

Khartum was left on the 23rd, Atbara being reached without incident. 
That evening a heavy sandstorm struck Atbara at sunset. The visibility 
next day was consequently very low. On the a2sth, though the 
visibility was still very low the Flight left for Halfa. At Abu Hamed 
the visibility improved. Halfa was reached without incident after a 
flight of 4 hrs. 22 mins. 

Halfa was left next morning as the sun rose, Aswan being reached 
without incident in 2 hrs. 34 mins. ‘The Flight left Aswan again at 
09.26 hrs. for Assiut but had to return after 25 mins.’ flying owing to 
the oil pressure in No. 1104 falling. No. 1105 reported similar trouble. 
The airscrew of No. 1102 was changed as the pilot reported excessive 
vibration. Some of the difficulties arising when flying over Africa 
are illustrated in the following paragraph from the leader’s report :— 

‘““On landing a second time there was nobody at the aerodrome and 
we could not open the petrol store. As there was a strong head 
wind it was essential to put in the amount of petrol used up on the 
abortive flight. After having waited for nearly three hours for some- 
one to arrive I gave orders for the door to be broken down. ‘This 
could not be done and we only succeeded in breaking the lock. 
Finally in desperation I bought 32 gallons of M.T. spirit in the Aswan 
bazaar and had that put into the tanks. Aswan was finally left 
at 13.58 hrs., Assiut being reached at 16.58 hrs. It was very hot 
when we took off, the water rising to 96° and the oil to 74° before 
reaching cooler air at 5,o00 ft. Over Sohag it looked as if another 
sandstorm was coming on and although we were at 7,000 ft. it was 
extremely bumpy. No. 1105 was thrown about to such an extent 
that a flying wire parted. Later we found that we had passed over 
a small sandstorm. All aeroplanes nearly crashed on landing at Assiut 
owing to striking ridges which were not marked and could not be seen 
from the air.” 

Assiut was left at 06.05 hrs., Heliopolis being reached at 08.35 hrs. 
When near Helwan an escort from Heliopolis joined the Flight and 
took station on either quarter. 


THE FLIGHT Home. 

The route selected was as follows:—Aboukir, Sollum, Suda Bay 
(Crete), Phaleron Bay (Athens), Corfu, Brindisi, Naples, Orbetello, 
Berre (near Marseilles), Crete, Hourtin (near Bordeaux), Brest, Lee-on- 
Solent. 

The land flight having finished on May 27, the Cape Flight 
flew to Aboukir on May 29 and there work was at once started on over- 
hauling the aeroplanes. Each aeroplane was thoroughly overhauled 
and cleaned, the fabric being given a fresh coat of dope. The engines 
were then given the usual 25 hr. routine overhaul. 

New airscrews suitably sheathed for float-plane work were also fitted. 

Aboukir was left on June 9 at 10.15 hrs. and the Flight arrived, 
according to programme, at Lee-on-Solent on June 21 at 13.02 hrs. The 
total flying time taken by the four aeroplanes over this part of the 
route was approximately 164 hrs. ‘The actual time for the leader’s 
aeroplane was 4o hrs. 20 mins. 

Except for an airscrew changed on one aeroplane at Berre no major 
repairs were necessary. 

The programme was adhered to with one exception, but this was 
only made possible by the efficiency of the ground organisation pre- 
pared in advance together with the help which was received at every 
place. The Greek, Italian and French authorities were helpful. 

The Flight experienced good weather until they reached Berre. At 
Berre a mistral commenced to blow the night before they left. In 
the morning it was blowing nearly a full gale from the N.N.W. Berre 
is situated in a lake, which enabled the aeroplanes to take-off, but as 
the wind was dead ahead and continued without abating the whole 
day, a stay was made at Cette. Next day though still blowing hard 
a start was made for Hourtin. 

At Toulouse the wind dropped and fog was encountered. The Flight 
was therefore forced to fly at about 100 ft. down the Garonne to 
Bordeaux, where the fog lifted. Between Brest and I,ee-on-Solent 
fog was again met with necessitating the Channel being crossed at 
about 50 ft. until the Needles were sighted. 

Except for the flight from Brest to-Lee head winds were encountered 
all the way home. 

When crossing the mountains of Calabria between Brindisi and 
Naples, a curious phenomenon was experienced. At a point about 6 
miles east of the main ridge the leader’s aeroplane, for no apparent 
reason, lost height rapidly. Although the engine revolutions were 
1,760 when the aeroplane commenced to lose height at 8,000 ft., it only 
stopped sinking at 6,800 ft. when the revolutions were increased to 
i950. It is assumed that the aeroplane must have struck a down 
current of air (a head wind was blowing) as after about 10 mins. it 
started to climb again with revolutions reduced to 1,800. The bumps 
over Calabria proved bad. 

The Flight has been of great value to the Royal Air Force, as it 
has provided experience in long distance flying over new country 
and through changing climates. It should clearly prove to. the 
World in general the reliability. and the efficiency of British aircraft 
and engines, and the high state of efficiency of the Royal Air Force, 
the objects of the flight having been completely achieved. 
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THE TREND OF AIRCRAFT DESIGN IN FRANCE.—II. 
By W. H. SAYERS. 


TYPES OF CONSTRUCTION. 

Just as the French Aircraft Industry produces a greater 
diversity of aerodynamic types of aircraft than our own, so 
also do they use a wider variety of types of construction. 

The conventional wooden-framed wire-braced class of 
structure is still in favour with certain old-established firms 
—for instance Farman and Caudron. The reasons advanced 
for the retention of this type of structure are those used in 
this country—ease and cheapness of manufacture and the 
adaptability of this type of construction to the rapid pro- 
duction of new types. 

On the whole the advantages of this type of construction 
are apparently more) fully achieved in France than in 
England. Designs are pretty obviously not scrutinised in 
detail by the French Section Technique in the thorough-going 
fashion adopted by our Air Ministry. Structural strength is 
not calculated; it is checked by loading tests on a sample 
machine, and if the sample stands the test, the methods by 
which the required results are obtained are relatively un- 
important. 

There are, one gathers, certain’ regulations, such, for in- 
stance, as the prohibition of welded joints in tension, but 
generally speaking the designer takes—if he is not allowed— 
liberties in the design of fittings that would not be tolerated 
here. This remark incidentally applies to other than the 
wooden-framed types. 

Of these timber-framed machines the majority use dura- 
lumin in undercarriage and interplane struts where British 
machines would use steel tubes. ‘These duralumin struts are 
usually built up from sheet: to streamline profiles, and in 
many cases the conventional two strut V for undercarriages 
is a single unit of the trouser type pressed out of sheet and 
rivetted. 

Some wooden-framed machines are of special construction. 
Pierre Levasseur builds up complete fuselage girders of a 
series of laminations of poplar, glued together and then 
covered with three-ply. This type of structure is peculiar 
to this firm, and has been used for some years, apparently 
with satisfactory results. 

The §.1.M.B. (Bernard) machines are all built with 
stressed skins. The Bernard Fighter at the Show is of 
timber, but the firm has built all-metal machines having very 
similar structural features. 

The particular novelty is the wing structure. Instead of 
the normal two spars, a number of relatively narrow stringers 
are employed, and these are tied together by the skin of the 
wing in such a way that the whole forms a series of box 
compartments. In the wooden machine the skin, which is 
also the web of the wing girder, is of three-ply. 

Nieuport-Astra still remain faithful to the true monocoqu2 
fuselage, produced by winding a series of strips of very thin 
veneer in spirals of alternating hand on a collapsible former. 
There is an interior reinforcement of stringers and frames— 
somewhat more extensive than was employed in early: types 
—and the framing over the engine space is now entirely of 
duralumin. 


In the Nieuport either timber or duralumin wings may be 
used. It is understood that the firm itself believes in wood 
still, but has found it discreet to offer the alternative. 

MeEtat, CONSTRUCTION. 

In France, ‘“‘ metal construction ’? means light alloy con- 
struction. The only exception to this rule that could be 
found in the Show itself was the steel-tube longerons in the 
front end of the fuselage of the S.E.C.M. three-engined 
skeleton. There was also the Fiat with steel spars and a 
steel-tube fuselage, but that is not French. 

In the majority of duralumin machines fabric covering is 
used. The Avimeta and the Wibault are exceptions, being 
entirely covered with metal. 

All the.metal aircraft are said to be so designed that cheap 
and rapid production is possible. The methods by which 
this common quality is attained, however, vary very widely. 
There are, in fact, two totally opposed schools of thought. 

The one seeks to achieve the desired object by building up 
a structure from standard tubes, angles, channels and plain 
sheet, which can be put together with a minimum of work- 
shop equipment, given a reasonable supply of skilled labour. 

The other takes the view that production dependent upon 
the manual skill of the labourer cannot be cheap, except 
where the quantity produced is very small, and so holds that 
a complete equipment of automatic or semi-automatic 
machinery, jigs, etc., is essential, and that given the neces- 
sary equipment and output, anything can be produced 
cheaply. 

This school consequently produces machines composed of 
elaborate special sections, and of complex and ingenious 
machined or stamped fittings which doubtless can be made 
at a reasonable cost given a big enough output, but which 
do not look cheap. 

STRATEGY AND ECONOMICS. 

In the long view, the latter school of thought is probably 
the soundest. The nation which possesses aircraft factories 
equipped for aeroplane manufacture on so-called mass-pro- 
duction lines will be at a great advantage when the next big 
war breaks out. 

|Always. provided that the types on which they have de- 
cided for mass-production are a year in front of their time. 
Let us not forget the disaster caused to the R.F.C. in 1915 
by the mass-production of the B.H.2c.—c. G. G.] 

But one may wonder whether any of the firms which have 
laid themselves out to meet the emergency to-day will sur- 
vive the burden of their overhead charges until such time 
as they can begin to secure an adequate return on their 
capital expenditure. It is certainly a matter for careful con- 
sideration by the various Governments—who, after all, are 
chiefly interested in this problem—and it might have been 
thought that in France at any rate a firm which had the 
enterprise to equip itself against the emergency of war could 
depend at least upon official maintenance. 

It is said however that the French Government dissipates 
so much of its Aviation Budget on keeping the small firms 
alive with small semi-experimental orders that the bigger 
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works are barely able to keep themselves out of the Bank- 
ruptcy Court. How much truth there is in this statement 
cannot be ascertained, but it sound plausible. 

[One agrees with the policy of keeping the small firms 
alive. It promote#Y competition, affords opportunities for 
young designers with brains, and it is an insurance against 
the forming of a ring or monopoly.—c. G. G.] 


PROTECTION AGAINST CORROSION, 

The French appear to put great faith in the ability of their 
light alloys to resist corrosion. Despite the fact that steel 
fittings—not stainless steel—are used in conjunction with 
duralumin frames, it seems quite unusual for any protective 
coating to be used between the two materials. Even in the 
cases of the Breguet (duralumin) and the Avimeta (alferium) 
seaplane floats there are no signs of the use of any protec- 
tive coating. 

The British ‘‘ Anodic ”’ treatment, whereby a very heavy 
and tough coat of aluminium oxide is produced on _ light 
alloy components by an electrolytic process is quite evidently 
not employed. But one is told that the Section Teehnique 
has lately sent representatives to this country to | investi- 
gate it. 

It would therefore seem either that the-French alloys are 
superior to our own—which is highly improbable—or that 
French all-metal aircraft must suffer fairly rapid deprecia- 
tion from corrosion. 

[Which latter seems likely, seeing that quick corrosion 
means quick depreciation, writing-off, and replacement. And 
replacement, regardless of cost, is easy in a country which 
does not trouble to balance its Budget or~pay-its debts.— 
C. G. G.] 

CONTROLS. = 

As has already been mentioned, French tail-units look in- 
adequate to British eyes. To sothe extent this is offset by 
the greater length of fuselage usually found in all types of 
French machines. This feature is most noticeable in the 
case of rudders, which, with certain marked exceptions, are 
almost ludicrously small when judged by British standards. 

Now a very small rudder may give reasonably adequate 
control above the stall, and it is only in the stalled condition 
that a large rudder becomes really. valuable. And in this 
condition the real use of the large rudder is to overcome the 
reversed yawing moment of the ailerons. 

French ailerons as a general rule are also small to British 
eyes. In the majority of cases their chord is very small. 
Such ailerons give a very light and effective control at normal 
flying speeds, and are relatively ineffective, though still 
light at low speeds. They may however produce small 
yawing moments at or beyond the stall and so make less 
demands on the rudder. 

Horizontal tail surfaces approach more nearly to British 
ideas of total area and ‘“‘ volume ratio.’? Proportions of 
fixed to movable horizontal surface vary within wide limits. 
High-speed fighters may be found with very small fixed sur- 
faces and enormous balanced elevators, heavy bombers with 
a mere fringe of elevator attached to-a large fixed tail. 

In the absence of a very complete analysis of each par- 
ticular case it is impossible to say definitely whether these 
abnormalities are justified, but they suggest that the French 


are rather more casual than are we in checking designs for 
stability and tail-loads. It is at any rate known that one 
very recent French fighter of exceedingly high performance 
has been a source of serious complaint from pilots who find 
that it cannot be held steady ina dive. This definitely sug- 
gests inadequate tail surface. 

Tail-planes adjustable in the air are not unknown in 
France, but do not appear to be anything like so widely used 
as in this country. 

On the other hand, no French designer of a multi-engined 
machine seems to be satisfied unless he has devised some 
form of fin-setting gear to relieve the load on the rudder bar 
when one wing engine is out of action. 

This, of course, may be the direct result of the small area 
of French rudders generally. 

POWER PLANT INSTALLATION 

Apart from a few small aircraft for training and touring 
work, the great majority of machines at the Paris Show are 
fitted with engines of 4oo to 500 h.p. The tabulated data of © 
aeroplanes given for this. exhibition in THE AEROPLANE of 
December 8 relates to fifty-one types of aircraft. Thirty- 
seven of these had one or more engines within these limits. 
Taking French machines alone, thirty out of forty used such 
engines. And the tabled engine data in the issue for Decem- 
ber 15 shows that there are some fifteen types of French 
engines of this power. 

There is nothing particularly French about this predomi- 
nant popularity of the 4oo/500 h.p. engine—it may be found 
in this country, in the United States, in Italy, and, now that 
the restrictions on German aircraft have been removed, it is 
beginning to be apparent in Germany. What is peculiarly 
French is the large variety of alternative engines of this 
power. 

This variety of engines has one very noticeable effect, par- 
ticularly in the military two-seater and larger types. It 
appears to be almost the rule in France to design all such 
machines so that they may be equipped with any of the 
available engines in the required power limit. That is the 
fuselage ends at the fire-proof bulkhead behind the engine 
mountings, and a series of separate and interchangeable 
noses, carrying alternative engines are provided. 

Alternative engine mountings for engines are widely differ- 
ent in form as the Jupitér,-the Broad Arrow Lorraine and 
Farman types, and the twelve-cylinder Vee Renault and His- 
pano engines were shown for one and the same machine, and 
in one case the centre section of a twin-engine machine (the 
Dyle et Bacalan) was exhibited with a Jupiter on one side 
and a Lorraine-Dietrich on the other. 

There is a good deal to be said from the practical point of 
view of this standardisation of interchangeable power units. 
It is true that some sacrifice in the efficiency of the aero- 
plane may be necessary to secure interchangeability of 
engines in this way. 

On the other hand, experience in the last war proved that 
under war conditions it will often prove impossible so to 
balance engine and aircraft production that machines can 
always be equipped with the particular type of engine for 
which they are designed. If the habit of designing for inter- 
changeable power plants is adopted, this difficulty when it 
is encountered can be overcome with much less delay than 


THE BREGUET DURALUMIN FLOAT.—This sketch shows the details of construction of the floats for a Breguet 
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Filling up with Shell at Malta 


Talk of the Aero World- 


Stack-Leete Overseas Flight on Shell 


N THE MOST hazardous part of their London- 

Karachi flight, over the water that separates 
Malta from the North African Coast, Mr. Neville 
Stack and Mr. Bernard Leete of the Lancashire 
Aero Club, used straight Shell Aviation Spirit. 
This was not mixed with a single drop of any 
other fuel or dope of any kind. 


Every one au fait with. Aeronautics is talking 
about these plucky airmen who are so_ successfully 
demonstrating what can be done with light aero- 
planes, such as the De Havilland Moths (A.D.C. 
Cirrues Mk. II engines) which they are using. 


The overseas part of the flight—230 miles 
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Left, the tail skid of the Fokker C.V. The sprag is normally folded up, 
but may be released at will by the pilot to serve as a brake. 


Right, tail-adjusting gear of the Mureaux mono- 


plane. Instead of moving the tail plane bodily this gear rocks the leading edge about hinges on the front spar, 
and thus alters the camber. 


would be the case if such a change meant structural altera- 
tion to the aeroplane. 

These interchangeable engine mountings are practically 
invariably of duralumin construction. They may be either 
of tubes, entirely built up from sheet, or combinations of the 
two forms, but are invariably attached by four points, and 
are designed to carry the appropriate radiators, oil-coolers 
and accessories proper to their own particular engine, so 
that as far as is humanly possible change of power plant 
means no other work than removing the one nose and re- 
placing it by another, and making the necessary fuel and 
control connections. 

FUEL SYSTEMS. 

Practically all French aircraft are fitted with pump feeds 
to the carburetters from fuel tanks placed in the bottom of 
the fuselage. This is particularly true of military machines. 

To this end all French engines are fitted with duplicate 
mechanically-driven petrol-pumps, usually of the well-known 
A.M. type, although a type manufactured by M. Lamblin, of 
radiator fame, is growing in popularity. 

It appears that petrol-pump troubles are by no means un- 
known, and despite the invariable duplication of the pump 
system one well-known engine maker afhrms that more 
forced landings occur with his engines from petrol pump 
failure than from any other cause. 

The reason for the adoption of this system is that French 
military aircraft are required to be fitted with fuel tanks 
that can be dropped in case of a fire, and that this require- 
ment rules out gravity feed systems, except under very un- 
usual conditions, for the tank must be in the bottom of the 
fuselage or of the lower wing for a clear drop to be possible. 

In some cases where, owing to the size of tank or other 
structural difficulties, the dropping tank cannot be used, 
jettisoning valves by which the tank can rapidly be emptied 
are required, and here again the necessity of giving a clear 
drop to the discharged petrol means keeping the tank low 
down in the machine. 

In some quarters the value of this method of getting rid 
of petrol seems to be under-estimated. It may be granted 
that once a machine is well alight, releasing the fuel may 
produce very unpleasant results. But this is certainly not 
the intention underlying the arrangement. 

French military aircraft as a whole have higher landing 
speeds than our own, and some of the machines which 
apparently are to be used for bombing purposes would be 
mighty unpleasant to land in bad country as a result of 
engine failure when nearly fully loaded. By emptying the 
tanks when such an emergency arises, the load is appreci- 
ably reduced, the chances of avoiding a crash increased and 
the risk of fire after a crash is greatly reduced. 

Also a fire in the air fed by’ a broken petrol pipe from 
the main tank will usually be a local affair for some time. 
If the tanks can be emptied before it spreads very far it may 
be fairly easily suppressed—or at least the pilot may pull off 
a landing of some sort and the crew escape with their lives. 

Another feature of French military aircraft petrol systems 
is that fuel tanks are practically invariably of duralumin or 
other light alloy, and are mostly of the rubber-covered crash- 
proof type. 

For the tanks rivetted joints, with some form of plastic 
sealing material to render them petrol proof, are used. 
Welding, one gathers, is not permitted. The crash proofing 
is generally of the Imber type, consisting of a layer of 
rubber proofing about one inch thick, a coating of doped 
fabric and a wire net outer armouring. 


COMMERCIAL AERONAUTICS. 
The London Terminal Aerodrome. 
ANALYSIS OF FIGURES FOR THE WEEK BEFORE LASS 


Trips per Day.—Monday, 2; Tuesday, 8; Wednesday, 13; Thursday, 
12; Friday, 9; Saturday, 10; Sunday, o: 
IMPERIAL AIRWAYS I.TD. : 

London—Paris; JI,ondon—Ostend—Brussels—Cologne; JI,ondon—Rotter- 

dam—Amsterdam : Machines 23, passengers 76, freight 12 tons. 
AIR UNION: 

Paris—London : Machines 11, passengers 22, freight 12 tons. 
K.L.M. : 

Amsterdam—Rotterdam—london : Machines 9, passengers 10, freight 

1+ tons. 
SABENA : 

Machines 0, passengers 0. 
DEUTSCHE JLUFTHANSA AG. : 

Berlin—lI,ondon: Machines 11, passengers 12. 
PRIVATE : 

Machines 0, passengers o. 

Total number of trips by British Machines, 23, carrying 76 pas- 
sengers. Foreign Machines, 31, carrying 44 passengers. 
Comparative Figures : 

Week ending Dec. 19: 

Machines, 54; Passengers, 120; Crews, 65; Total personnel, 185. 
Corresponding week, 1925: 

Machines, 42; Passengers, 110; Crews, 51; Total personnel, 161. 
Corresponding week, 1924: 

Machines, 35; Passengers, 82; Crews, 39; Total personnel, ‘121. 
Corresponding week, 1923: 

Machines, 51; Passengers, 87; Crews, 77; otal personnel, 164. 
Corresponding week, 1922: 

Machines, 52; Passengers, 168; Crews, 100; ‘Total personnel, . 268. 
Corresponding week, 1921: 

Machines, 49; Passengers, 108; Crews, 73; otal personnel, 181. 
Corresponding week, 1920: 

Machines, 10; Passengers, 9; Crews, 18; Total personnel, 27. 

ANALYSIS OF FIGURES FOR THE PAST WEEK. 

Trips per Day.—Monday, 15; Tuesday, 10; Wednesday, 13; Thursday, 
14; Friday, 13; Saturday, 0; Sunday, o. 

IMPERIAL AIRWAYS I.1TD. : 


London—Paris; Jondon—-Ostend—Brussels—Cologne; Tondon—Rotter- 
dam—Amsterdam: Machines, 26; passengers, 90; freight 11 tons. 
AIR UNION: 

Paris—London: Machines 15, passengers 24, freight 13 tons. 
FRA VL. 

Amsterdam—Rotterdam—tondon : Machines 11, passengers 17, freight 

2i tons. 
SABENA ? 

Machines 0, passengers 0. 
DEUTSCHE ILUFTHANSA AG. : 

Berlin—London: Machines 10, passengers 09. 
PRIVATE : 

Machines 3, passengers 5. 

Total number of trips by British Machines, 29, carrying 95 pas- 
sengers. Foreign Machines, 36, carrying 50 passengers. 
Comparative Figures : 

Week ending Dec. 26: 

Machines, 65; Passengers, 145; Crews, 80; otal personnel, 225. 
Corresponding week, 1925 

Machines, 23; Passengers, 76; Crews, 27; otal personnel, 103. 
Corresponding week, 1924: 

Machines, 45; Passengers 
Corresponding week, 1923: 

Machines, 11; Passengers, 17; Crews, 16; Total personnel, 33. 
Corresponding week, 1922: 

Machines, 41; Passengers, 95; Crews, 81; Total personnel, 176. 
Corresponding week, 1921: 

Machines, 30; Passengers, 49; Crews, 48; Total personnel, 97. 
Corresponding weck, 1920: 

Machines, 8; Passengers, 10; Crews, 10; ‘Total personnel, 20. 


103; Crews, 56; Total personnel, 159. 
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Croydon Notes. 

There is not much of note to record of Croydon during the last week 
except the departure of the S.O.S. to which reference is made else- 
where. 

Both the other Hercules piloted by Mr. Wolley Dod and Mr \ 
Hinchliffe respectively, reached Cairo on Christmas. day. Mr. 
Hinchliffe, who joined Mr. Wolley Dod at Malta, flew ahead of him 
from this point and reached Cairo an hour or so before Mr. Dod. 

Lt.-Col. Minchin took delivery of Mr. I.owenstein’s 3-I.ynx Fokker 
on Monday and brought it to Croydon. So far he has made one return 
trip to Brussels on the machine. 

The pilot of the A.N.E.C. monoplane, to which reference was made 
last week, tel:s one that he did fly, as a matter of fact, for 400 yards, 
but did not go further as he had no confidence in the engine, This 
machine, it will be remembered, performed well at ILywmnpne a ycar 
cr more ago. 

One takes this opportunity of wishing all and sundry at Croydon 
a happy Christmas (post-dated) and an exceedingly successful New 
Year.—G. D. 


THE WAKEFIELD GOLD MEDAL. 

As announced recently, Sir Charles Wakefield has presented 
a gold medal to the Institution of Aeronautical Engineers 
to be awarded annually to the designer of the apparatus or 
invention which, in the opinion of the Council of the Insti- 
tution, tends most towards making flying safer. 

Those who wish to enter such apparatus or inventions for 
consideration by the Council are hereby advised that thev 
must send in full particulars accompanied by drawings and 
an indication where and when the apparatus can be seen, 
not later than Jan. 15, 1927. 

The contest is open to members as well as non-members of 
the Institution. All claims should be sent to the Acting 
Honorary Secretary, Mr. N. J. Hulbert, at 34, Broadway, 
Westminster, S.W.1. 

THE GOLD MEDAL OF THE F.A.I. 

At the Conference of the Fédération Aéronautique Inter- ai 
nationale held in Paris on Dec. 16-17 the F.A.I. Gold Medal 
for the year 1926 was awarded to Sir Alan J. Cobham for ——<$<—yr WN 
his flight from England to Australia and back. KKK | \ 

Thirteen countries were represented at the Conference, \ FN 
six of which put in claims for the F.A.I. Gold Medal in con- 
nection with performances carried out by their respective 
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Great Britain was represented by Lieut.-Col. M. O’Gorman 


and H.-H. Perrin. 
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conferring on Mr. A. V. Roe the honorary title of Grand 
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(A) The Flying Services and Progress of Civil 
Aviation of all Nations in 1925-26, fully described 


and illustrated. 

(B) The Aircraft of all Nations in current use up to 
July, 1926, illustrated with specifications, photographs 
and drawings—€00 different aeroplanes, with 475 photo- 
graphs and 100 drawings. 
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THE SHORT METAL AIRSCREW. 


Some months ago in an article describing a visit to the 
works of Short Bros. at Rochester, mention was made of a 
new type of metal airscrew which had been developed by 
this time. It is now permissible to describe and illustrate 
this new development. 

The Short metal airscrew is of the now well-tried thin- 
bladed light alloy type, but, unlike others of this type, the 
blades are separate units joined together at the boss. 

Each blade is made from a slab of duralumin, milled or 
otherwise machined to the required blade sections, and 
twisted to give the required approximately helical form. The 
requisite number of blades for each screw are then united 
by a form of “‘ halved joint”? in such a way that the inner 
sections of the blade assume the correct pitch angle. 

In the ordinary case of a two-bladed airscrew the root of 
each blade is slotted to a depth of one-half the boss diameter, 
and the two blades are then assembled so that a part of each 
blade enters the slot in the other. The blade roots are thus 
approximately at right angles one to another, and no sudden 
bending of the blade material at the boss is therefore 
necessary. 

Angular blocks of light alloy are fitted into the four spaces 
between the two interlaced blades to form a boss, and the 
whole assembly is then divided centrally for the airscrew 
hub, and for a series of thorough-going bolts which lock 
blades and boss together firmly. 

This method of construction has a number of distinct 
advantages. The use of separate blades makes the system 
applicable to airscrews having more than two blades, and a 
four-bladed type is now being designed. 

A damaged blade may be replaced independently of the 
other components of the particular airscrew, and for trans- 
port the assembly may be dismantled and packed in a very 
much smaller space than would be required for a_ single 
piece airscrew. This advantage is particularly marked in 
the case of multi-bladed screws. 

Tests made with an airscrew of this type on the Short 
Mussel two-seater light seaplane, which is fitted with an 
A.D.C. Cirrus engine, have shown an all-round improvement 
in performance over that attained with the most satisfactory 
wooden airscrew yet tried on that machine. The improve- 
ment amounts to some three miles per hour in top speed, 
and-there is a notable increase in efficiency over the whole 
speed range of the machine. 
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THE SHORT METAL AIRSCREW.—At the top the screw is 

seen in its complete state, in front and side elevation. Above, 

Mr. Bridgman’s sketch shows how the blades and the angle- 

blocks are assembled. Below, the component parts are seen 
laid out. 


THE RESPONSIBILITIES OF A PILOT. 


Air Ministry Notice to Airmen No. 83 of 1926 states :— 

With reference to Notice to Airmen No. wv of the year 1926 and 
to the Air Navigation Directions, 1926 (A.N.D.6), para. 49 (1) (i) (a) 
of which stipulates that a safety belt must be carried in all flying 
machines for each person (including the pilot) carried in an open 
cockpit and that such equipment must be maintained in working 
order, the attention of pilots is drawn to the necessity for ascertain- 
ing before flight that the belts are properly secured in all cases. 

When a seat is unoccupied the safety belt should be so fastened 
as to avoid the possibility of fouling the controls. 


Grams : VICPLY, KINLAND, LONDON, 
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‘“Let a man do a thing incom- 
parably well and the world will 
beat a path to his door tho’ he 
live in a forest.” 


ACCLES & POLIOCK 
Weldless Steel Tubes. 


Were Originally-—— 
Have been continuously — 


ANNIDY JAR 8 RB 


SPECIFIED BY ALL THE LEADING 
AIRCRAFT MANUFACTURERS. 


This speaks for Itself! 


MAKERS & MANIPLILATORS 
OF WELDLESS STEEL TUBING 
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won by De Hi wvilland (Moth) 27/60 h.p. ‘‘Cirrus ” 
engine, piloted by Capt. H. S, Broad, entered 
b y Sir Charle s We We field, Bart. Wonon PRATTS. 


PRESIDENTS CUP 


EACH ONE of Inter-Club Members’ Scratch Race and Bomb- 
THESE FORKS Dropping event e the Newcastle Aero Ch ub’s 
PASSES FOUR: Meeting—all won on PRATTS. 

TEEN GAUGES 
ROOM SEIRE | YORK AERO CHALLENGE 
IT 1S RELEASED C U P 


FOR SERVICE, 

IN ADDITION TO won at the Leeds ee Pageant by Mr. J. 
’ TENSILE TESTS Parkinson, flying a D.H. Moth (27/60 h. ne Cirrus 
engine), entered in mat Instructor Race 


on PRATIZS;, 
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e panies 
THOMSON and BROWN BROTHERS. I td. 
BN BROTHERS (Ire ae Lrd 
VHOLESALE ONL — 


GREAT EASTERN STREET, I ONDON, E C.2. 
126, GEORGE STREET, EDINBURGH, 
Branches tn all lurge towns. 
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MISCELLANEOUS ADVERTISEMENTS. 


EMPLOYMENT. SITUATION. WANTED. 
Aeronautical Employers and those seeking Aircraft Employ- | y_ac. Rigger 
ment should communicate with Capt. F. Warren-Merriam, Bie a: . 
A.F.C., A.F.R.Ae.S., Aeronautical Consultant, who has estab- | home and abroad. Proficient Brisfits. Box No, 5368, THE 
lished an Employment Bureau at 64, Victoria Street, S.W.1. | ArroprLaNner, 14, Bream’s Buildings, E.C.4. 
’*Phone: Victoria 8428. Special Register for Pilots and 
Ground Engineers. 


(R.A.F.) desires situation. Varied experience, 


Anything in Rope, Wire, Canvas or Fabric Work. 
PATENTS. 


AEROPLANES.—The owners of British Patent No. 190486 
desire to sell or license the same and particulars may be FLOTATION GR: oP AIR BAGS 


obtained from ‘TECHNICAL RECORDS JT,IMITED, 59 and 60, 


Lincoln’s Inn Fields, Tondon, W.C.2. COMPANY 
STANLEY, POPPLEWELIL AND CO., International Patent 
Agents, Jessel Chambers, 88, Chancery Lane, W.C.2. Tele- 17, Stoke Road, Guildford, Surrey. 


phone, Holborn 6393. Telegrams, ‘‘ Notions, London.”’ 


AVIATION 


owde Wire The Oldest American Aeronautical Magazine. 
Machine ane “Bs SC ONDOME NWio = § 


OGLE BL ET C2 and lasting— 


98,Victoria Road, Published Weekly by 


Willesden Junct., The Gardner Publishing Co. Inc., 


London, N.W.10. 


225 Fourth Avenue, 
New York, U.S.A. 


LESTER. DagGARDNER 


President, 


RIVISTA AERONAUTICA 
Illustrated Monthly Publication of the Ministry of 
Aeronautics, 
ROME: VIA AGOSTINO DEPRETIS 45A. 
Articles on air warfare and technical aeronautics, 
| international progress in military, scientific and 
t commercial aviation. 


SUBSCRIPTION RATES FOR ENGLAND - ONE YEAR, 250 LIRA. 


Subscription Rates for England $6 a year. 


(“If one wants to know exactly what is doing in American 
aviation, one reads ‘‘Aviation.”—C. G. G.J 


AIRCRAFTizx 


‘WOOD AND METAL.. 
Patentees 6 Manufacturers of the famous 


‘CONSUTA’ Laminated Wood. 
EAST COWES, ISLE OF WIGHT. BUSH HOUSE, ALDWYCH, LONDON. WC. 


ral mR 


The only British Airline to the Continent. ee 


PASSENGERS AND FREIGHT. Air Port of London, 
DAILY SERVICES CROYDON. 
TO AND FROM THE CONTINENT. ‘Phone :—CROYDON 2046 (Six Lines). 
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Leading the World 


vnOle .rothers are now $3 
signers and constructors of all-metaf floats. 
Other all-metal aircraft are in construction, 


An extract from 
and Great Britain may well lead the world in 


i THE TIMES Bs the all-metal construction of seagoing aircraft 


as a result of the independent work done at 
of 20 th August 1926. Rochester during the last few years. 
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“Cockle” Light Flying Boat F5 Flying Boat. 


“Silver Streak’? Biplane Mussel”? Sporting Seaplane, 


SHORT BROS. *::i3.> LTD. 


et es. ROCHESTER, KENT. 


All-Metal Aircraft.” Telephone—CHATHAM 627. 
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BOARHOUND BIPLANE 


(Fitted with the ‘‘ Bristol’’ Jupiter Series VI 
Radial Aircooled Engine’. 


A modern two-seater aircraft 
for reconnaissance and fighting, 
or for use as a day bomber. 


pre Bristol Aeroplane Co, AVO, 
FUL/T ON, BRISTOL 


AVIATION BRISTOL 3906, BRISTOL 
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UNIVERSITY OF ILLINOIS-URBANA 
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